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‘““‘PATRIOTIZE’’ 
Buy-Buy-Buy U. S. War Bonds! 


- « - and ACT NOW to save every 
possible car day for VICTORY. 
SHIPPERS ACT 
to load cars fast and full, specify 
fastest performing routes. 
CONSIGNEES ACT 


to unload cars quickly and release 
with telephone notice to railroads 


when possible. 
RAILROADS ACT 


to rail haul cars swiftly and handle 
empties as speedily as 


AN 
eat 


A 


WN 


\ 


A BRIGHT SPOT 
on the Railroad Map 


The double tracked Florida East Coast Railway, 
operating currently at about 65 per cent of capacity, 
and reliably maintaining fast pre-war schedules on 
commercial as well as government freight, has what 
YOU need. 

WE need 35 per cent more freight tonnage to “fill 
up” to the stage of other railroads. Route “Florida 


East Coast Railway at Jacksonville”. GENERAL OFFICES: 
St. Augustine, Florida 


FLORIDA EAST COAST RAILWAY 
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“Soldiers come first these days, Dad!” 


¢¢Yes Mary, we certainly can afford to wait a few minutes for our train. The 
Seaboard gives troop trains and war supplies the right of way. And good rea- 
son, too.?? 


6¢ That's all right with us. We can wait—the soldiers can’t.?? 


Papeete 
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A Question of Clean Hands 


Every now and then, though not so often as 
® formerly, since the motor transport industry has 
become accustomed to seeing itself loom large in the 
transportation picture and is not so disposed to be dis- 
turbed by the same kind of criticisms that apply to its 
competitors, we get a complaint from some representa- 
tive of it that we favor the railroads as against the 
trucks. We are printing one this week, for instance, 
from a “public relations’ man, who ought to know 
better. 


The charge, of course, is not and never was true. 
All kinds of transportation look alike to us, but we insist 
} that all be treated fairly with reference to each other. 
| This was the cause, in earlier days, for the impression 
that we favored the rails as against the trucks; rail- 
j roads were regulated and motor transport was not. 
| Now, however, motor transport has come under regula- 
i tion and the wise men in the industry are glad of it and 
admit that we were right in the first place. 

It requires considerable leaning backward, how- 
ever, to maintain a fair attitude toward an industry 
that, through its leading organization, so trifles with 
the truth. We refer to the American Trucking Associa- 

} tions, Inc., which, in spite of the fact that its attention 


has been called to the misrepresentation, continues to 
advertise that ‘‘the trucks, with one twentieth of the 
carrying capacity of the rails, are hauling one fourth 
of the total load,” and, also in spite of repeated protests, 
continues to carry at the mast-head of its publication 
the false statement that it is the only weekly newspaper 
in the motor carrier field. These are not just things 
about which there may be differences of opinion—they 
are false statements that anybody who knows the facts 
recognizes as false. The one about the amount of freight 
carried does not fool anybody who knows the facts— 
and is, therefore, bad advertising by other tests than 
truthfulness—but it may deceive the mine run of citi- 
zens to whom it is directed in newspapers. The other 
one is of interest chiefly to ourselves but, to the extent 
that it fools possible subscribers, it is a distinct blow 
below the belt. 


It would seem to us that especially a “public rela- 
tions’ man in the motor transport industry, instead of 
finding mare’s nests not discernible to intelligent and 
fair-minded persons, might use some of the qualifica- 
tions a man in his position is supposed to have in clean- 
ing up his own industry. Of course, one with dirty 
hands may think he sees dirt on the hands of others, 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


_ Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
®peration by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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but it is not becoming in him to criticise the soiled con- 
dition. In any case, he ought to inform himself before 
he talks. 


What Is a Secret? 


Notwithstanding the secrecy that was observed 
® by Commissioner Johnson and others present with 
respect to the recent conference in his office to con- 
sider traffic problems (see Traffic World, July 24, page 
196), the chairman of the Midwest Regional Advisory 
Board, who doubtless, was present, is out with a letter 
to members of the board and others giving a detailed 
account of the discussions. (See elsewhere.) 

We do not know whether this letter is a violation 
of confidence or of instructions given at the confer- 
ence—though we found others interviewed unwilling to 
talk—and we don’t much care. The point is the same 
that we have made many times with reference to other 
similar situations. In the first place, what possible 
sound objection can there be to letting everybody in- 
terested know what went on at the conference if that 
conference was considered valuable for the compara- 
tively few present? In the second place, what went on 
was no secret from those present who, if anything was 
to be accomplished, were supposed to spread the word 
to those others whose help was solicited and needed, 
so it was not a secret from the hundreds who got the 
message by word of mouth and so could not be a secret 
from any to whom these men talked, intelligently and 
accurately or otherwise, and so was not a secret at 
all. And what is the sense in regarding as a secret from 
anybody what is widely known and freely talked about 
by hundreds or thousands interested? 

There seems to be in many people an idea that, 
no matter how many may know about a certain thing 
and no matter how desirable it may be that they do 
know about it, “secrecy” is preserved if it is not 
printed. Usually there is no good reason for keeping 
such things “secret” and, just as usually, they are not 
kept so. What hundreds or thousands of people know 
and talk about is no secret. 





Taxes and Transportation 


Transportation corporations in 1942 filed 23,437 income 
and excess-profits federal tax returns showing, for 1941, net 
income of $912,859,000 and total taxes of $305,926 000, accord- 
ing to preliminary statistics made public by Secretary of the 
Treasury Morgenthau. There were 5,934 returns filed by 
transportation corporations showing no net income for 1941. 

The following rulings have been made by the Bureau of 
Internal Revenue as to application of the tax on amounts pa‘d 
for transportation of property: 


Advice is requested whether an amount paid to a carrier for the 
removal of waste material, such as refuse, ashes, dirt, etc., is subject 
to tax under section 3475 of the Internal Revenue Code, as added by 
section 620 of the Revenue Act of 1942. 

Section 3475 of the Internal Revenue Code imposes a tax upon 
amounts paid within the United States, to a person engaged in the 
business of transporting property for hire, for the transportation of 
property by rail, motor vehicle, water, or air from one point in the 
United States to another, with certain exceptions not here applicable. 

Where a person contracts with a carrier for the transportation of 
waste material from his plant or premises to a designated place, the 
amount paid to the carrier is taxable under section 3475 of the In- 
ternal Revenue Code, since it is a payment for transportation of 
property from one point in the United States to another. However, 
an amount paid to a carrier for the removal of waste material where 
the carrier is permitted to dispose of the material as it sees fit is not 
taxable under that section. The amount paid under such circumstances 
is considered as a payment for a disposal service rather than for the 


TRAFFIC WORLD 


transportation of property from one point in the United States to 
another, 

Advice is requested whether the tax Imposed under section 3475 of 
the internal Revenue Code applies to amounts paid by carrier x to 
carrier Y for the transportation of property in cases where carrier D 
has collected from the shipper, or will collect from the consignee, the 
transportation charges and the tax covering the entire transportation 
movement, including the services rendered by carrier Y. 

Section 143.13 of Regulations 113 provides, in part, that the tax 
applies to any payment, not specifically exempted, for the transporta- 
tion of property, made to a person engaged in the business of trang. 
porting property for hire, including a payment made by one gych 
person to another, but not including an amount paid by a carrier, g 
freight forwarder, express company, or similar person for transporta- 
tion with respect to which a tax is payable to such person. 

It is held that where a transportation movement involves the gery. 
ices of two or more carriers, the tax applies only to the payment made 
by the shipper or consignee for the complete transportation movement, 
and does not apply to the payments made by the carriers between 
themselves in settlement of their charges for thelr respective services, 


President Roosevelt has issued a “budget summation” out- 
lining modifications of federal tax receipt estimates for the 
fiscal year ending June 30, 1944, as compared with the revenue 
estimates for that fiscal year made by the Bureau of the 
Budget and submitted to Congress by the President last Janu- 
ary. Modification of the budget estimates, said the President, 
had resulted from intervening appropriation and revenue acts 
since the submission of his budget message. 

The revised estimates made public by the President showed 
reductions in the estimated receipts from the tax on transpor- 
tation on persons and the tax on amounts paid for transporta- 
tion of property, as compared with the original budget esti- 
mate, but included increases in estimated receipts from the 
taxes on gasoline, automobile parts and accessories, and tires 
and inner tubes. 

Tables in the President’s statement of federal revenue and 
expendtiure estimates included the following computations as 
to receipts by fiscal years: 


1944 Estimates 1944 Estimates 1943 
Excise Taxes as of July, 1943 as of Jan., 1943 Actual 
Gasoline eid dvncata ae aten $251,100,000 $219,300,000 $288,786,000 
Lubricating oils .... 54,300,000 58,000,000 43,319,000 
Trucks, busses, trailers..... 2,400,000 2,400,000 4,230,000 
Auto parts, accessories...... 25,000,000 12,000,000 20,478,000 
Tires and inner tubes. . 35,000,000 23,400,000 18,280,000 
Miscellaneous Taxes 
Oil transport, pipeline 17,400,000 16,700,000 13,672,000 
Transport of persons........ 94,100,000 98,100,000 87,132,000 
Transport of property...... 182,500,000 208,200,000 82,556,000 
Motor vehicle use....... . 125,400,000 125,400,000 146,667,000 
Employment Taxes 
Carriers and employes...... 244,500,000 244,500,000 208,795,000 
Rail unemployment insurance 11,300,000 11,300,000 10,268,000 


TRUCKS VERSUS RAILROADS 


Officials of the Association of American Railroads, refer- 
ring to an assertion of the American Trucking Associations, 
Inc., in a page newspaper advertisement, July 30, that “despite 
all handicaps trucks with one-twentieth of the carrying capac- 
ity of the rails, are hauling one-fourth the total load,” based on 
tons carried, said they were disgusted. The disgust, they said. 
arose from the fact that J. J. Pelley, president of the associa- 
tion, had written Ted V. Rodgers, president of A. T. A., last 
March (see Traffic World, March 6, p. 542), protesting against 
similar A. T. A. advertising on the ground that it was inac- 
curate. The advertisement of July 30 also contained the asser- 
tion that “this is a motorized war.’ An identical statement 
was protested in the Pelley letter. A. A. R. officials pointed 
out that petroleum products for the ‘motorized’ war moved 
in rail tank cars. 


MRS. ROOSEVELT’S TRAVELS 


The Office of Defense Transportation has written to 4 
citizen of New York in reply to a letter referring to Mrs. 
Franklin D. Roosevelt’s travels. Neither the O. D. T. letter 
nor the explanatory “press release” which accompanied it made 
any mention of Mrs. Roosevelt’s activities. ; 

The letter was signed by J. W. Stevenson, assistant direc- 
tor, O. D. T. passenger section, division of traffic movement. 
It thanked the New Yorker for his interest, and said that it 
was “entirely American for you to be content with your own 
contribution in this respect and not look around for others 
who are not making as great a contribution.” It added that 
“it is the support we anticipate receiving from the great ma- 
jority of our citizens that gives us confidence that the war job 
of our carriers can be accomplished.” 

The press release was identified by O. D. T. as one of a 
series urging curtailment of civilian travel. It said that no 
less than 25 per cent of all the passengers on regular trains 
and busses today are civilians traveling for no necessary PUI- 
pose,” and added that O. D. T.’s advice against nonessential 
travel would do no good “unless every one will realize that it 
‘means me’ and applies today as well as tomorrow.” 
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Dual Character Motor Service 


Subject to a condition that the applicants maintain separate 
accounting systems for their private and their for-hire trans- 
portation, the Commission, division 5, has granted a certificate 
to Benjamin Farer and Leila Farer, dba The Farer News Co., 
of Waterbury, Conn., authorizing operation as a common carrier 
of newspapers, newspaper supplements, advertising matter, 
hooks, magazines, periodicals, song sheets, sheet music, comics, 
comic sheets, and shopping news, between certain points in 
New York and Connecticut, on the one hand, and, on the other, 
Holyoke and Springfield, Mass., and points in specified parts of 
Connecticut and New York, over irregular routes. The author- 
ity was granted in a report in MC 103552, Sub. No. 1, Benjamin 
Farer and Leila Farer Common Carrier Application. 

The report contained information that the applicants had 
been in business at Waterbury since 1933 as wholesale dis- 
trbuors of newspapers, magazines and other periodicals that 
they sold and transported to other distributors located chiefly 
in Connecticut. The Commission said they had also been en- 
gaged for eight or nine years in transportation of newspapers 
for hire from New York City and Bridgeport to points in the 
same destination area, and that they had obtained temporary 
authority, expiring Aug. 22, 1943, for extension of their for-hire 
service to include magazines and other periodicals. The Com- 
mission said there was ample evidence that there was a public 
need for the “improved service’ offered by applicants. 

However, it said, consideration must be given to the prin- 
tiple announced in Geraci Contract Carrier Application, 7 
M. C. C. 369, in which it was shown that the applicant desired 
operating authority to defray expenses of his private-carrier 
operation. 

“The for-hire operations and the private-carrier operations 
of the applicants,” it said, “are, for the most part, in the same 
direction, and it does not appear that applicants will enjoy 
any material advantage by reason of their private-carrier oper- 
ations which would enable them to compete on unequal terms 
with other carriers. In our opinion the facts do not warrant 
denying the application on this ground.” 






































Dairy Products to East 


Stating that the cost data ‘for only one carrier of the many 
for whose account the proposed rates would apply” left much 
to be desired in determining whether those rates were reason- 
ably compensatory, the Commission, division 2, in a report in 
I. and S. M-1722, Dairy Products—Northwest to Trunk Line 
and New England Territories, has ordered cancelation of sched- 
ules filed on behalf of about 400 motor common carriers, pro- 
posing commodity rates on dairy products other than cheese 
and a reduced classification exception rating on cheese trans- 


ata from northwest points to midwestern and eastern desti- 
ions. 


The Commission found that the proposals by the respond- 
ents, parties to tariff MF-I. C. C. No. 55 of Central States Motor 
ight Bureau, Inc., Agent, had not been shown to be just and 
Tfeasonable. The schedules in question, filed to become effective 
July 16, 1941, and suspended on protest of western trunk-line 
railroads until Feb. 16, 1942, thereafter postponed indefinitey 
by voluntary action of the respondents, contained a proposal to 
establish, on dairy products from the Dakotas and northern 
Minnesota to points in central, trunk-line and New England 
territories, commodity rates the same as the all-ra‘l] rates to 
central territory and uniformly 5 cents higher to trunk-line and 
ew England territories, on a 20,000-pound minimum basis. 
ley contained, also, a proposal to establish an exception rat- 
Ing of Class 45-S, approximately 45 per cent of first-class, on 
cheese, minimum 20,000 pounds, from points in southeastern 
South Dakota, southern Minnesota, northern Wisconsin and the 


upper Michigan peninsula to points in trunk-line and New Eng- 
land territories. 


P The proposed rates were purported to meet rail competi- 
on In the so-called winter seasons extending from December 
0 April when the navigation on the Great Lakes was closed, 
Said the Commission. 


< e normal basis of rates on dairy products, in carloads, 
er all-rail standard routes from the western origins to eastern 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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destinations,” it said, “is 60 per cent of first class; and the lake- 
rail rates are differentially lower. From time to time, the all- 
rail rates have been reduced to meet motor carrier competition 
and... they now range from about 42 to 49 per cent of first 
class. ... The dairy products traffic is very important to pro- 
testant rail carriers, and, if the proposed rates are allowed to 
become effective, they intend to reduce the all-rail rates in an 
effort to retain it. The lake lines assert that they will there- 
upon be compelled to reduce their rates in order to preserve 
their competitive position. 

“The evidence adduced by the respondents is meager and 
in substance amounts principally to a claim that the rates must 
be equal in amount to those maintained over all-rail routes if 
they are to secure a share of the traffic, but in spite of this 
claim they are proposing on dairy products . . . rates which are 
5 cents higher than those applicable over all-rail routes. .. .” 

The Commission’s order in the proceeding required cancela- 
tion of the suspended schedules on or before Sept. 7. 


Shirks Motor Express Rates 


Dealing with an attack by the Eastern-Central Motor Car- 
riers Association on the class rates of the Shirks Motor Express 
Corporation and about 53 other motor common carriers between 
Lancaster, Pa., and certain Pennsylvania points grouped there- 
with, on the one hand, and points in central and western trunk- 
line territory, on the other, the Commission has found the de- 
fendants’ class rates not unreasonable or otherwise unlawful 
and has dismissed the complaint in MC C-242, Eastern-Central 
Motor yom Association vs. Shirks Motor Express Corpora- 
tion et al. 

The Commission, division 3, in its report in the proceeding, 
said that no question had been raised as to the compensatory 
character of the assailed rates. It noted that rail lines in official 
territory were among those who intervened in support of the 
complaint. 


“The class rates maintained by the rail carriers and the 
motor common carriers generally in this territory,” it said, 
“were prescribed as maximum reasonable rail class rates. Be- 
fore we could find that the maintenance by these defendants 
of the Harrisburg key rates instead of the Reading key rates to 
and from Lancaster, has the tendency to destroy the existing 
motor-carrier class-rate adjustment, we would necessarily have 
to find that such adjustment constituted a reasonable minimum 
basis for the motor carriers. Compare United States vs. Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co., 294 U. S. 499. 
The record before us does not warrant such a finding.” 


Shirks was the only carrier that defended the assailed 
rates, said the Commission. Points involved in the complaint, 
other than the Lancaster group, the report showed. were in 
Illinois, Indiana, Iowa, Kansas, Kentucky, Michigan, Minnesota, 
Missouri, Ohio, West Virginia, and Wisconsin. 

As to a contention by a defendant that since the complain- 
ant was a motor carrier association it could not properly com- 
plain that the defendants’ rates caused undue or unreasonable 
preference or unjust discrimination, in view of a nroviso of 
section 216(d) of the act, the Commission said the vroviso did 
not bar an association from including in its complaint the alle- 
gations here made, and that, clearly, the complainant was a 
“person” as defined in the act. 


“Although ... the defendants’ rates from and to points in 
the Lancaster area are generally lower than the rates of the 
complainant ard the rail lines. because the defendants accord 
such points the Harrisburg rates instead of the Reading rates, 
there are a few instances in which the defendants’ rates are not 
on the level of the rates maintained generally from or to the 
Harrisburg or Reading group.”’ said the Commission. 

In the course of a long discuss‘on of the evidence relating 
to the allegations of the complainant. the Commission said that 
the defendants’ class-rate stops resulted in truckload rates gen- 
erally higher than those of the complainant or the ra‘l carload 
rates. It observed that no minimum rates had been prescribed 
for observance by motor common carriers between points in 
central territory. on the one hand. and points in trunk-line ter- 
ritory on the other. and that the effectiveness of the minimum 
rate orders in the Trunk Line and Central Territory motor rate 
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cases (24 M. C. C. 501 and 28 M. C. C. 369) had been suspended 
until Nov. 1, 1943. 

“There is no evidence,” said the Commission, “that Reading 
or points grouped therewith, or any traffic moving to or from 
such points have been damaged by the maintenance of the lower 
basis of rates from Lancaster. A difference in rates, standing 
alone, does not constitute undue prejudice. . . . The fact that 
defendant maintains a higher basis from and to other points it 
serves does not establish that the basis maintained to and from 
Lancaster is below a reasonable minimum basis. . . .” 


Akron-Chicago Motor Rights 


By a report and order in MC 72444, Akron-Chicago Trans- 
portation Co., Inc., Common Carrier Application, embracing 
MC 34683, W. B. Snow and Floyd D. Snow Common Carrier 
Application, the Commission, division 5, has found the appli- 
cant in the title proceeding entitled to continue operation as a 
common carrier of general commodities, with exceptions, be- 
tween points in Ohio, Indiana, Illinois, Pennsylvania, and New 
York, over specified routes, serving certain intermediate and 
off-route points. 

In MC 34683, the Commission found the applicants (presi- 
dent and treasurer, respectively, of Akron-Chicago), entitled to 
continue operation as a common carrier of general commodi- 
ties, with exceptions, between Akron, O., on the one hand, and, 
on the other, points in Ohio within five miles of Akron, and of 
household goods, between points in Michigan, Indiana, Illinois, 
Missouri, Kentucky, West Virginia, Virginia, Pennsylvania, New 
York, New Jersey, Maryland, and the District of Columbia, 
over irregular routes. 

The report said that Akron-Chicago had asked authority to 
serve, over irregular routes, points in the portions of Ohio, 
Indiana, Illinois, Pennsylvania, and New York, which were 
bounded by the regular routes set forth in an appendix. In 
denying this portion of the application, the report said: 


In applicant’s operation a shipment originating at a point on 
applicant’s regular route and moving to a point not located thereon, 
is commingled with regular-route traffic and moves over applicant’s 
regular routes until a point is reached from where it is most practic- 
able to make delivery which is done by applicant’s equipmnet. Simi- 
larly, a shipment which is to be delivered to a point on applicant’s 
regular route, but which does not originate at a point thereon, is 
moved in applicant’s truck from the point of origin over the most 
practical route to a point on applicant’s regular route and is then 
commingled and transported with regular-route traffic. In other words, 
applicant’s claimed irregular-route service amounts to nothing more 
than off-route service in connection with its regular route operations. 
The present record contains nothing which suggests that, in addition 
to the already described regular-route operations, applicant since prior 
to the ‘‘grandfather’’ date has operated over irregular routes, except 
to and from off-route points in certain restricted areas. ... . Actually 
the bulk of the shipments which applicant purportedly transported over 
irregular routes moved between points on its regular routes, and the 
present record indicates that such shipments moved over regular rather 
than irregular routes. 


In MC 34683, in limiting service to points within 5 miles of 
Akron, the report said that, prior to November, 1941, applicants 
had performed a pick-up and delivery service for line-haul mo- 
tor carriers at points within a radius of 50 miles of Akron, but 
since that date had restricted such service to points in Akron, 
and to and from Cuyahoga Falls, and Barberton, Ohio. The 
service for the line-haul motor carriers subject to part II, the 
report said, was exempt from direct regulation. The report said 
that the authority to render service between Akron, on the one 
hand, and points in Ohio within five miles thereof, on the other, 
would be granted in order to permit applicants to continue to 
serve Cuyahoga Falls and Barberton, since it could not be as- 
sumed that the terminal areas of the line-haul carries included 
those two municipalities. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 101156, Sub. No. 11, Far-Go Truck Lines, Memphis, 
Tenn. Certificate denied as to permanent authority for ex- 
tension by applicant of operations in transporting general com- 
modities between Birmingham, Ala., and specified points in 
Miss., over regular routes. However, the Commission said that 
the proposed service would improve the transportation facilities 
presently available to shippers in the considered territory, that 
it was its opinion that such improvement was needed, and 
that, on its own motion, it would consider the issuance of 
temporary operating authority to the applicant. Commissioner 
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Patterson, dissenting, objected to the proposed consideratig 
issuance of temporary authority, saying there was no Be ng 
of an urgent or immediate need for the proposed service : 
*MC 37343, Sub. No. 6, Detroit-Pittsburgh Motor Frej 
Inc., Canton, O. Certificate granted as to (a) general conimait 
ties from Detroit, Mich., to Canton, over a regular route eon 
ing no intermediate points, and (b) specified commodities | b 

tween points in a described area embracing parts of Ind Mi 
O., and Pa., and specified points in Ill., Ky., N. Y., W. Vz oa 
ree EMC: 40023- 

2, O. K. Transfer & Storage Co., Okla i 
Okla., embracing Sub. No. 1, Same. Certificate granted, faa 
tinuance of operation, over irregular routes, as to (1) specifiy 
commodities between points in Okla., and (2) household 
between points in Okla., on the one hand, and, on the other 
points in Kan., Mo. and Tex. Certificate granted, also as to 
a = began gue in Ark., Colo., Ill., Ind Ta 
an., La., Mo., Neb., a., Tenn. an ‘ irregyla, 
— and Tex., over irregular 
*MC 102946, Los Angeles and Spokane Motor Freight, Inc 
Spokane, Wash., embracing MC 60866, Sub. No. 9, Cater: 
Certificate denied, jn 
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Motor Freight System, Inc., Spokane. 
MC 102946, as to general commodities, with exceptions, between 
Los Angeles, Calif., and Spokane, over a specified route, Cor. 
tificate denied, also, in MC 60866, Sub. No. 9, as to general 
commodities, with exceptions, between Spokane and Lp 
Angeles, over specified route. The Commission said it was its 
opinion that the existing rail and motor carriers were providing 
a reasonably adequate transportation service between Spokane 
and the California points involved. 

MC 31285, Tower Trucking Co., Inc., Wheeling, W. Va, 
common carrier, embracing MC 31285, Same, Extension. Cer. 
tificate granted. On rehearing, findings in prior report, 3 
M. C. C. 139, reversed. Continuance in operation as to general 
commodities, with exceptions, from specified points in W. Va 
and Ohio, to described portions of Ga., N. C., and S. C.; speci. 
fied commodities from Pittsburgh, Pa., to Atlanta, Ga., and 
from certain portions of Ga., N. C., and S. C., to Wheeling 
over irregular routes. In MC 31285, Sub. 1, application denied 
as to general commodities, between certain points and territories 
in Ohio, W. Va., and Pa., on the one hand, and, on the other 
points in Ga., N. C., and S. C. 

*MC F-2165, Roadway Express, Inc., Akron, O.—Purchase 
—Doe Motor Lines. Purchase by Roadway Express, Inc., of 
specified common carrier operating rights in Conn., N. Y. and 
N. J., of Doe Motor Lines, Elizabeth, N. J., approved, subject 
to condition. 

*MC F-2039, San Juan Basin Lines, Inc., Albuquerque, 
N. M.—Lease—Rio Grande Motor Way, Inc. Lease by San 
Juan Basin Lines, Inc., of specified common carrier operating 
rights in N. M. and Colo., of Rio Grande Motor Way, Inc. 
Denver, Colo., for period of two years from July 24, 1943, 
approved, subject to condition. 

*MC F-2035, Willard Sulzberger Motor Co., Montclair, N. J. 
—Purchase—Apex Express, Inc. On further hearing, by divi- 
sion 4, purchase by Willard Sulzberger Motor Co. of operating 
rights of Apex Express, Inc., Perth Amboy, N. J., as common 
carrier of general commodities between Philadelphia, Pa., on 
the one hand, and, on the other, Trenton and Newark, N. J. 
approved, subject to condition. The Commission said it had 
denied the authority sought in the prior report, 39 M. C. C. 
51, because of lack of evidence showing wherein conduct 
by Sulzberger of both common and contract carrier opera- 
tions between common points as result of the purchase would 
be consistent with the public interest. In the instant report, 
acting on a suggestion by the vendee, the Commission imposed 
a condition that, on exercise of the authority granted, “the 
resulting unified common carrier operating rights of Willard 
Sulzberger Motor Co. shall be modified, concurrently with such 
purchase, to exclude therefrom all rights to transport bakery 
goods between Philadelphia, Pa., on the one hand. and Sal- 
amanca, N. Y., on the other, over irregular routes.” 

*MC 43274, White’s Express & Transfer, Inc.. Bloomfield, 
N. J., common carrier. Certificate granted. Continuance in oper- 
ation as to general commodities, with exceptions. between spec - 
fied points or territory in Conn., N. J., and N. Y., over irregular 
routes. 

*MC 46054. Sub. 37, Brown Express, San Antonio, Tex, 
extension. Certificate denied. General commodities. with excep- 
tions. between Fort Worth and Alvarado, Tex.; between Dallas 
and Hillsboro, Tex.; between Dallas and Houston, Tex.; be 
tween Waco and Cameron, Tex.; between Houston and Bret- 
ham, Tex.; between San Antonio and Sealy, Tex.; and between 
Beeville and Victoria, Tex., over specified routes. with nbd serv- 
ice at intermediate points. The report said that the propos 
routes were shorter than applicant’s present routes between the 
same points, and that between certain of the points it was pre 
cluded from handling traffic because of the “10 per cent clr 
cuity rule” of the Office of Defense Transportation. Temporary 
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uthority had been granted by the Texas commission to operate 
on the proposed routes in intrastate commerce, and the Com- 
mission had also granted temporary authority to operate over 
the proposed routes between Dallas and Hillsboro, between 
Houston and Brenham, and between San Antonio and Sealy, 
kaid the report. The evidence established need for the appli- 
cant’s services, it said, but that the need was based entirely on 
conditions growing out of the present emergency. It said that 
the Commission, on its own motion, would consider issuance of 
authority to operate temporarily in the proposed service. 

*MC 51833, C. Earl Wallingford, Yakima, Wash., common 
carrier. Certificate granted on further hearing, and findings in 
prior report, 29 M. C. C. 847, modified. Continuance in opera- 
tion, fresh fruit and vegetables, from points in Yakima and 
Benton counties, Wash., to Bend, Portland, Milton, and Salem, 
Ore. and Seattle, Tacoma, and Blaine, Wash.; supplies and 
J equipment used in the packing of fresh fruit and vegetables, 
and building materials, from Portland, Milton, and Salem, Ore., 
to points in Yakima and Benton counties, Wash., over irregular 

tes. 

Bg *MC 60756, Crescent Motor Line, Spartanburg, S. C., com- 
mon carrier, embracing MC 60756, Sub. 1, Same, Extension. 
Certificate granted in MC 60765 as to continuance in operation, 
-I textile products and related commodities, from points in Spar- 
tanburg county, S. C., to Charleston, S. C., Savannah and Port 
Wentworth, Ga., and general commodities, with exceptions, 
fom Charleston, Savannah and Port Wentworth to points in 
Spartanburg and Greenville counties, S. C., over irregular 
routes; and as to public convenience and necessity, textile prod- 
ucts and related commodities, from points in Greenville, Union, 
wand Anderson counties, S. C., to Charleston, Savannah and Port 
‘IWentworth, over irregular routes. Certificate denied in MC 
60765, Sub. 1, as to general commodities between points in Ga., 
mc. N. C., Va., Md., Del., Pa., N. J., N. ¥., and D. C., over 
i regular and irregular routes. 

*MC 103292, Sub. 2, John Vanderpol and Gus Vanderpol, 
dak Harbor, Wash., extension. Certificate denied. General com- 
modities, with exceptions, between Seattle, and Everett, Wash., 
mm the one hand, and, on the other, points on Whidby Island, 
Wash., over regular routes. 



























Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-507, Tidewater Transportation Co., Spokane, Wash., 
Common Carrier Application. By division 4. Certificate 
ganted, effective Oct. 14, for continuance of operation as 
common carrier by non-self-propelled vessels with use of sepa- 
late towing vessels in transportation of commodities generally, 
and by towing vessels in performance of general towage, be- 
ween ports and points on the Willamette and Columbia Rivers 
tween Portland, Ore., and Pasco and Kennewick, Wash. 
Commissioner Miller, dissenting in part, objected to the grant 
of “grandfather” authority with respect to general towage, 
’ying applicant had failed to make the requisite showing 
inder section 309(a) to entitle it to such authority. 
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Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
teports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission. ) 








Trisodium Phosphate 


I. and S. No. M-2093, Minimum: Weight on Trisodium 
Phosphate. By division 3. Proposal of Academy Storage & 
Warehouse, Inc., of Newark, N. J., to establish rate of 15 cents 
a hundred pounds, minimum 100,000 pounds, on trisodium 
phosphate from Claymont and North Claymont, Del., and 
us Hook, Pa., to Jersey City, N. J., found unlawful with 
spect to the rate from Marcus Hook because of lack of 
tithority of respondent to serve that point; and unjust and 
iteasonable when subject to the proposed 100,000-pound 
Minimum, but not unreasonable or otherwise unlawful subject 
a minimum of 24,000 pounds. Schedules filed to become 
elective Sept. 3, 1942, and suspended by the Commission 
itil April 3 (in connection with institution by it, or its 
Wi motion, of investigation of the rate in question), subse- 
ently postponed indefinitely by respondent, ordered canceled 
Nor before Sept. 3, without prejudice to filing of new schedules 
N conformity with the Commission’s findings in the report. 
The Commission said the respondent indicated at the hearing 






omfield, 
in oper- 
2n spec - 
rregular 









io, Tex, 
h excep- 
n Dallas 
‘ex.; be- 
id Bren- 
between 
nb serv- 
proposed 
veen the 
was pre 
rent cil- 
mporary 
































289 


that it was not interested in the minimum weight proposed. 
since the commodity was tendered in amounts that would 
permit the loading of vehicles to maximum capacity in all 
events. It said that since the 100,000-pound minimum was 
clearly far in excess of amounts that could be loaded in re- 
spondent’s vehicles or transported lawfully, a rate subject to 
that minimum was manifestly unlawful. 


Steel Boilers 


No. 28890, National Radiator Co., Successor to National 
Radiator Corporation, vs. Pennsylvania Railroad Co. By divi- 
sion 2. Dismissed. First-class rates charged, steel boilers 
combined with oil-burning attachments, 1. c. 1. transported 
from Johnstown, Pa., to Kalamazoo, Mich., and Camden, N. J., 
in April and June, 1939, applicable. 


Dog Food 


No. 28899, Gaines Food Co., Inc., vs. Aberdeen & Rockfish 
et al. By division 2. Rates charged on prepared dog food, 
less-carloads, shipped between Feb. 6, 1940, and Feb. 15, 1941, 
from Roanoke and Norfolk, Va., to destinations in southern 
territory found applicable but not unreasonable. Rates 5 
cents over 22.5 per cent of the contemporaneous first-class 
rates, made applicable Feb. 15, 1941, found reasonable. Repa- 
ration, with interest, awarded. The Commission observed in 
the report that the rate found reasonable by it had been main- 
tained on the products of complainant’s competitors before 
having been made applicable on complainant’s product. 


Cows and Calves 


No. 28778, Harry R. Michelson vs. Canadian National 
Railways et al. By division 2. Charges collected at rate of 63 
cents a hundred pounds, minimum 22,000 pounds, on cows, and 
at first-class rate of $1.66 on calves weighing 4,800 pounds, 
shipped between Oct. 17, 1938, and July 24, 1939, from Hunter 
River, Prince Edward Island, Canada, to Boston, Mass., found 
applicable, but unreasonable to the extent they exceeded 
charges which would have accrued at the rate of 63 cents, 
minimum 22,000 pounds, on mixed carloads of cows and calves. 
The Commission cited a substantially similar decision by it in 
Michelson vs. Canadian National Railways, 245 I. C. C. 730. 
Reparation, with interest, awarded. 


Iron and Steel Articles 


*Fourth section application No. 19871, Iron and Steel 
Articles to Gulf Ports. By division 2. Authority granted, by 
fourth section order No. 14969, subject to conditions as to 
circuity, to establish and maintain rates on iron and steel 
articles, including tin and terne plate, carloads, from points in 
Ill., Ind., Wis., Ia., Mo. and Minn. to New Orleans, La., Mobile, 
Ala., and Gulfport, Miss., without observing the long-and-short- 
haul provision of the fourth section. Temporary relief had been 
granted by fourth section order No. 14684, as supplemented, with 
respect to rates on the described articles from points in Wis., 
Ill., Ia., Mo., Ind. and Minn to New Orleans and Mobile and 
from points in Minn. to Gulfport. According to the report, 
applicants said the relief sought was particularly necessary to 
avoid reductions in the present rates at intermediate points 
on their routes in the southeast and thereby prevent serious 
and unjustifiable revenue losses from the interested carriers. 


Canned Goods 


Fourth section application No. 19216, Canned Goods from 
Gulf Ports to Alabama and Georgia, embracing fourth section. 
applications Nos. 19435 and 19702. By division 2. Authority 
granted, subject to conditions (including one that the relief 
shall not apply over any line or route when the rate yields 
less than 10 cents a car-mile, based on a 36,000-pound mini- 
mum), by fourth section order No. 14968, to establish and 
maintain from New Orleans, La., and certain points accorded 
the same rates, Gulfport, Miss., Mobile, Ala., Pensacola and 
Panama City, Fla., to Atlanta, Ga., and certain destinations 
in Ala., and Ga. grouped therewith, rates on canned goods, 
fruit dried or evaporated, and beans and peas dried, carloads, 
originating on Pacific coast of U. S. or British Columbia and 
moved by way of Panama Canal, and when imported, without 
observing the long-and-short-haul provision of the fourth sec- 
tion. The report showed that the rate formerly in effect 
from New Orleans to Atlanta on canned goods was 37 cents a 
hundred pounds and that under the proposed adjustment the 
rate from New Orleans to Atlanta over direct and indirect 
routes would be 22 cents. The report noted that applicants 
now had relief with respect to class rates over most of the 
circuitous routes named in the applications. 


Chalk Whiting 


I. and S. No. 5155, Chalk Whiting, New Jersey to Wiscon- 
sin. By division 3. Proposal of rail carriers parties to Agent 
Curlett’s tariff I. C. C. No. A-723 to cancel their carload rates 
on chalk whiting from Bayonne, Cateret, Newark and Camden, 
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N. J., to Oshkosh, Wis., and related Wisconsin points and 
to apply, in lieu thereof, rates in accordance with column 20 
rating, minimum 60,000 pounds, provided under exceptions to 
official classification, found unduly prejudicial to protestant, 
ira Parker & Sons Co., manufacturer of paints and putty at 
Ushkosh. Schedules filed to become effective Oct. 15, 1942, 
and suspended until May 15, subsequently postponed volun- 
tarily by defendants pending disposition of this case, ordered 
canceled on or before Sept. 3, and proceeding discontinued. 
‘the Commission said that under the suspended schedules the 
present rate of $5.34 a net ton from the N. J. origins named 
to Oshkosh would be increased to $7.20, but that no increases 
were proposed in the rate of $5.12 in effect on chalk whiting 
shipped trom Bayonne to Chicago manufacturers, competitors 
ot the protestant. 


Frozen Pig Skins and Trimmings 


I. and S. No. 5158, Pig Skins, Madison, Wis., to Illinois. 
By division 3. Proposal of the North Western, the Milwaukee 
and certain connecting rail lines to cancel rate of 14 cents 
a hundred pounds, minimum 40,000 pounds, on frozen edible 
pig or hog skins and pig or hog skin trimmings from Madison, 
Wis., to Chicago and Grays Lake, IIl., and to establish, in lieu 
thereof, a rate of 16 cents, minimum 30,000 pounds, not shown 
to be just and reasonable. Schedules filed to become effective 
Nov. 1 and Dec. 1, 1942, and suspended, on protest of Oscar 
Mayer & Co., Madison meat packer, until June 1, subsequently 
postponed voluntarily by respondents pending disposition of 
this case, ordered canceled on or before Sept. 3 and proceed- 
ing discontinued. The Commission said that, considering the 
relatively low values and freedom from risk of damage, and 
the heavy loading of pig skins and pig skin trimmings under 
O. D. T. order No. 18, compared with values, loading and risk 
of carriage of fresh meats and packinghouse products, and 
considering competition with motor transport, there was justi- 
fication for the relatively low rates on pig skins and pig 
skin trimmings. 

Cotton Clothing 


I. and S. No. 5206, Clothing in Official Territory. By divi- 
sion 2. Proposal of official territory rail carriers to change 
description of cotton clothing, in bales, any quantity, in ex- 
ceptions to official classification, found to result in violations 
of the long-and-short-haul provision of section 4 of the act. 
Schedules filed to become effective March 15, 1943, and sus- 
pended on protest of Lynchburg, Va., Chamber of Commerce, 
until Oct. 15, ordered canceled on or before Sept. 3, and pro- 
ceeding discontinued. The Commission said the proposal was 
to restrict to named cotton work garments the application of 
a commodity description of cotton clothing in bales rated 70 
per cent of first class, making all other articles of cotton 
clothing subject to ratings of first class in less than carloads 
and second class in carloads. The Commission said that by 
exceptions to the governing classifications, a rating of 70 
per cent of first class was provided on clothing, n. o. i. b. n., 
within southern territory and between southern and official 
territories; that if the description of cotton clothing, in bales, 
should be restricted as proposed in the schedules under sus- 
pension shippers of cotton clothing other than staple work 
garments between Lynchburg and other points in official ter- 
ritory would be charged first-class rates thereon, but that the 
rates on like shipments between points south of Lynchburg 
and points in official territory would continue to be governed 
by the exceptions rating on clothing n. o. i. b. n. 


Spermaceti 


No. 28912, Andrew Jergens Co. vs. Luckenbach Steamship 
Co., Inc. By the Commission. Report written by Commissioner 
Miller. Dismissed. Less-carload commodity rate of $4.55 a 
hundred pounds charged on 40 cartons of spermaceti wax, 
weighing 2,080 pounds, shipped by water May 13, 1940, from 
New York City to Los Angeles Harbor, Calif., not shown to 
have been unreasonable. The Commission said that the de- 
fendant, in order to recapture some of the traffic it had lost 
to freight forwarders, on Feb. 28, 1941, reduced its less-carload 
rate to $1.50. The Commission added that “a depressed rate 
is not a proper basis to be employed in determining maximum 
reasonable rates for the purpose of awarding reparation.” 


Gas in Cylinders 


I. and S. No. M-2133, Gas, Cylinders, Etc., Between North 
Bergen, N. J., and Newburgh, N. Y. By division 2. Proposal 
of Maco Trucking Co., Inc., of Ridgefield, N. J., motor common 
carrier, to establish new commodity rate of ‘0.1785 cent” a 
hundred pounds, minimum 7,000 pounds (published in error 
and intended to be 17.85 cents), on gas in cylinders, empty 
cylinders, and cylinder parts between North Bergen, N. J., and 
Newburgh, N. Y., found unlawful as to transportation of gas in 
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cylinders and cylinder parts from Newburgh to North Berge 
and as to empty cylinders in reverse direction, because . 
spondent is without authority to perform such trans tation and Wasc 
Proposal as to transportation of gas in cylinders an Cylinder that port 
parts from North Bergen to Newburgh and empty cylinder, Sherman 
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trom Newburgh to North Bergen found unjust and unreaggappearing ¥ 
able. Schedules filed to become effective Nov. 15, 1942, an@mrion of th 
suspended on protest of Middle Atlantic States Motor ing been AME 
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Conference, Inc., until June 15, when they became effect 
ordered canceled on or before Sept. 6, without prejudice 4 
the filing of new schedules proposing, in conformity with dig. 
cussion in the Commission’s report, rates of 36 cents and % 
cents on gases and cylinders, respectively, minimum 10,00) 
pounds. 
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Railroad Abandonments a 
Counsel for the Chicago, Burlington & Quincy Railroad Cp,}Grass Va 
in a reply to exceptions filed to the proposed report of fy.ggrain-pro 
aminer Schutrumpf in Fiance No. 13987, recommending authop.jvolume © 
ization for abandonment of the Burlington’s branch line betweenjsuccessfu 
Sterling, Colo., and Cheyenne, Wyo., approximately 105 mile fof Sherm 
said that the examiner’s ultimate conclusion should be gys.floss of tt 
tained. hs The 
Among other things, counsel said that the application was}said, wa: 
opposed, primarily, by quasi-political groups that had no traffic|the bran 
to offer, as distinguished from important shippers of carload}northern 
traffic. 1942, it : 
It was pointed out in the reply that the application wasfincurred 
first submitted May 22, 1941, but that on Sept. 5 of that yeaf The 
was withdrawn to give the affected shippers and communities}would be 
“a further opportunity to demonstrate their need, if any,|.oythern 
for the line.” In the ensuing year it was demonstrated, even jurisdicti 
under the challenge thus presented, that the line could not|iitions s 
support itself, said counsel. On Aug. 20, 1942, the application 
was resubmitted, and the examiner made his recommendations 
after a full hearing which produced almost 1,000 pages of 
testimony and 76 voluminous exhibits, in addition to briefs, By 
The War Food Administrator argued in effect, said counsel,|New Or] 
that abandonment of the line should not be authorized nowjdivision 
because of “the need that may arise for its maintenance infand aba 
connection with war developments.” The W. F. A. argument}of a lin 
was limited, of necessity, to the need for the line in the trans-—allard 
portation of farm products, said counsel, pointing out that thefabandon 
Undersecretary of War said there was no military reason for}in Balla 
continued maintenance. They said that the success or failurefthe reco 
of the national food program in the territory served did notlof the k 
depend on the operation of this railroad. They said it dependedjomies t 
on the volume of agricultural production and the available}muld be 
transportation from the point of production. If wheat, forfsructio 
example, could be trucked to stations on this railroad, they}io be al 
said, it could be trucked also to stations on other railroads.jrjj tra 
If it could not be moved by highway from the farm, the exist-lihe line 
ence of this railroad, or any other railroad, would not alter}mpratic 
that fact, they said. They said the only conceivable effect of}: to g 
abandonment on the movement of farm products would be}iifforin 
somewhat longer truck hauls to and from the farms, an average }ine tray 
increase in trucking distances of perhaps 10 or 12 miles. to be 
As to exceptions of labor organizations counsel said thathing ye 
the record showed that none of applicant’s employes on thej, ; p 
line would be adversely affected and that that was sufficient}, any. 
to justify a finding that no sound justification existed for} 
so-called protective conditions. Counsel said that the future 
prospect of the territory and prospective maintenance costs 
were such that continued operation of the line would produce 
future losses approaching $100,000 annually. 


Cc. and O. 


Chesapeake & Ohio Railway Co. has asked the Commis- 
sion, in Finance No. 14292, for authority to abandon that por- 
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Railrog 

Pa 
om 
tion of its branch line of railroad known as Raleigh and South- jtaryth 
western sub-division, extending from a point between Forest the }j 


and Sullivan to the end of the branch near Woodpeck, all iD fontin 
Raleigh county, W. Va., approximately 2.03 miles. The appli- 
cation said that the portion of line proposed to be abandoned 
served a territory from which the timber had long been re- 
moved, and that the two coal mines formerly served had ceased 
operation. 

Cc. & T. S&S. 


By a report and order in Finance No. 14247, Caroline & 
Tennessee Southern Railway Co. Abandonment, the Cor 
sion has authorized the C. & T. to abandon its entire line of 
railroad extending from Bushnell to Fontana, in Swain county, 
N. C., 13.96 miles. 

O.-W. R. R. & N. 


By a report, certificate and order in Finance No. 13780, the 
Commission, division 4, has permitted abandonment by 
Oregon-Washington, and abandonment of operation by 
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: ific Railroad Co., lessee, of that portion of a branch 
| Bergey Union Pacroad extending from Kent to Shaniko, in Sherman 
USE fe, — Wasco counties, Ore., and denied permission to abandon 
Ortation, ait portion of the branch extending from Biggs to Kent, in 
Cylinder = rman county, Ore. The report said that soon after the 
‘linden saring was held, the branch had been requisitioned by direc- 
why — fon of the War Production Board, and that the application had 
“G Aiitf een amended to show that fact, and the further fact that the 
offoctiy, | applicants relinquished the properties to the government Sept. 
fective b 1942. However, it said, the dismantling of the track was 
udice ty held in abeyance, and that, on June 11, 1943, the applicants 
r- dis had informed the Commission that a contract had been exe- 
and cuted between the Metals Reserve Co. and the applicants by 
n 10,00) which the properties were returned to the owners. No portion 
of the track had been dismantled, it said. The report said the 
record supported the conclusion that the public need for rail 
transportation was sufficient to warrant the retention of the 
rtion of the branch extending southerly from Biggs, through 
road Co, Grass Valley to Kent, which, it said, served practically all the 
t of Ex. grain-producing area dependent on the branch. The enormous 
; author. volume of wheat produced in that area could not be handled 
‘between successfully by motor trucks and the grain-growing interests 
5 miles fof Sherman county would suffer irreparable injury through the 

be sus.floss of the railroad, the report said. 

The volume of traffic in the territory south of Kent, it 
tion wasfsaid, was insufficient to warrant retention of that portion of 
10 trafficlthe branch. The net earnings accruing to the system from the 
-carloadfnorthern segment for the five years 1937, 1938, 1939, 1940, and 
1942, it said, would have averaged $20,345, without the losses 
tion wastincurred on the southern segment. 
hat yearl The report said the record did not show many employes 
imunities}would be adversely affected as a result of abandonment of the 

if any,!suthern segment, and that the Commission would reserve 
ed, even jurisdiction for a period of two years to consider whether con- 
= bn ditions should be imposed for the protection of such employes. 
plication 
ndations C. St. L. and N. O. 
pages of 

briefs. By a‘report in Finance No. 13992, Chicago, St. Louis & 
_ counsel,jNew Orleans Railroad Co. et al. Abandonment, the Commission, 
zed nowjiivision 4, has permitted abandonment by the C. St. L. & N. O., 
nance infand abandonment of operation by the Illinois Central, lessee, 
irgument}of a line of railroad extending from Barlow to East Cairo, in 
he trans-Mallard county, Ky., 7.13 miles, and denied permission to 
that théfbandon that part of the line extending from Kevil to Barlow, 
ason forjin Ballard county, Ky., 8.95 miles. The report said that while 
r failure}the record failed to settle considerable doubt that the movement 
_ did notfof the bridge traffic over the main lines would result in econ- 
dependedjomies to the extent anticipated by the applicants, no question 
availablejuld be raised as to the desirability of that route since the de- 
heat, for{sruction of a trestle bridge on the portion of the line permitted 
ad, theylio be abandoned. The record was convincing, it said, that the 
‘ailroads. tal transportation requirements of the territory tributary to 
he exist-lihe line east of Barlow were sufficient to warrant continued 
not alterimperation to that point. Commissioner Miller dissented in part, 
bene fh #& to abandonment of the line from Barlow to East Cairo, 
vould beliffering with the applicant’s estimates of costs of handling 
| average ihe traffic via the main line and estimated savings on the line 
said that f° be abandoned. The Commission reserved jurisdiction for 
sal the lwo years to consider the question whether conditions should 
sufficient fe imposed for the protection of employes adversely affected 
sted for anything done pursuant to the permission to abandon. 
1e future 
ace costs 
. produce 























Southern Pacific 


By a report and certificate in Finance No. 14154, South- 
fm Pacific Railroad Co. et al. Abandonment, the Commission, 
vision 4, has permitted abandonment by the Southern Pacific 
Railroad Co., and abandonment of operation by the South- 


Commis- Pacific Co., lessee. of a branch line of railroad extending 
that ol om a point near Kerman to the end of the branch at 
id = t Caruthers, in Fresno county, Calif., approximately 17.2 miles. 
n all i The line. it said, handled insufficient traffic to warrant its 
* oli ‘tinued operation. 

ot a Reading Co. 

~~ _ In Finance No. 14242, Reading Co. Abandonment, the Com- 


Mission, division 4, by a report and certificate, has permitted 
e Reading Co. to abandon a portion of its so-called Schuylkill 
ind Lehigh branch line extending from a connection with the 
‘pplicant’s Belt branch at Cumru Junction, across the Schuyl- 
il River, for a distance of approximately 1,500 feet, in Berks 
county, Pa. The line had not been used in revenue service for 
many years because the applicant’s closely parallel Reading 

t branch was available and provided a preferable route for 
the traffic, said the report. Net salvage value of the recoverable 


roline & 
Commis- 
e line of 
n county, 







3780, the}™aterial was estimated by the applicant at $179, not including 
t by thege salvage value of the bridge across the Schuylkill River 
. by the ch, said the report, in the event of abandonment, would be 
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donated by the applicant to War Materials, Inc., to be used for 
scrap metal in furtherance of the war effort. 


Government Transit Grain 


The War Food Administration, on behalf of the Commodity 
Credit Corporation and other government agencies handling 
grain, has asked the Commission to suspend items 68-D and 
68-B in supplement No. 14 to Southern Freight Tariff Bureau 
tariff 170-G, Agent R. H. Hoke’s I. C. C. No. 707, and item 
212E in supplement 25 to Louisville & Nashville Railroad tariff 
G. F. O. 12-I. C. C. No. A-16482, both published to become 
effective Aug. 14, proposing changes in rules governing storage 
and reshipping of transit grain owned by, or in the possession 
of, agencies of the federal government. 

The proposed rules in item 69-B, the protest said, provided 
that representatives of mills, elevators and warehouses at 
named Ohio River points, having storage agreements with the 
Secretary of Agriculture, would not be considered accredited 
representatives of the government agencies for reshipping 
transit grain, although the provision was continued in item 68-D 
for transit points other than the Ohio River crossings named. 
This, it said, was a difference in treatment of transit operators 
and warehousemen at the Ohio River points as compared with 
those at other transit points, and resulted in violations of 
sections 2 and 3 of the act. 

The item would also require that all grain stored at the 
Ohio River points must be kept in a separate transit account, 
said the protest. This requirement, if allowed to go into effect, 
would result in unjust and unreasonable regulations in violation 
of section 1, and would require government agencies having 
grain stored at the Ohio River points to establish transit 
accounts for each of the warehouses, it said. Since the repre- 
sentatives of the warehousemen would not be recognized as repre- 
sentatives of the government agencies, it would be necessary for 
those agencies to maintain a representative at each of the 
transit points, it added. The item further required, said W. F. A., 
that purchasers of government grain show on the expense bill 
reference to the purchase confirmation order under which it 
was bought. No such provision made it necessary for transit 
operators generally to show this information in connection with 
purchases made from dealers other than government agencies, 
said the protest, adding that it would require considerable 
clerical work on the part of the transit operators. 

Similar restrictions were published in the L. & N. supple- 
ment, the protest said, except that they were not restricted to 
apply at Ohio River points. 

The Louisville Board of Trade has filed a similar request 
for suspension of the aforementioned items, and included in its 
protest the Illinois Central Railroad Co.’s freight tariff 986-M, 
supplement No. 19, Rule 132, I. C. C. No. 8297, effective Aug. 14. 


INLAND WATERWAYS PROTEST 


The Office of Price Administration has asked the Com- 
mission to suspend item 630-A of supplement No. 12 to Inland 
Waterways Corporation Tariff I. C. C. No. 223, effective Aug. 7, 
which, the protest said, proposed to cancel the pick-up and 
delivery service, drayage allowance and switching absorption 
on less-than-carload shipments in the city limits of Minneapolis 
and St. Paul, Minn. The O. P. A. said the reason given for 
discontinuance of the services and allowances was the difficulty 
in obtaining draymen to perform this service. The cancella- 
tion would result in the application of higher charges on all 
traffic moving at less-than-carload class or commodity rates 
from all origins to the Twin Cities, delivered by Inland Water- 
ways Corporation. 

Pick-up and delivery services and allowances at these two 
points, as well as at many other Mississippi River points, had 
been maintained for many years, and for the carrier to with- 
draw such services and allowances at two of the cities while 
continuing such services and allowance at the other cities 
contravened the interstate commerce act, said O. P. A. 

On a similar protest in July, filed by S. H. Kress & Co., 
asking for suspension of supplement No. 10 to Inland Water- 
ways Corporation tariff I. C. C. 223, effective July 21, can- 
celling the drayage allowance and delivery arrangement at 
New Orleans, the Commission refused to suspend. 


0. P. A. TRUCK RATE ORDERS 


Fred’s Motor Transportation, of Somerville, Mass., has 
obtained authority from the Office of Price Administration to 
sell and deliver motor contract carrier services to First Na- 
tional Stores, Inc., in connection with the transportation of 
food products from, to and between points in Maine and Massa- 
chusetts, at prices not higher than those set forth in a schedule 
of rates annexed to an affidavit of First National Stores, Inc., 
dated June 7, and submitted with the carrier’s application for 

































































































adjustment. The authorization was made effective retroactively 
to Jan. 1, 1943. 

The O. P. A. has authorized Petroleum Transport, Inc., of 
Lansing, Mich., to sell and deliver motor contract carrier serv- 
ices to the Gulf Refining Co., of Pittsburgh, Pa., at rates not to 
exceed those contained in its tariffs MF-I. C. C. No. 18 (can- 
celing No. 17) issued May 27, 1942, effective June 26, 1942, and 
in its supplement to MPSC No. 6, issued May 25, 1942, filed 
with the Michigan Public Service Commission. The authoriza- 
tion, effective retroactively to Jan. 1, 1943, contains a proviso re- 
quiring the carrier to file quarterly profit and loss statements 
supported by balance sheets with the contract carrier section 
of the O. P. A. transportation division, “so long as the increased 
rates established herein are charged by the Petroleum Trans- 
port, Inc.” 

By issuance of amendment No. 25 to its maximum price 
regulation No. 165 as amended, the O. P. A. has excepted from 
price control the charges for rental of dump trucks, effective 
Aug. 4. 

Mashkin Freight Lines, Inc., of Hartford, Conn., has ob- 
tained authority from the O. P. A. to sell and deliver motor 
contract carrier service to the First National Stores, Inc., of 
East Hartford, Conn., on and after Aug. 2, at rates not to 
exceed those set forth in schedules of minimum rates from 
points in Connecticut to points on Massachusetts, New York 
and Connecticut, as contained in its tariffs MF-I. C. C. No. 5, 
canceling MF-I. C. C. No. 4, issued June 17, 1943; MF-I. C. C. 
No. 8, canceling MF-I. C. C. No. 5 (Lewis A. Angenola series) 
(issued in lieu of MF-I. C. C. No. 7 rejected by the Interstate 
Commerce Commission) issued Sept. 3, 1942; and in its con- 
tract with the First National Stores, Inc., dated June 23, 1942, 
and known as contract No. 3. 

The O. P. A. has authorized the Herman Lozowick Truck- 
ing Co., of Newark, N. J., to increase its maximum prices for 
motor contract carrier services furnished to the United Cigar- 
Whelan Stores Corporation by not more than 5.35 per cent as 
set out in a schedule of minimum rates attached to the appli- 
cation and identified as MF-I. C. C. No. 2. The O. P. A. order 
was made effective Aug. 2. 

By another O. P. A. order, Clarence Obert, of Toledo, O., 
is authorized, effective Aug. 2, to sell and deliver motor con- 
tract carrier services at rates not to exceed $3.05 an hour for 
the transportation of furniture, kitchen appliances, electrical 
appliances and household goods by van, with driver and helper, 
from, to and between points in Ohio and Michigan. 

Four Maryland motor contract carriers have obtained 
authority from the O. P. A. to adjust the maximum rates 
charged by them for contract carrier services performed for 
the Chesapeake Paperboard Co., of Baltimore, Md. The 
authorization, effective retroactively to Feb. 1, 1943, has been 
granted to Lawrence E. Bond, dba Bond Transfer, of Baltimore; 
Catherine B. Moser, dba C. B. Moser, Owings Mill, Md.; Hiram 
G. Winebarger, dba Valley Transport Lines, Owings Mill, 
and Liberty Transfer Co., Inc., Baltimore. Under provisions 
of the O. P. A. order, they may sell and deliver contract 
carrier services to be Chesapeake Paperboard Co. at prices not 
to exceed prices established by them in schedules issued Jan. 2, 
1943, filed with the Interstate Commerce Commission and 
made effective Feb. 1. 


COMMUTATION FARES INQUIRY 


Secretary Bartel of the Commission has issued notice of 
a prehearing conference to be held Aug. 10, at the St. George 
Hotel, Brooklyn, N. Y., in No. 28973, Interstate Commutation 
Fares-New York, and No. 28975, Interstate Commutation 
ices District (see Traffic World, May 22, 
p. 3). 

The notice said that Examiner Disque would preside, and 
that it was contemplated that the subject principally to be 
discussed at the conference would be the preparation of studies 
showing cost of service. In furtherance of this purpose, repre- 
sentatives of the Bureau of Transport Economics and Statistics 
would attend the conference in a cooperative capacity, said the 
notice. Consideration would also be given, it said. to develon- 
ment of the issues, interest of the respective parties, distribu- 
tion of exhibits among the parties in advance of hearing. date 
of the hearing, and any other relevant subject. 


Oo. P. A. POULTRY-BY-TRUCK REGULATION 


Truckers hauling live poultry, or any other poultry item. 
must post within their trucks a manifest showing the name 
and address of the owner of the poultry while it is in transit 
and the name and address of the person or persons to whom 
it Po being shipped, the Office of Price Administration has 
ruled. 

“A program of requisitioning poultry is being carried on 
in co-operation with OPA’s Enforcement Division, with the 
double purpose of assuring chicken for the men and women 
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in Army camps and of smashing the black market whi appar 
been keeping chickens from them,” it said, adding: teh had 














The manifest, which also must be posted in any freight car OF othe 
vehicle transporting poultry items, must further show the place ro 
which the items were shipped, their quantities, types, grades and 
weight classes, and the number of head of each. 
Amendment No. 12 to Revised Maximum Price Regulation No. 9 
also clarifies the right of the army to pay one cent above the maximyn 
base price for the locality involved when it requisitions Poultry from all 
a truck. This cent represents the quarter-cent differentia] alwa: 
allowed on sales to government war procurement agencies, shan, e 
three-quarters of a cent allowance for shipment and shrinkage iad Offic 
The amendment further allows the Army to sell requisitione 
poultry to a processor at the same price it pays. This will take care of Regi 
situations when all of a truckload of poultry going to the Processor emphasi: 
after requisitioning is not of a standard which the Army desires, basis on 
Amendment No. 12 to Revised Maximum Price Regulation No, af and Stet 
becomes effective August 4, 1943. j 
as maxi 
rier is I 
er. 
0. P. A. Contract Rate Ruling i, Glos 
“Contract carriers, other than common carriers, whic{ 2 fndin: 
perform inter-line local transfer services can apply for adjust. t &xcee 
ments in their ceiling rates under the same simplified pro- thereto | 
cedure established May 20 for pick-up and delivery carriers"| (0 the & 
the Office of Price Administration said Aug. 3. "| 10 per 
“As originally issued, this procedure could be used only Articles, 
by pick-up and delivery carriers who transport property from aration 
its origin to a line-haul carrier’s terminal, or from the line. In 
haul carrier’s terminal to the property’s ultimate destination, LC. C. 
_ “OPA, now extends the same procedure to contract car. had on 
riers who perform the service of transporting property locally ae ‘ 
from the terminal of one line-haul carrier to the terminal} - 
of a connecting line-haul carrier. _ s 
“As in the case of the pick-up and delivery carriers, appli-} In m 
cations have to be filed with the national O. P. A. office in} avarded 
Washington on a form specially provided which requires that] % “4” 
the line-haul carrier give assurance that it will pay the amount} om 
of any increases in the inter-line carrier’s rates and will absorb ny 
such increases. Thus, any increase granted will not be passed paint is 
on to the consumer and will not affect the cost-of-living. 
“Today’s action is embodied in Amendment No. 10 to Re 
vised Supplementary Regulation No. 14 to the General Max’: 
mum Price Regulation, effective August 10, 1943. 
“To a large extent, the inter-line contract carriers, like 
the pick-up and delivery carriers, are small operators. Rail-{ case, Sa 
roads and other line-haul carriers have pointed out to O. P. A.J o this 
that many of these small operators have been compelled to} ad is 
cancel their contracts owing to unsatisfactory returns to them] sable 
under their ceiling rates, which are held to March, 1942, levels} popria 
by the General Maximum Price Regulation. entire 
“Through such cancellations, the railroads stated they were} "ers v 
being compelled to acquire equipment and undertake to per-} ‘hat th 
form their own inter-line transfer services or to seek the Th 
services of other carriers whose charges were generally higher} at cot 
than those of contract carriers who customarily perform this | gs,” ' 
type of service. previow 
“Today’s action, hence, while causing no added expense to} 01 m 
the general public, will at the same time serve to avoid the}ment | 
expense to line-haul carriers caused by cancelled contracts and jT@p-1 
will help to eliminate confusion in the transportation industry 94min 
at a time when it is heavily burdened by wartime demands.” ne 
missior 
ceeding 
erally 


COMMISSION WATER ACTION 


In W-191, Babbidge & Holt, Inc., Temporary Authority Ap- 
plication, the Commission, division 4, has denied the application 
of Babbidge & Holt for temporary authority to transport com- sonabl 
modities generally as a common carrier by non-self-propelled 
vessels with the use of separate towing vessels between ports 
and points along the Columbia River from its mouth to its 
confluence with the Willamette River and along the Willamette 
River from this confluence to Portland, Ore., inclusive. No im- 





mediate and urgent need for such transportation had been ee 


shown, and other available water carriers had not been shown 
incapable of meeting the need for such transportation, the 
order said. 
The Commission, division 4, by an order in W-867 Patrick 
Jordan & Son Contract Carrier Application has dismissed the 
application filed under Section 309(f) for a permit to continue 
operation as a contract carrier. On and since Jan. 1, 1940, the 
order said, applicants had been engaged solely in the charter- 
ing of their non-self-propelled vessels to Buffalo Barge Towing shi 
Corporation, a carrier subject to part III, and that in such in 
operation applicants were not a common or contract carriel ropil 
as defined in the act. tr 








CHANGE IN DOCKET 


Hearing MC F2109, August 5, Detroit, Michigan, changed to August 
23, Hotel Fort Shelby, Detroit, Michigan, Examiner Higgins. 
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Official Area Serap Iron Basis 


Regardless of decisions of the Commission which have 
emphasized to the carriers “many times” that the 70 per cent 
hasis on scrap iron, in official territory, as prescribed in Iron 
and Steel Articles, 155 I. C. C. 517, was the basis to be used 
as maximum and for reparation purposes, the defendant car- 
rier is maintaining a charge higher than that basis, says Ex- 
aminer Harold M. Brown, in a proposed report in No. 28910, 
M. Glosser & Sons vs. Pennsylvania Railroad Co. He proposed 
a finding that the rate charged was unreasonable to the extent 
it exceeded $2.50 prior to March 18, 1942, and that subsequent 
thereto the rate was, and for the future would be, unreasonable 
to the extent that it exceeded or might exceed a rate based on 
70 per cent of the basic scale prescribed in Iron and Steel 
Articles, supra, and that the complainant was entitled to rep- 
aration with interest. 

In Midvale Co. vs. Wheeling & L. E. Railway Co., 231 
LC. C. 734, he said that the Commission, on reconsideration, 
had found the rates on scrap iron and steel moving from and 
to certain points in official territory unreasonable and had 
awarded reparation to the 70 per cent basis, quoting the de- 
cision as follows: 
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In most of the other proceedings referred to above, reparation was 
awarded only to the basis of the sixth-class rates, but when we have 
so clearly indicated that in our opinion rates in excess of the 70 per 
cent basis in official territory are unreasonable, carriers should not be 
permitted to refuse to adjust their rates to that basis until they are 
ordered to do so, and then escape payment of reparation when a com- 
plaint is filed. 










g. 
(0 to Re- The examiner said the same finding was repeated in the 
‘al Max’-| most recent decision of division 3 in Somerville & Co. vs. Erie 
Railroad Co., decided April 9 (see Traffic World, April 24, p. 
%7). Commissioner Miller wrote a dissenting opinion in that 
case, Saying that “the long-established sixth-class basis of rates 
on this important traffic throughout official territory has been, 
and is being, effectively supplanted by another basis, the rea- 
snableness of which has never been determined by an ap- 
propriate proceeding dealing with the rates throughout the 
entire territory and in which all interested shippers and car- 
tiers would have had an opportunity to be heard. I submit 
that the basis here approved is without proper support.” 

The report in the instant proceeding said that the defend- 
ant contended, “as other defendants have in other proceed- 
ings,” that the 70 per cent basis was not controlling, that the 
previous findings affected only a small part of the total scrap- 
ion movement, and that there had been no definite require- 
ment by the Commission that the carriers should place their 
srap-iron rates on that basis throughout official territory. The 
examiner said that recent decisions did not substantiate these 
contentions, citing Summer & Co. vs. Pennsylvania Railroad 
(o, 225 I. C. C. 513, in which, he said, division 2 of the Com- 
mission had stated that the findings in the many previous pro- 
eedings, as to rates for the future, indicated that rates gen- 
tally in official territory on a higher level than that pre- 


_e for the future in those proceedings would be unrea- 
sonable. 












iers, like 
‘s. Rail- 
O. PLA 
pelled to 
- to them 
42, levels 





























hey were 
e to per- 
seek the 
ly higher 
form this 









































xpense to 
avoid the 
racts and 

industrv 
lemands.” 















































ority Ap- 
pplication 
port com- 
propelled 
een ports 
ith to its 
Jillamette 
». No im- 
had been 
en shown 
ation, the 









































Srap Iron Rate 


Examiner Alfred G. Hagerty, in a proposed report in No. 

1, M. N. Landy Co. vs. Pennsylvania Railroad Co., has 
teommended finding a rate of $1.11 a gross ton charged on 
4 carload shipments of scrap iron from Conway, Pa., to Mid- 
ind, Pa., between April 18, and July 17, 1943, inclusive, not 
tiven to have been unreasonable when enacted, or that the 
iesent rate of 84 cents, which became effective Jan. 1, 1943, 
Would be unreasonable for the future. The report also proposed 
tenial of reparation and dismissal of the complaint. 


_ The report said that the scrap iron had apparently been 
shipped from Evansville, Ind., over the river in barges of the 

erican Barge Line to complainant at Conway. Charges for 
transportation services over the river, Evansville to Con- 
Way, were borne by the complainant, along with the costs of 
"ansferring the scrap from the barges to the cars at Conway, 
‘said. According to the railroad billing, it added, complainant 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 


was the consignor from Conway, and no charges for any serv- 
ices back of Conway followed the shipments. Thus, it said, so 
far as the record showed, the transportation from Conway to 
Midland might have been interstate under the test applied in 
Texas & New Orleans Railroad Co. vs. Sabine Tram Co., 227 
U. S. 111, or it might have been intrastate under the test ap- 
plied in Gulf C. & S. F. Railway Co. vs. Texas, 204 U. S. 403. 
Whichever it was, the report said, was a “jurisdictional fact 
of vital legal significance particularly in reference to the rep- 
aration claim, which is tantamount to a suit for money dam- 
ages.” 


All parties in interest, however, assumed that the rail-line 
transportation from Conway to Midland were interstate in 
character and so treated them for the purpose of applying and 
collecting freight charges, the report said, the theory of which, 
brought forward as a foundation for the complainant, was that 
the traffic was “ex-river’” from outside the state of Pennsyl- 
vania and therefore interstate. The report continued: 


A like assumption, without deciding the jurisdictional question, 
must necessarily be entertained here if the merits are to be reached. 
That course is deemed permissible in the circumstancs of this case— 
although ordinarily the lack of sufficient jurisdictional facts justifies 
dismissal without further inquiry—because future relief is sought. 


The report said that in Midvale Co. vs. Wheeling & L. E. 
Railway Co., 231 I. C. C. 734, a basic standard of maximum 
reasonable rates made 70 per cent of the iron and steel rates 
fixed in Iron and Steel Articles, 155 I. C. C. 517, was prescribed 
and since had been administratively adhered to. According to 
that standard, it said, a maximum reasonable rate for the 
15-mile haul, Conway to Midland, would be $1.21, or 10 cents 
a than the $1.11 rate charged complainant “and here as- 
sailed.” 


On the premise that the traffic was, and might continue, 
as “ex-river”’ and therefore entitled to what in nature would 
be a “proportional” rate, the complainant had rejected the 70 
per cent standard as a fair or proper measure of maximum 
reasonableness, the report said, and had asked that the $1.11 
rate be found unreasonable to the extent that it exceeded 69 
cents. 


Whether scrap iron would continue to move over the river- 
rail route from Evansville, or inland origins beyond to Mid- 
land or any other destinations in the “Middle Steel District’ 
was but speculative, the report said. No shipments had been 
shown to have moved either prior or subsequent to those de- 
scribed of record, it said. The ‘“ex-river’ rate of 69 cents 
sought for the future was therefore more in the nature of a 
contingency than an immediate necessity, it said. There was 
no claim or proof that the present 84-cent rate, Conway to 
Midland, for interstate transportation of scrap iron that might 
have reached Conway by any means other than the ex-river” 
route, was unreasonable, the report said, adding that the short- 
haul adjustment voluntarily established and maintained to 
meet competitive conditions within a limited distance range of 
100 miles could not be taken as proof that either the $1.11 or 
the 84-cent rate, “both below the prescribed 70 per cent stand- 
ard,” were, or for the future would be, unreasonable for appli- 
cation on “ex-river’” traffic from Conway to Midland. 


CHARGES FOR PROTECTIVE SERVICE 


In a proposed report No. 20769, charge for protective serv- 
ice against cold to perishable freight, Examiner Sharp has pro- 
posed bases for reasonable future charges for optional and 
compulsory services and, among other things, recommends 
finding that railroads are not under lawful obligation to permit 
shippers to provide protective service against cold in transit; 
that railroads be required to discontinue offer of service with- 
out charge to fewer than all shippers of a commodity or to 
fewer than all competitive commodities; that failure of carriers 
in the east to provide protective service within territory served 
by them is unjust and unreasonable; that the demand of Pacific 
northwest apple and pear shippers for carriers’ protective serv- 
ice against cold based on temperature within the car is rea- 
sonable. He recommend dismissal of No. 28375 grouped with 
the title case. 
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Proposed Reports 


Potato Chips 


MC C-352, George E. Sabin, Gladys Sabin and Vera L. 
Sabin, dba Bell Potato Chip Co. vs. Aberdeen Truck Line, 
et al. By Joint Board No. 81. Charges applicable on ship- 
ments of potato chips in boxes, less-truckloads, shipped from 
July 25 to Aug. 18, 1942, inclusive, measuring in excess of 
64 cubic feet, determined by applying first-class rate on the 
basis of eight pounds “per cubic foot’ occupied by the re- 
spective shipments. Finding proposed that applicable charges 
on shipments of potato chips in boxes, less-truckloads, on 
aforementioned shipments, and charges applicable on ship- 
ments transported on and after Aug. 25, 1942, had been, were, 
and would be for the future unreasonable to the extent they 
exceeded charges based on one-and-one-half-times first-class, 
computed on actual weights. 


Potato Chips 


I. and S. M-2119, Potato Chips in Pacific Northwest. By 
Examiner R. J. Olentine. Proposed increase in less-than-truck- 
load rating on potato chips between points in Idaho, Oregon, 
and Washington proposed to be found just and reasonable and 
proceeding discontinued. By schedules filed to become effec- 
tive Oct. 20, 1942, and later, for motor carriers parties to 
Pacific Tariff Bureau, Inc., and postponed on protest of Bell 
Potato Chip Co. and Portland Traffic Association, it was 
proposed to establish a classification rating of 150 per cent 
of first class on potato chips in boxes, less-truckloads, between 
points in the Pacific northwest and between such points, on 
the one hand, and certain points in Colorado, Wyoming, Mon- 
tana, Utah, and British Columbia, on the other hand. The 
report said that articles weighing approximately five pounds 
a cubic foot had heretofore been found to be of such low 
density measured by usual transportation tests as to justify 
the application of 1. c. 1. ratings in excess of first class and 
that the proposed classification exception rating appeared 
reasonable for application on this commodity. The report 
said that MC C-352, aforementioned, had been heard in con- 
nection with the instant proceeding. 


Granite 


No. 28950, Herstead Monument Co. vs. Southern Railway 
Co. et al. By Examiner Harold M. Brown. Rate on granite, 
in carloads, from Rockton, S. C., to Scottsbluff, Neb., shipped 
Feb. 25, 1936, not unreasonable or otherwise unlawful, and 
dismissal of complaint proposed. The report said the ship- 
ment was unrouted by the shipper. The assailed combination 
rates based on Cincinnati resulted in the lowest charges and 
therefore constituted the applicable through rate, the report 
said, although Cincinnati was not directly intermediate on the 
route over which the shipment moved. The first-class rate 
from East St. Louis to Denver was $2.44 for 100 pounds, and 
to Scottsbluff, $2.27, it said, for respective distances of 936 
and 905 miles. Scottsbluff was not intermediate to Denver, 
it said, but that because the first-class rate and distance were 
less to Scottsbluff, complainant had contended that the higher 
commodity rate factor from East St. Louis to Scottsbluff than 
the contemporaneous commodity rate to Denver resulted in 
an unreasonable rate to Scottsbluff. However, said the report, 
so many elements entered into the determination of a com- 
modity rate that it could not be said the commodity rate 
to Scottsbluff must be lower than a corresponding commodity 
rate to Denver merely because the first-class rate to Scotts- 
bluff was lower, nor that the proportion between the com- 
modity rate and the first-class rate should be the same in 
each case. Comparable through charges on shipments to 10 
representative destinations in western trunk line territory at 
the time complainant’s shipments moved for like distances 
indicated that the rate charged was reasonable, the report 
said, and that they carried greater weight as evidence than 
complainant’s single instance of the lower factor from East 
St. Louis to Denver resulting in a lower through rate from 
Rockton to Denver than to Scottsbluff. 


Paper Patterns 


No. 28949, Simplicity Pattern Co. vs. New York Central 
Railroad Co. By Examiner John Davey. Dismissal proposed. 
Rates charged on paper patterns in packages with fashion 
publications, in carloads, from Niles, Mich., to Albany and 
New York, N. Y., computed on Rule 26 rating of 79 cents to 
Albany and 86 cents to New York not inapplicable. The rule 
required that patterns might not exceed 30 per cent of the 
weight on which the charges were assessed, and an exception 
provided that a rating of class 42% would apply when paper 
patterns did not weigh in excess of 25 per cent of the weizht 
on which the charges were assessed, the report said, the ex- 
ception having been published to meet motor competition. 
It said that the evidence was vague and would not support 
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‘ : ust 
a finding that the weights of the component articles in each ane 


shipment were different than described in the bills of ladip 
and that, therefore, the shipments were not entitled to the 
42% rating. 
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Philippine Hardwood Lumber 


No. 28914, E. J. Stanton & Son et al. vs. Ann Arbo 
Railroad Co. et al. By Examiner A. J. Banks. Dis 
proposed. Rates charged on Philippine hardwood lumber, jy 
carloads, shipped between Feb. 18, 1938, and Nov. 1, 1949 
from Los Angeles harbor and San Francisco, Calif., and Port. 
land, Ore., to various interstate destinations, applicable. Com. 
plainant claimed a 64-cent trans-shipment rate instead of local 
or joint commodity rate of 75.5 cents from Los Angeles harbor 
to Chicago, Ill., as an example, the report said, but added that 
the tariff as a whole made it clear that trans-shipment rates 
were not intended to apply on Philippine lumber, but were 
intended to apply on lumber from north Pacific ports taken 
ae to Los Angeles harbor and thence shipped inland by 
rail. 
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Miscellaneous Merchandise 


No. 28906, S. H. Kress & Co. vs. Newtex Steamship Cor. 
poration. By Examiner Morris H. Konigsberg. Dismissal pro. 
posed. Rate of 93 cents on “freight, all kinds,” on shipments 
of miscellaneous merchandise from New York, N. Y,, to 
Houston, Tex., from Oct. 19, to Nov. 23, 1938, applicable. The 
report said that the defendant had assembled shipments on 
instructions of complainants, in conformity with the require- 
ments of the governing tariff, into carload lots of 40,000 pounds 
in order properly to assess the carload rate applicable on 
mixed shipments consigned to one consignee at one destina- 
tion. 
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Moior Proposed Reports 


(Recommended orders in proposed motor renorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 





_ Virginia (Roanoke)—-MC 101022, Sub. 5, Roy Baldwin mend: 
Willett and John Eldridge Willett, extension. Certificate pro- | plicat 
posed, on further hearing. Gasoline, fuel oil, and kerosene, in 
bulk, in tank trucks, from Friendship, N. C., to points in a | corpo 
described area in Va., including points located on the highways i 
names as boundaries. 


Ohio (Columbus)—MC 19124, Sub. 2, Aller & Sharp, Inc., 
extension. Permit proposed. Zinc pigments and oilcloth, in con- 
tainers, refused and rejected zinc pigments and oilcloth, news- 
print paper, cores for newsprint paper, and refused and rejected 
newsprint paper, meats, packing-house products and supplies, 


vegetable oils and animal fats and compounds, and products Ly 
thereof, between Lima and Delphos, O., over a specified route, | exten 
for convenience only. greas 

New York (Inwood)—-MC 104363, Robert Lloyd, common | *ttst 
carrier. Denial of certificate proposed. Household goods and and t 
hospital equipment, used and uncrated, between New York, | eld, 
N. Y., and points in Nassau and Suffolk counties, N. Y., on 
the one hand, and, on the other, points in N. Y., Conn., and Ine.,_ 
N. J. modi 

Virginia (South Richmond)—MC 103144, W. T. Holt, Inc., eer 
contract carrier. Permit proposed. Petroleum products, iN | pot, 
bulk in tank trucks, over irregular routes, from Friendship, | comp, 
N. C., to points in a described area of Va., including points a spe 
located on the highways named as boundaries. 

IWlinois (Fairfield)—-MC 102414, Sub. 1, H. L. Johnson, | tong 
extension. Denial of certificate proposed. Oilfield material, irreg 
supplies and equipment, between points in Ill. and Ind., on the one | 


one hand, and points in Ky., on the other, over irregular 
routes. 
; Washington (Spokane)—-MC 95185, Sub. 1, Cecil Bennett 
Draxton, extension. Certificate proposed. Specified building 
materials, between points and places in Spokane county, Wash. 
on the one hand, and, on the other, points and places in Bound- 
ary, Bonner, Keetenai, Benewah, Latah, Shoshone, Nez Perce, 
Idaho, and Lewis counties, Idaho, over irregular routes. 

Pennsylvania (Bethlehem)—MC 81304, Sub. 2, Margaret A. 
Pursell, extension. Denial of certificate proposed, for want 
of prosecution. Fresh eggs, from Bethlehem, Pa., and points 
within two miles thereof, to points in the New York commer- 
cial zone, over irregular routes. 

Texas (Nacogdoches)—MC 64, Sub. 5, Airline Motor 
Coaches, Inc., extension. Certificate proposed. Passengers an 
their baggage, express, newspapers, and mail, in the same 
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yehicle with passengers, between Nacogdoches and Longview, 
Tex., over a specified route, serving all intermediate points. 
New Jersey (Keyport)—MC 884, Sub. 4, Rollo Trucking 
Corporation, Inc., extension. Certificate proposed. General com- 
oaities, with exceptions, between points in Hudson and Essex 
counties, N. J., on the one hand, and, on the other, points in 
Middlesex, Monmouth, Atlantic, and Ocean counties, N. J., over 
irregular routes. . oat 

New Jersey (North Plainfield)—-MC 60852, Warco Service, 
Inc. common carrier. Certificate proposed. Continuance of 
operation, general commodities, with exceptions, between New- 
on the one hand, and, on the other, points in Middle- 
sex, Somerset, and Union counties, N. J., over irregular routes. 

Colorado (Denver)—-MC 84674, Sub. 3, Earl IF. Siler, ex- 
tension. Certificate proposed. Heavy machinery, mining and 
contractors’ equipment and supplies, and machinery, materials, 
supplies, and equipment incidental to, or used in, the construc- 
tion, development, operation, and production of natural gas and 
petroleum, between points in Mont., in connection with pres- 
ently authorized operations between points in Colo., Kans., 
N. M., and Wyo., except that no seryice shall be rendered in 
interstate commerce solely within Mont. 

Ohio (Piqua)—-MC 100778, Sub. 1, Ollin W. Allen, exten- 
sion. Certificate proposed. Cream, from New Bremen, O., to 
Washington, D. C., and empty cream containers on return move- 
ments; butter, from New Bremen, O., to Boston, Mass., over 
specified routes. 

Washington (Spokane)—104197, Sub. 1, Edward Schaffer, 
common carrier. Denial of certificate proposed, for want of 
prosecution. Passengers and their baggage, between Spokane, 
Wash., and Farragut Naval Training Station at Bayview, Idaho. 

Kentucky (Pikeville)—-MC 2713, Sub. 4, Williams Feed & 
Transfer Co., extension. Permit proposed. Commodities manu- 
factured, processed, merchandised, shipped, or dealt in by whole- 
sale and retail meat packing houses, under special contracts or 
agreements with person who operate meat packing businesses, 
from Ashland, Ky., and Huntington, W. Va., to points in John- 
son and Floyd counties, Ky., and to points in specified areas of 
Lawrence and Pike counties, Ky., and rejected shipments on 
return movements, over irregular routes. 


Michigan (Monroe)—-MC 4966, Sub. 1, Jones Transfer Co., 
extension. Denial of permanent certificate proposed, but recom- 
mended that the Commission, on its own motion, consider ap- 
plication as one for temporary authority. Guns, ammunition, 
and war supplies, between points in Mich. within 8 miles of the 
corporate limits of Detroit, on the one hand, and Toledo, Ohio, 
over irregular routes between Detroit and Mich. points adjacent 
ne and thence over specified routes between Detroit and 

oledo. 

Illinois (Decatur)—-MC 29729, Sub. 2, M. W. Crosby, ex- 
tension. Certificate proposed. Storage tanks, structural and 
fabricated steel articles, requiring special handling and equip- 
ment, from Decatur, Ill., to points in Ind., over irregular routes. 

Kentucky (Ashland)—-MC 52828, Sub. 1, John H. Farson, 
extension. Certificate proposed. Petroleum lubricating oil and 
grease, in packages, from Cleveland, Ohio, to Leach and Cat- 
lettsburg, Ky.; rubber tires and tubes, tire recapping materials, 
and rubber repair materials, from Akron, Newark, and Mans- 
field, Ohio, to Leach, and Catlettsburg, over irregular routes. 

Illinois (Chicago)—-MC 70203, Sub. 12, Interstate Dispatch, 
Inc, extension. Denial of certificate proposed. General com- 
modities, between Rockford, Ill., and Milwaukee, Wis., over 
specified routes. 

Indiana (South Bend)—MC 72140, Sub. 7, Fitterling Trans- 
portation Co., extension. Denial of certificate proposed. General 
commodities, between Fort Wayne, Ind., and Gilman, IIl., over 
a Specified route. 

Maine (Alfred)—-MC 93506, Sub. 1, Carroll F. Stevens, ex- 
tension. Certificate proposed. Lumber and forest products, over 
regular routes, between points in York county, Me., on the 
one hand, and, on the other, points in N. H., and Mass. 

































































FORWARDER TARIFF PROTEST 


Eastern-Central Motor Carriers Association, and Lifschultz 
Fast Freight have asked the Commission to suspend items 30, 
40, 45, 50, 55, 60, 65, 80, 95, 100, and 105 of Associated 
hippers, Inc., tariff I. C. C.-FF No. 3 as being in violation 
of section 404(a) and (b) of the act. The association protest 
rg that in only two instances was the rate basis 160 used 
y Associated—Chicago and Pullman, Ill—and that to all 
other destinations “which for the most part have the same 
t class rate from New York as Chicago via rail and pro- 
lestant .. . it applies either rate basis 167 or 171.” 
The Lifschultz protest said that the tariff provided rules 
Whereby shipments from “numerous shippers to numerous 
Consignees” might be bulked together in New , York and 
charged as one shipment. This, it said, would permit a “super 
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forwarder” to select business from many shippers to many 
consignees and consumers and ship as one shipment from New 
York to Chicago where they would be subject to deliveries 
to various consignees. In addition, it said, the rates provided 
on a minimum weight of 10,000 pounds were billed on 1. c. 1. 
rates by rail, motor or other forwarders. 


Forwarder Rate Increase Proposals 


The transportation bureau of the Detroit Board of Com- 
merce has asked the Commission to suspend the operation of 
three freight forwarder tariffs, filed to become effective Aug. 
12 and to remain in effect until Sept. 30, with the allegations, 
among others, that there is no justification for increases pro- 
posed in the tariffs and that the tariffs violate section 405(b) 
of the act by failing to state in dollars and cents the rates 
proposed. 

The tariffs against which the protest is directed are: (1) 
Acme Fast Freight, Inc., tariff No. 231-B, supplement No. 14, 
I. C. C.-FF No. 30, issued by H. G. Roeschke, acting chief of 
tariff bureau; (2) National Carloading Corporation tariff No. 
1-B, I. C. C.-FF No. 16, issued by M. L. Lesnik, general traffic 
manager, and (3) Universal Carloading & Distributing Co., 
Inc., tariff No. 273-C, I. C. C.-FF No. 33, issued by C. L. Tilt, 
chief of tariff bureau. 

In the tariffs sought to be suspended, reference is made to 
the applicable truck and rail rates but no specific tariffs are 
listed, according to the suspension petition. Referring to Uni- 
versal Carloading tariff No. 33 for purposes of illustration, the 
petitioner recites eight steps that, it says, portray “the amount 
of work necessary in checking what is alleged to be the freight 
forwarder third class rate from Detroit to Buffalo, N. Y.” and 
lead to the conclusion, based partly on assumption, that the 
forwarder third class rate is sh cents. 

“It is protestant’s contention,” says the Detroit organiza- 
tion, “that this complicated method of publishing rates will 
unduly penalize shippers. It forces shippers to purchase rail 
and truck tariffs, covering rates to the entire country, in order 
to check freight forwarder rates. This imposition and great 
expense is to be forced upon shippers in order to check these 
forwarder rates for a month and a half. (Tariffs are to expire 
September 30, 1943. What publishing form will be used after 
that date is not known.) 

“Your petitioner also doubts the legality of freight for- 
warders using other tariffs to which they are not parties. ... 
The forwarders are not parties to the truck and rail tariffs nor 
have they given the publishing agents authority to publish 
rates for their account. 

“The tariffs mentioned also carry higher restrictions from 
Detroit, Mich., to certain points than from competing cities. .. . 

“The general effect of the new tariffs is to cancel the exist- 
ing rates, and minimum restrictions, and to supplement for 
them increased rates and restrictions without any justification 
whatsoever... .” 

According to the protest, a present restriction of 50 per 
cent of first class applying from Detroit to, among other points, 
Albany, N. Y., Burlington, Vt., Erie, Pa., and Hartford, Conn., 
would be increased under the new tariffs to 70 per cent as to 
Albany, to 85 per cent as to Burlington, and to 100 per cent 
as to Erie and Hartford. 

“It is hard for your petitioner to understand how the for- 
warders can increase rates and still adhere to the President’s 
plea to ‘hold the line’ on prices,’ the Detroit Board of Com- 
merce asserted. 


COMMISSION ORDERS 

Fourth section appl. 20275, Fuel and gas oil from Crupp and Vicks- 
burg, Miss., to Nashville, Tenn. Petition filed by Roy Pope for a modi- 
fication of fourth section order 14903 to extent that last proviso in first 
ordering paragraph thereof, respecting equidistant rule, be eliminated 
from order, denied. 

MC 22317, Fidelity Storage & Transfer Co., common carrier appli- 
cation. Reopened for further hearing at time and place to be hereafter 
fixed. 

MC 39132, Reid Bros. Express, Inc., contract carrier application. 
Reopened for reconsideration. Order of March 26, as subsequently 
modified to become effective September 30, vacated. 

MC 46581 and MC 39937, Pittsburgh-Southern Motor Freight, Inc., 
common carrier application. MC 39937 only, reopened for further hear- 
ing at time and place to be hereafter fixed, solely to determine whether 
operations of applicant have been continuous since May 2, 1940. Order 
of March 2, effective April 28, insofar as it denied application in MC 
39937, vacated. 

MC 52495 Sub. 2, Otto Abshier Extension, steel; and MC 2983, Otto 
Abshier, common carrier application. Reopened for reconsideration. 
Order in MC 52495 Sub. 2, of May 16, 1941, effective July 17, 1941, 
vacated. 

MC F-2245, Decatur Cartage Co., Inc., of Indiana, purchase, Royal 
Transit, Inc. Application under section 210a(b) requesting approval of 
temporary operation by Decatur Cartage Co., Inc., of Indiana, of cer- 
tain properties of Royal Transit, Inc., denied. 

No. 28978, Geo. A. Hormel & Co. et al. vs. A. T. & S. F. et al.; 
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No, 28978 Sub. 1, Kohrs Packing Co. vs. Same. Petition of Northwest- 
ern Livestock Shippers Traffic League for leave to intervene solely for 
purpose of moving dismissal of proceedings, denied. 

W-100, Bouchard Transportation Co., Inc., contract carrier appli- 
cation. Reopened for further hearing at a time and place to be here- 
after named. Effective date of cetificate and order of June 8 postponed 
until further order of Commission. 

W-20, Red Star Towing and Transportation Co., common carrier 
application. Effective date of certificate and order of May 10 postponed 
to October 2. 

1. & S. 5153, Fresh and preserved meats, Kansas City to Arkansas. 
Order of April 8 further modified so as to postpone effective date 
thereof until further order of Commission. 

No. 25728, Hoboken Manufacturers Railroad vs. Abilene & South- 
ern et al; and No. 25878, New Orleans & Lower Coast vs. A. C, & Y. 
et al. Effective date of order of October 13, 1941, further postponed to 
September 15. 

No. 28775, E. R. Blackinton & Son Canning Co. et al. vs. Alton 
et al. Reopened for further hearing at a time and place to be here- 
after fixed. 

MC F-2226, All American Bus Lines, Inc., control, Northern Trails, 
Ine. Petition filed by Santa Fe Trail Transportation Co. and Burling- 
ton Transportation Co. for extension of time for filing representations 
denied and proceeding assigned for hearing at a time and place to be 
hereafter fixed. 

W-104, Union Barge Line Corp. applications. 


Effective date of order 
of April 5 postponed to Oct. 6. 


PETITIONS FOR REHEARINGS, ETC. 

MC F-2240, Northwestern Terminal Co., purchase, E. E. Igelsrud, 
dba American Trucking Service. Northwestern Terminal Co. asks for 
authority temporarily to operate motor-carrier properties of American 
Trucking Service. 

MC F-2252, Consolidated Transfers, Inc., lease, H. P. Dunbar dba 
Dunbar Truck Line. Consolidated Transfers, Inc., asks for authority 
temporarily to operate motor-carrier properties of Dunbar Truck Line. 

No. 28777, Patten-Blinn Lumber Co. vs. Tucson Cornelia and Gila 
Bend et al. Complainant asks for reconsideration. 


UNCONTESTED FINANCE CASES 


Second supplemental order in F. D. No. 13650, Bangor & Aroostook 
Railroad Co. bonds, limiting prior authority to amount of bonds 
($7,992,000) actually authenticated and delivered. Approved. 

Report and cetificate in F. D. No. 14253, Baltimore & Ohio Railroad 
Co. Operation and Construction, authorizing operation and construc- 
tion by the Baltimore & Ohio Railroad Co. of a branch line of railroad 
in Nicholas county, W. Va. Approved. 

Report and order in F. D. No. 14266, Dillonvale & Smithfield Rail- 
way Co. stock, granting authority to issue $200,000 of common capital 
stock, consisting of 2,000 shares of the par value of $100 a share, to 
be delivered to the Hanna Coal Co. in substitution for stock issued 
without authority. Approved. 





MOTOR FINANCE CASES 

MC F-2241, Harrison Motor Freight—Lease—Laura Scheck. Appli- 
cation for authority under section 210a(b) of Harrison Motor Freight 
of Hillside, N. J., for temporary operation of a portion of the motor- 
carrier rights of Laura Scheck, doing business as Beach Transporta- 
tion Company, of New York, N. Y., denied. 

MC F-2247, Joseph E. Faltin—Purchase—Nelson J. Cote (Grace M. 
Cote, executrix). Application for authority under section 210a(b) of 
Joseph E. Faltin, doing business as J. E. Faltin Motor Transportation, 
of Manchester, N. H., for temporary operation of motor-carrier rights 
and properties of Nelson J. Cote, doing business as Cote’s Express and 
Freight Lines (Grace M. Cote, executrix), of Berlin, N. H., granted 
with condition. 


MC F-22385, Holdcroft Transportation Co.—Purchase—Harry Jaffa. 
Application for authority under section 210a(b) of Holdcroft Trans- 
portation Co. of Sioux City, Ia., for temporary operation of a portion 
of the motor-carrier rights of Harry Jaffa, doing business as Jaffa 
Transportation and Jaffa Transit, of Minneapolis, Minn., granted, with 
condition. 

MC F-2199, Inland Motor Freight—Purchase—V. E. Berry. Pur- 
chase by Inland Motor Freight of Spokane, Wash., of operating rights 
and property of V. E. Berry, doing business as Walla Walla-Pendleton 
Auto Freight of Walla Walla, Wash., approved and authorized, subject 
to condition. 


; FINANCE APPLICATIONS 

MC F-2240, Northwestern Terminal Co., of Minneapolis, Minn., 
asks authority temporarily to operate motor-carrier properties of Edwin 
E. Igelsrud, dba American Trucking Service, of St. Paul, Minn. 

MC F-2265, I. R. Perry and Tura Perry, dba Isham’s Transfer & 
Storage, of Grants Pass, Ore., ask authority to purchase certain operat- 
ing rights of G. H. Johnson, dba Johnson Truck Lines, of Medford, 
Ore. 

MC F-2252, Consolidated Transfers, Inc., of Jamestown, Ky., asks 
authority temporarily to operate motor-carrier properties of H. P. 
Dunbar, dba Dunbar Truck Line, also of Jamestown. 

Finance No. 2071, Supplemental. New York Central Railroad Co. 
and Toledo & Ohio Central Railway Co. ask authority to modify exist- 
ing lease, under which the properties of the Toledo & Ohio are oper- 
ated by the New York Central, to provide for current settlement an- 
nually, beginning with the calendar year 1943, for depreciation in 
respect of each unit of property included in the lease for which depre- 
ciation charges are made; for retirement in respect of each unit of 
property included in the lease retired during; and eliminaiton from the 
rental under the lease of such portion of each quarterly installment of 
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the annual sum of $808,000 as shall represent the proportion Which the 
capital stock of the Toledo & Ohio registered in the name of the N 
York Central or its nominees shall bear the total outstanding Capital 
stock of the Toledo & Ohio. 

MC F-2266, J. Stanley Blunt, of Denver, Colo., asks authority tp 
acquire control of Consolidated Motor Freight, Inc., also of Den 
through ownership of capital stock. "= 

MC F-2267, Aurora Transfer Co., of Aurora, IIl., asks Permisgi 
to lease and purchase certain operating rights of Cripps Overlant 
Express, Inc., of Chicago, Ill., and temporarily to operate, 

MC F-2268, Service Transport Co., of Racine, Wis., asks authori 
to lease and purchase certain operating rights of Cripps Overlang 
Express, Inc., of Chicago, Ill., and temporarily to operate. 

No, 4400, Supplemental. New York Central Railroad Co 
authority to modify the proposed lease by it of the lines of railroad | 
of the Hudson River Connecting Railroad Corporation, so as to Provide 
for current settlement, annually, beginning with the calendar year 
1943, by the New York Central with the Hudson, for depreciation jp 
respect of each unit of property included in the lease for which depre. 
ciation charges are made, and for retirement in respect of each unit of 
property included in the lease retired during the year; also elimina. 
tion from the rental payable under the lease of such portion of each 
semi-annual installment of the amount equal to a dividend of 6 per 
cent on the par value of the Hudson’s capital stock as shall represent 
the proportion which the capital stock of the Hudson registered in the 
name of the New York Central of its nominees shall bear to the total 
outstanding capital stock of the Hudson. 

MC F-2269, Malone Freight Lines, Inc., of Birmingham, Ala., asks 
authority to purchase certain operating rights and equipment of Hoy. 
ard Hall Co., Inc., of Birmingham, and temporarily to operate, 

MC F-2270, Lancaster Transportation Co., of Lancaster, Pa., agks 
authority to purchase all operating rights, equipment, and property of 
York-Buffalo Motor Express, Inc., of York, Pa., and temporarily to 
operate. 

Finance No. 9923, Akron, Canton & Youngstown Railway Co., ani 
the Northern Ohio Railway Co., ask authority to consolidate their 
properties and franchises into one corporation to be known as The 
Akron, Canton & Youngstown Railroad Co., for the ownership, man- 
agement and operation of the properties, pursuant to an order of the 
federal court for the northern Ohio district, eastern division, entered 


June 24, and pursuant to the Commission’s corrected order of Aug, 
12, 1938. 


PAINT, CHICAGO TO MILWAUKEE 

Examiner Harrison and Joint Board No. 13, composed of 
Calmer Browy, Wisconsin Public Service Commission, and 
W. J. Walsh, Illinois Department of Public Works, held a hear- 
ing at Chicago, August 4, in MC C-367, Sherwin-Williams Com 
pany vs. Advance Transportation Company of Wisconsin and 
the West Shore Transport Company. The complainant alleges 
that the defendants maintain unjust and unreasonable rates on 
truckload shipments of paint and paint material from Chicago 
to Milwaukee. 

C. P. Beyer, chief rate clerk, traffic department, Sherwin- 
Williams Company, Cleveland, testified that the defendants, 
which he described as the chief truckers of paint from Chicago 
to Milwaukee, maintained two rates on that movement on truck- 
load shipments of paint and paint material. He said they 
charged 16 cents a hundred pounds when the shipments orig- 
inated north of 75th Street in Chicago and 18 cents when they 
originated south of that street. He said his company shipped 
from its plant located in Chicago approximately five miles south 
of 75th Street. He testified that truckers generally recognized 
the whole of Chicago as a single destination or origin point 
The dual set of rates charged by the defendants, he said, dis- 
criminated against the complainant and favored shippers lo- 
cated north of 75th Street. 

Earl Girard, general traffic manager for the Advance Com- 
pany, said the rates under attack were contained in Central 
States Motor Freight Bureau tariff MF-I. C. C. No. 90, which 
also contained rates covering movements of many other com- 
modities moving via the two defendant lines and other truckers 
serving Chicago and Milwaukee. All commodities covered by 
the tariff provided for two rates, with slightly higher rates 
applying at points south of 75th Street on shipments origina 
at, or were destined to Chicago, said he. Truckers parties to 
the tariff were for the most part short-haul carriers operating 
chiefly between Chicago and Milwaukee, and they could not 
afford to charge the same rate on shipments moving from 
to points in the southern part of Chicago that was charged o 
shipments moving to northern part, he said. 


BANGOR & AROOSTOOK BONDS 


The Commission, division 4, by an order in Finance No. 
13650, Bangor & Aroostook Railroad Co. Bonds, has further 
modified its order of March 25, 1942, as modified by a supple- 
mental order of June 10, 1943, so as to limit to $7,992,000 the 
amount of consolidated-refunding mortgage 4 per cent 
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$7,992,000 of the $8,000,000 bonds authorized by the Comm 
sion had been authenticated and delivered, and that the remail 
ing $8,000 would not be authenticated and delivered. 
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(lass Rate Investigation 


The state of Iowa, in a brief filed on its behalf, asks the 
Commission to require the official-Illinois basis of class rates 
and the official classification within western trunk line zone 1 
and from and to official-Illinois territory. 

According to the brief, an Iowa manufacturer or producer 
who attempts to sell in official-Illinois territory finds competi- 
tors in that territory who move their product on the official- 
Illinois basis “contrasted with the high interterritorial basis 
applicable on his products from Iowa to the same destination.” 

“Even where identical classification or exceptions ratings 
apply,” says the state of Iowa, “the Iowa producer shipping his 
manufactured product to official-Illinois territory and the Iowa 
consumer drawing goods therefrom is subjected to a penalizing 
rate level. Any undue burden in interterritorial class rates east- 
pound or westbound, and in the w.t.l. zone 1 intraterritorial 
basis, must be removed before the Iowa producer and consumer 
can be said to have reasonable, unprejudicial rates. . . . The 
only Iowa territory that has been properly adjusted on official- 
Illinois class traffic is the Iowa Mississippi River cities, Dubuque 
and south. . . . The w.t.l. zone 1 level is shown to exceed the 
eastern scale 12 per cent at 50 miles, 18 per cent at 100 and 
150 miles, 21 per cent at 200 miles, 25 per cent at 400 miles, 
and 28 per cent at 500 miles. .. .” 

By an order in Nos. 28300 and 28310, the Commission, di- 
vision 2, has granted a petition of the New England Shoe and 
Leather Association and five other organizations for leave to 
intervene in those proceedings. Parties to the petition, in addi- 
tion to the shoe and leather association, were: Associated In- 
dustries of Maine, Associated Industries of Vermont, New 
Hampshire Manufacturers Association, Associated Industries of 
Rhode Island, Inc., and Textile Traffic Association. 

A uniform level of class rates in all the territory east 
of the Rocky Mountains and a uniform classification throuch- 
out the United States are advocated by the Public Utilities 
Commission of South Dakota in a brief filed with the Commis- 
sion in No. 28300, Class Rate Investigation. 1939. and No. 
28310, Consolidated Freight Classification. Filing of briefs by 
the interested parties was requested by the Commission at 
the close of hearings held by it in these proceedings. The 
time for the filing of such briefs had been extended from July 30 
to Aug. 12 (see Traffic World, July 17, p. 144). 

The South Dakota commission said it had shown that the 

rates to and from South Dakota to all territory, generally. 
was on a much higher basis than the level of rates east of 
Chicago and north of the Ohio River, and that the rate level 
in South Dakota and much of the western trunk line terri- 
tory, “especially on intrastate traffic and for the shorter hauls,” 
was so high that “practically all of the short haul rates as 
prescribed by the Interstate Commerce Commission are today 
merely ‘paper rates,’ the motor carrier competition forcing 
the rail carriers to voluntarily substantially reduce the rates 
below the Interstate Commerce Commission prescribed level.” 
_ “A more uniform level of rates and a uniform classifica- 
tion throughout this vast territory east of the Rocky Moun- 
tains on class rate traffic would eliminate many inconsistencies 
in the present rate structure,” said the South Dakota com- 
mission. 
__ The brief on behalf of New Orleans Joint Traffic Bureau, 
intervener in No. 28300, and No. 28310, says that the bureau 
neither supports nor opposes the effort of the southern gov- 
efnors and others to obtain a revision of the class rates within 
the territory involved. However, it says, should the Commission 
require a revision of the class rates via all-rail routes, “we 
strongly request and urge that a similar revision be made in 
the class rates via the coastwise routes from, to and through 
the Gulf ports, New Orleans and west, between eastern trunk 
gher rates line and New England territories, as described at rec. p. 1271, 
originated}0n the one hand, and the Mississippi Valley, Memphis, Tenn. 
parties to}4nd south, and the southwest, on the other.” If the Commission 
- operating tevised the all-rail class rates in the aforementioned territories, 
could not} and failed to revise the class rates via the coastwise routes as 
g from orjtquested, it would be violating the national transportation 
charged on} Policy, including section 500 of the act, “in failing to preserve 
and protect the water carriers, their services and facilities,” 
the brief said. 


It asked that the Commission find that the ratio of 3.6 
water miles to one rail mile of service within eastern territory 
further had “here been established as a proper ratio to be used in ar- 
” supple Ming at an equated rail service for the water haul between the 
192,000 th worth Atlantic and the Gulf ports.” It further requested the 
oa t gold Commission to find that said equated distances so obtained for 
nereuil the water haul between north Atlantic and Gulf ports should be 
that only tteated the same as a rail haul for the same distance within 

> Commi tastern territory. 
he remaitq,;.. It asked the Commission further to find that failure to re- 
Wise the class rates via the coastwise routes between eastern 
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trunk line and New England territories, on the one hand, and 
the Mississippi Valley and the southwest, on the other, at the 
same time all-rail class rates were revised, would create an 
unjust discrimination and undue prejudice against the coastwise 
steamship lines and the coastwise routes in violation of section 
3(4); against the shippers shipping or desiring to ship via those 
routes; and against the ports and port districts served by the 
coastwise steamship lines, and would accord undue preference 
to the all-rail routes in violation of sections 3(1) and 3(4) and 
to shippers shipping via said all-rail routes in violation of sec- 
tion 3(1). 

If and when the class rates via the all-rail routes were 
reduced below the present level, the bureau asked the Commis- 
sion to find that the present class rates applicable via the coast- 
wise routes from and to the same points would thereafter be 
unjust and unreasonable per se and relatively when compared 
with the new and/or revised class rates which might be required 
to be established; and that said present level of class rates ap- 
plicable via the coastwise routes would be unjust and unreason- 
able to the extent they exceeded or might exceed rates con- 
structed on the same yardstick and/or formula used in fixing 
the level of the all-rail rates. 


FREIGHT RATE INCREASE REMOVAL 


By a petition in Ex Parte 148, the railroads have asked the 
Commission to reconsider an informal ruling providing, in ef- 
fect, that the railroads may not regard storage in transit privi- 
leges granted on the government’s request with respect to 
canned goods shipments eastbound fromthe Pacific coast as 
rate reductions exempt from the rate increase removal order. 

The petition observed that the Commission’s order of April 
6 in Ex Parte 148 contained the exception that present rates 
made lower than those in effect on March 17, 1942, at the in- 
stance of the federal government, by voluntary action of the 
petitioning railroads after that date, or established at the in- 
stance of the federal government before that date, need not be 
reduced. 

The petitioners said that of the increases retained by them 
under the exception “probably $20,000,000” was ascribable to 
increases of the sori here under consideration. The railroads 
contended that the storage in transit arrangement was a privi- 
lege of great value and that the transit arrangement resulted 
in total charges less than those resulting from the application 
of the full combination of local rates which the shippers other- 
wise would be required to pay. They said that Commissioner 
Aitchison had advised Vice-President Cleveland of the Associ- 
tion of American Railroads that the Commission had unani- 
mously agreed that continuance of the Ex Parte 148 increases 
in the line-haul rates in question was not warranted by the 
exception contained in its order of April 6. 

The Commission has denied the petition of the railroads for 
reconsideration of the informal ruling with respect to storage 
in transit privileges. The denial order made no explanation 
of the action beyond saying that good cause appeared therefor. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2268, the Commission has suspended from 
July 30 until February 29 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 14 of Malkin Motor Freight 
Co., Cambridge, Mass. The suspended schedules propose to in- 
crease commodity rates on packing house and dairy products 
and related articles, from Boston, Mass., and points grouped 
therewith to Chicopee, Holyoke, Palmer, Springfield and Wor- 
cester, Mass., and in the reverse direction. For example, on 
shipments of 20,000 pounds, it is proposed to increase the rate 
between Boston and Springfield from 26 cents to 30 cents per 
100 pounds. 

In I. and S. No. 5243, the Commission has suspended from 
August 1 until March 1 the operation of certain schedules as 
published in supplement No. 7 to Agent L. E. Kipp’s tariff 
I. C. C. No. 1494 and MF-I. C. C. No. B-26, also Agent L. E. 
Kipp’s tariff I. C. C. No. 1497 and MF-I. C. C. No. B-29. The 
suspended schedules propose to increase the rates on fish livers, 
fresh or frozen, in carloads, from the Pacific Coast to eastern 
destinations. 

In I. and S. No. 5244, the Commission has suspended from 
August 2 until March 2 the operation of certain schedules as 
published in supplements Nos. 14 and 15 to joint tariff, Agents 
R. G. Raasch’s I. C. C. No. 515, R. H. Hoke’s I. C. C. No. 745 
and B. T. Jones’ I. C. C. No. 3621 The suspended schedules 
propose to cancel merchandise rates, in carloads, from points 
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in the Mississippi Valley to destinations in Illinois, Indiana, 
Iowa and Wisconsin 

In I. and S. No. 5245, the Commission has suspended from 
August 1 until March 1 the operation of certain schedules as 
published in Railway Express Agency, Inc., tariff I. C. C. No. 
4485 and ME-I. C. C. No. 3932. The suspended schedules pro- 
pose to increase the rates on silk, rayon or nylon from Chicago, 
Ill., to various points in the South. 

In I. and S. M-2269, the Commission has suspended from 
Aug. 3 until March 3 the operation of certain schedules as 
published in supplement 32 to joint tariff MF-I. C. C. No. 251 
and others published by Southern Motor Carriers Rate Con- 
ference, Agent, Atlanta, Ga., and in supplement No. 76 to joint 
tariff MF-I. C. C. No. 58 of Central and Southern Motor 
Freight Tariff Association, Inc., Agent, Louisville, Ky. The 
suspended schedules propose to establish exceptions to the 
application of joint rates for the account of Georgia Highway 
Express, Inc., on traffic handled in connection with Chandler 
Transfer and Freight Lines or Houser Freight Lines, Inc., 
which would result in increased rates or charges from, to, and 
between points in the south. 

In I. and S. M-2270, the Commission has suspended from 
Aug. 2 until March 2 the operation of certain schedules as pub- 
lished in supplement 15 to tariff MF-I. C. C. No. 279 of South- 
ern Motor Carriers Rate Conference, Agent, Atlanta, Ga. The 
suspended schedules propose to increase the commodity rate 
on roofing or building material, from Mobile, Ala., to New 
Orleans, La., from 20 to 24 cents per 100 pounds, minimum 
15,000 pounds. 

In I. and S. M-2271, the Commission has suspended from 
Aug. 2 until March 2 the operation of all provisions published 
in schedule MF-I. C. C. No. 1 of John Joseph Lorden, doing 
business as Lorden’s Trucking Co., East Pepperell, Mass. The 
suspended schedules propose new contract-carrier minimum 
charges for the transportation of paper and paper products 
from Pepperell, Mass., to Portsmouth, N. H., and between 
Pepperell and Nashua, N. H. 

In I. and S. M-2272, the Commission has suspended from 
Aug. 5 until March 5 the operation of supplement No. 4 to 
tariff MF-I. C. C. No. 15 of Dorman Walton Fawley, doing 
business as D. W. Fawley, Broadway, Va. The suspended 
schedules propose to increase the rates on coal, truckloads, 
from Pottsville, Pa., and points within twenty-five miles thereof, 
to various destinations in Virginia. For example, it is proposed 
to increase from 22.5 to 30 cents per 100 pounds, minimum 
20,000 pounds, the rate from Pottsville to Harrisonburg. 

In I. and S. M-2273, the Commission has suspended from 
Aug. 5 until March 5 the operation of tariff MF-I. C. C. No. 17 
of the United Transporters of Petroleum Products, Inc., Agent, 
Lincoln, Nebr., and certain other tariffs issued by individual 
motor carriers. From points in the vicinity of Council Bluffs 
and Sioux City, Iowa, to Yankton, S. Dak., and points in Ne- 
braska the suspended schedules propose generally to cancel 
present rates on petroleum products subject to a minimum of 
3,400 gallons to apply in lieu thereof present higher rates sub- 
ject to a minimum of 2,500 gallons. 


Protective Services Tariff Change 


Twenty-six of the proprietary lines of Fruit Growers Ex- 
press Co., and subsidiaries and affiliates of those lines, have 
petitioned the Commission under section 5(1) of the interstate 
commerce act for approval of a proposed exception to item 20 
in supplement 7 to division sheet No. 1 of the National Perish- 
able Freight Committee, to establish an “arrangement for dis- 
tribution of net gain or loss resulting from protective services 
furnished under section 2 of Perishable Protective Tariff.” 
The proposed exception reads as follows: 


On section 2 interline traffic initially placed under refrigeration on 
lines of petitioners, after disposition of allowances for ice haulage, 
hazard and accounting, and allowing each line on whose rails cars are 
iced the switching allowances applicable, the net gain or loss (to 
petitioners) resulting from the apportionment provided for in Division 
Sheet No. 1, as supplemented, to the Perishable Protective Tariff shall 
be distributed (among the petitioners) on the basis of the number of 
loaded car miles made by such shipments on all such lines. 


The petition assigned three grounds for the exception. It 
said that refrigeration rates were made on state and national 
averages; that in No. 20769, Charges for Protective Service to 
Perishable Freight, 215 I. C. C. 684, and 241 I. C. C. 503, and 
other cases, the Commission had prescribed section 2 charges 
on a “per car’ basis and had arrived at the charges by the use 
of average cost for furnishing ice, bunker repairs, supervision, 
etc.; and that the proposal would be in the interest of better 
service to the public, of economy in the operation of all peti- 
tioners, and would not unduly restrain competition. 

The costs to the petitioners, the petition said, were different 
from the charges used by the Commission, and also different 
from those set out in the division sheet and its supplements. 
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Augus 
The result of these differences was that the expenses in 
were different from those charged against the carrier initial} Mo 
placing the shipment under refrigeration, and consequent), S: 
carriers participating in the movement were frequently cae which 
pelled to incur substantial losses from the furnishing of sec. f missio 
tion 2 services, the petition said. Lin so 
It said that Fruit Growers Express Co. as -organized py® in off 
certain of petitioners to furnish section 2 services as requires tion 0 
by. law. There was no reason, it added, why the losses ok for a 
gains incurred by petitioners from the furnishing of this pro.§ tions 
tective service should not be equitably distributed among them.— order: 
selves, which, it pointed out, was not the case at the present 
time. The petition described the situation as follows: merit, 
For example, after deducting the ice haulage, hazard and account: thing 
ing allowances, the carrier placing the shipment under refrigeration ough 
receives all refrigeration revenue, but is not sufficiently remunerata} @"Y S 
for the reason that it pays the entire charge for repairs to refrigera. I 
tion devices and damage caused by top or body icing, whereas the petiti 
bunkers, etc., are used over all lines; also, the average method usei§ the O 
in computing the factors entering into the published refrigeration Assoc 
charges are different from the actual cost incurred by petitioners, a) 
Under the rule proposed above, the net loss or gain from traffic vs 
handled under section 2 will. be borne equitably by all the petitioners pete 
The petition asked approval of the proposed arrangement speci 
and that petitioners be authorized to make it effective in con.} Tight 
nection with traffic moving on and after Jan. 1, 1942. set U 
fe Eee rar 
“afte 
he 
Tank Car Mileage Rate » 6 
M. H. Champion, tank car owner and operator, now a mem-} reply 
ber of the armed forces, and Colgate-Palmolive-Peet Co., have} sion’: 
asked the Commission to suspend supplement No. 7 to Mileage | becal 
Tariff 7-M, I. C. C. No. 3690, Agent G. T. Jones, reducing from} roofi 
one and one-half cents to one and one-quarter cents a mile the} com 
allowance for tank cars used to transport oil, gasoline, and other} TePly 
liquids, including liquefied compressed gas, but not including 
acids, effective Aug. 15 (see Traffic World, July 24, p. 199), . 
The Champion petition said that the mileage allowance of “so 
one and one-half cents a mile had been in effect for more than] pothe 
20 years, and that all of the rates for the transportation of} of a 
petroleum products fixed by the Commission were based on and} comn 
took into account that mileage allowance. Relying on the con. | susce 
tinuation of the allowance, the petitioner had executed long. » ™d! 
term leases to cover the tank cars in which he had an interest, ~ “¢ 
said the petition, and “in full reliance upon the provisions of — 
the soldiers and sailors civil relief act of 1940, as amended, he} cann 
enlisted in the United States Army.” The sole means of support | and 
and maintenance of his family during his military service, over] servi 
and above the allowance from his salary as a captain, is de-} Tes 
rived from the mileage allowance, “and said revenue is neces-| 2" © 
sary to provide for his family,’ says the petition. om 
Quoting from railroad advertising to the effect that funds 
which should be put aside out of current earnings to make re- 
pairs to overstrained equipment in the future were taxed as ca 
profits, the petition said that, as owner and operator of tank ar 
cars, petitioner was forced to keep them in repair at his own} PU® 
expense, which made it necessary for him to put aside funds ‘ne 
for making repairs in the future out of current earnings. ‘He et 
could not do this, and support his family, if the proposed allow- sati 
ance should become effective, it said. had 
The petition said further that the tariff was not in the} }.4 
form provided by law, and that “on its face” it created dis- by 
criminations, in that the tariff provided for payment of one and 
one-half cents a mile for certain tank cars listed, and two and]  , 
one-half cents a mile for tank cars “BMT.” All of the tank cars, | jp | 
it said, were similar in character to the cars of the petitioner | py, 
and that no reason was shown why his cars should not receive | hag 
the same allowance or why their rental value to the railroads | jaw 
was not the same. The tariff provided for paying one and one- | car. 
half cents a mile on the type of tank cars owned by the peti- } tha 
tioner in Nebraska or Texas intrastate traffic, said the petition. | str; 
but that no showing was made as to why the same class and | mo 
kind of car should receive more or less allowance in such traffic. | coy 
Colgate-Palmolive-Peet Co. said in a telegram to the Com- | this 


mission that as owners and operators of tank cars hauling com- 
modities essential to the war they were requesting suspension 
of the Jones supplement because a decrease in the mileage al- 
lowance would increase costs to all users of tank car equl0- 
ment and “should have the benefit of full investigation by the 
Commission.” 


inv 

ne EERE ES PE eff 

ST. L.-S. F. REORGANIZATION ma 

The Commission, division 4, by an order in Finance No.} in 
10008, St. Louis-San Francisco Railway Co. Reorganization, | suc 
has ratified the appointment of Frank A. Thompson as substi- | tio 


tute co-trustee of the property of the debtor and ordered that, 
beginning on the effective date of his appointment, a maximum 
compensation at the rate of $25,000 a year be paid to him. Mr. 
Thompson succeeds John G, Lonsdale, deceased. 
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Motor Certificate Restrictions 


Saying that the petitioners had failed to cite any facts 
which would warrant an investigation on the part of the Com- 
mission, and that the petitioners had played a very small part 
in so far as the motor carrier act was concerned, rail carriers 
in official classification territory have filed a_reply to the peti- 
tion of Charles E. Bell, E. B. Ussery, and Charles V. Guthrie 
for a general investigation concerning the commodity restric- 
tions in outstanding motor certificates and effective compliance 
orders (see Traffic World, July 17, p. 144). 

The reply said that the petition was entirely without 
merit, but that, if the Commission should decide to do “any- 
thing concerning the lifting of commodity restrictions” a thor- 
ough investigation of all facts of record should be made before 
any such order was issued. : / 

If the trucking industry was in such a chaotic state as the 

titioners would have the Commission believe, said the reply, 
the Office of Defense Transportation or the American Trucking 
Associations would have taken steps long ago to correct this 
so-called abuse. The petitioners had failed to show that the 
commodity restrictions were unsatisfactory to the individual 
carriers, said the rail carriers, and that the great majority of 
special commodity haulers were perfectly satisfied with the 
rights which had been granted them. Their business had been 
set up for many years to handle only particular commodities 
and a chaotic state of affairs would exist if these carriers 
“after many years’ were forced to upset these set plans and 
be forced to handle many commodities which were never han- 
dled before and which various carriers could not handle, the 
reply said. The petitioners had failed t obring to the Commis- 
sion’s attention any national emergency which had resulted 
because some carriers had only transported canned goods or 
roofing, it said. Analyzing the situation as between the general 
commodity hauler and the carriers of specific commodities, the 
reply continued: 


The fact that certain motor carriers concentrate only on certain 
individual commodities gives greater effect to the general commodity 
hauler because then the general commodity hauler does not have to 
bother itself with the handling of certain commodities especially those 
of a light or bulky nature. Your Commission will find that the specific 
commodity hauler generally hauls light and bulky freight which is 
susceptible only to movement in truckload lots, some of these com- 
modities being roofing, excelsior, canned goods, rugs, furniture, ma- 
chinery, lumber, and agricultural commodities. If the carriers who 
specialize in the handling of the above commodities were forced to 
handle all kinds of freight, the shippers and receivers of roofing, 
canned goods, lumber, etc., would be placed at a severe disadvantage 
and would have to depend then on the regular route carriers for 
service. Your Commission will find from past experience that the 
regular route general commodity hauler is not in a position to render 


an efficient service to the shippers of such commodities as roofing, 
lumber, canned goods, etc. 


The rail carriers said that the petitioners implied that the 
carriers themselves were being harmed by the various com- 
modity restrictions in the outstanding certificates and com- 
pliance orders, but contended that if such were the case, the 
carriers themselves would have long ago brought this fact to 
the Commission’s attention. The record would show, they said, 
that almost without exception the motor carriers had been 
satisfied with the “grandfather” rights which the Commission 
had granted them, citing the rare “grandfather” cases which 
had gone to court and the few petitions which had been filed 
by carriers to reopen certificates once they had been issued 

Quoting from the testimony of Director Eastman, of the 
0. D. T., before the Senate commtitee on interstate commerce 
in connection with S-942, a bill for the regulation of rate 
bureaus, to the effect that complaints about rate bureaus had 
had their source, not in the shippers of the country, but in the 
lawyers and economists of the Department of Justice, the rail 
carriers said they desired to express a similar opinion, “in 
that your Commission will find that this petition will demon- 
strate that the complaint referred to has its source not in the 
motor carriers or the shippers and receivers of freight in this 
country, but in the three lawyers whose names are signed to 
this petition.” 

Recently the American Trucking Associations, Inc., asked 

e¢ Commission to dismiss the petition, and objected to the 
general investigation as prayed by the petitioners (see Traffic 
World, July 31, p. 254). 
_ The Commission denied the petition requesting a general 
Investigation concerning commodity restrictions at present in 
effect in motor carrier certificates, but instructed division 5 to 
make a study of certain matters and to take appropriate action 
in modifying the operating authorities of individual carriers as 
such study indicated were desirable. Commenting on the situa- 
tion, Secretary Bartel, in a statement, said: 


Information before the Commission indicates that no need exists 
for the institution of such a general investigation. Such information 
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is that most, if not ail, motor carirers are now utilizing their equip- 
ment to advantage in the movement of war materials and essential 
civilian goods under their outstanding operating authorities. All replies 
to the petition filed with the Commission oppose the institution of any 
general investigation. Many of the replies urge that if any need for 
modification of opereting authorities exists it is confined to individual 
carriers and that if any action is taken it should be limited to consid- 
eration of the operating rights of such individual carriers. 

The Commission authorized and directed division 5 to make a study 
of the following matters and to take appropriate action toward making 
such modifications or changes in the operating authorities of individual 
carriers as such study indicates are desirable and warranted: Com- 
modity restrictions in outstanding operating authorities of motor car- 
riers; all other restrictions and limitations imposed in motor carrier 
operating authorities, the classification of motor carriers pursuant to 
the provisions of section 204(b) of the Interstate Commerce Act; the 
classification of commodities or traffic of motor carriers. 


P., 0. & D. Bonds 


After having heard oral argument on July 30 in Finance 
No. 14261, Pennsylvania, Ohio & Detroit Railroad Co. Bonds, 
on a petition of Otis & Co., intervener, for reconsideration of 
the order of division 4 dated July 26 and for rehearing of the 
application (see Traffic World, July 31), the Commission issued 
an order, late July 31, denying the intervener’s petition. 

By the same order; the Commission approved and affirmed 
the report and order of division 4, authorizing the issuance by 
the P., O. & D. of $28,483,000 of first and refunding mortgage 3% 
per cent bonds, series D, and the assumption of obligation and 
liability, as lessee and guarantor, in respect of those bonds by 
the Pennsylvania Railroad Co. The Commission also vacated the 
order entered July 28 by which the effective date of the order 
of July 26 was suspended to July 31. Decision to hear the argu- 
ment July 30 was reached by the Commission July 29. 

In a notice to the public issued at the same time as the 
order of July 31, Secretary Bartel called attention to the Com- 
mission’s denial of the Otis & Co. petition and noted, in connec- 
tion therewith, that the Commission on that day had ordered 
an investigation of the question of whether or not it should re- 
quire competitive bidding in the sale of railroad securities or 
any class or classes thereof (see elsewhere). 

In the oral argument before the full Commission July 30 
in Finance No. 14361, counsel for the Pennsylvania stated that 
the sale of the bond issue that division 4 had authorized in its 
report and order of July 26 has been consummated by noon of 
July 28, prior to the issuance of the order of the Commission, 
by Commissioner Porter, suspending the effective date of the 
order of July 26. The bonds had been sold, as originally con- 
templated, to Kuhn, Loeb & Co., New York City banking house, 
without having been made subject to competitive bids. 

John Dickinson, counsel for the Pennsylvania, parent com- 
pany of the Pennsylvania, Ohio & Detroit, in the presentation 
of his argument before the Commission took the position that 
the reargument was “moot,” because the sale had taken place 
under authorization of the Commission, division 4, and prior to 
issuance of the order reopening the case. He declared that the 
railroad was under no obligation to await possible further ac- 
tion by the Commission in this proceeding, since the order by 
division 4 became effective immediately on its issuance. Simi- 
larly, he argued, a party to a court case did not have to await 
the taking of an appeal to a higher court to act on the lower 
court’s decision. 


Time of Filing of Petition 


Robert J. Bulkley, former United States senator, counsel 
for Otis & Co., said he had notified Mr. Dickinson at 10 a. m., 
July 28, that he had filed with the Commission at that time the 
petition for reopening and reargument; but Mr. Dickinson as- 
serted that Mr. Bulkley’s notification was to the effect that such 
a petition would be filed. 

Mr. Bulkley described the action by the Pennsylvania as 
“horse play” and said he had no fear that a party to the instant 
proceeding could be “deprived of the right to consideration” 
by any such action. 

“I. consider it a discreditable performance, unworthy of the 
kind of corporation the Pennsylvania is,” he said. 

Mr. Bulkley contended that the sale of the bonds to Kuhn, 
Loeb & Co. had not been authorized by the board of directors 
of the P., O. & D. He asserted that the resolution by that board 
relative to this sale provided that the officers of the company 
might sell the bonds at the best obtainable price. That had not 
been done, he averred. He contended that a bid of 102 sub- 
mitted by a spokesman for Halsey, Stuart & Co. was a better 
one than Kuhn, Loeb & Co. had offered. Commissioner Porter 
observed, however, that a letter subsequently received from 
Halsey, Stuart & Co. made the bid price of 102 subject to higher 
call prices. Mr. Bulkley took the position that in financial 
circles this was a customary practice and that it was “‘obvious” 
that a higher bid price would mean higher call prices. 

Mr. Bulkley said the majority of division 4 said it was not 
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convinced that the railroad was getting the best obtainable 
price for the bonds. 


“Interlocking Interests” 


He assailed what he described as “‘the interlocking inter- 
ests” in the considered transaction. He referred specifically to 
the holding by M. W. Clement, president of the Pennsylvania, 
of the position of trustee of the Penn Mutual Life Insurance 
Co., which company, he said, was one of the large purchasers 
of the bonds. Such a dual relationship, or “dual loyalty,” said 
Mr. Bulkley, was in itself wrong. When the bond price was 
secretly negotiated, he said, it was ‘‘vicious’” for a man to be 
“both on the buying side and the selling side.” He cited from 
“highest authority” the statement that “man cannot serve two 
masters.” 

Mr. Dickinson, in his presentation, said that Otis & Co. 
assumed that it was the duty of the Commission to require the 
sale of the bonds at a price determined by the Commission and 
not by the directors of the P., O. & D. This would mean, he said, 
that the whole discretion as to bond sales would be transferred 
to the Commission. If the Commission were to decide what 
price should be paid, then there was no range for the exercise 
of judgment by the directors. He said the purpose of section 20a 
of the act was to draw a line between what was improvident 
and unwise, on the one hand, and what was consistent with the 
best interest of the company, on the other. He stated the view 
that if the Commission adopted the contentions of Otis & Co. it 
would set a precedent for compulsory competitive bidding on 
securities of this kind. The purpose of the law in this matter 
could only be served if the Commission left discretion to man- 
agement so long as management did not transgress the bounds 
of honest management, he said. He described Mr. Bulkley’s 
references to Mr. Clement as “unfair innuendoes” and asserted 
that the officers of the Pennsylvania had no knowledge as to 
what companies Kuhn, Loeb & Co. would sell the bonds to. 
There was not the slightest evidence of any wrong or con- 
spiracy, said Mr. Dickinson. 

The considered bond issue was appropriate and beneficial 
to the company, and the case turned on the “undisputed sav- 
ing” of $9,000.000 a year to the company, he said. If the Com- 
mission should set itself up to decide what the railroads had a 
right to do in the sale of bonds. in every case somebody would 
come in and find a reason for doing something else. and finan- 
cing of the kind here considered could not be completed if two 
or three months would be required to do it, he argued. 

Commissioner Porter observed that the Pennsylvania did 
not have to sell these bonds, and took the position that it was 
in the public interest to undertake the refunding so as to effect 
a saving of $9,000,000. 


GENERAL CARLOADING APPLICATION 

The Commission, division 4, by a permit and order in 
FF-14, General Carloading Co., Inc., Freight Forwarder Appli- 
cation, has authorized General Carloading to operate as a 
freight forwarder of commodities generally between all points 
in California, Idaho, Montana, Oregon, and Washington. The 
order denied that portion of the application seeking authority 
to serve points in Alabama, Colorado, Connecticut, Delaware, 
Florida, Georgia, Illinois, Indiana, Iowa, Kentucky, Louisiana, 
Maine, Maryland, Michigan, Massachusetts, Minnesota, Mis- 
sissippi, Missouri, New Jersey, New York, Pennsylvania, Ohio, 
Rhode Island, South Carolina, Tennessee, Texas, Utah, Vir- 
ginia, West Virginia, and Wisconsin. Applicant had not shown 
sufficient operation to points in those states to establish that 
= — would be consistent with the public interest, the 
order said. 


SHORT LINE ARBITRARY 


Norfolk & Southern Railway Co. has filed a petition with 
the Commission in I. & S. No. 4779, Livestock to and from the 
South, and related cases, asking that the Commission modify 
its findings and order and authorize the road to add an arbi- 
trary of four cents for 100 pounds to the rates prescribed in the 
original order from, to, and between stations on the line (see 
Traffic World, Jan. 30, p. 261). The petition said that, if the 
Commission felt it should have additional evidence to warrant 
granting the arbitrary, the road requested that the matter be 
set down for early hearing. 

The petition recited the fact that the southern carriers in 
the proceedings had asked the Commission to reopen them for 
the purpose of receiving evidence with respect to the propriety 
of granting arbitraries to the short and weak lines in southern 
territory. The matter was assigned for hearing in January, 
1943, but prior to the hearing many of the short lines concluded 
that it would not be desirable or practicable to make the rates 
from or to points on their lines higher than the rates fixed for 
applicaiton over the so-called standard lines, it said. Accord- 
nely the Commission was requested to cancel the hearing, and 

so. 

There is at present a movement of hogs from points on the 
Norfolk Southern, taking place principally to Richmond, Va., 
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and Baltimore, Md., the petition says, and the movement is in. 
creasing in volume. The Norfolk Southern cannot afford tp 
handle this traffic on the level of rates fixed by the Commission 
for application over the standard lines, it says. The Commission 
has uniformly granted the short and weak lines in southern 
territory, including the Norfolk Southern, higher rates than 
apply via standard lines, such higher rates having been 
arbitraries over the standard lines, the arbitraries accruing 
solely to the short and weak line carries, says the petition, ang 
appends a “long list of important cases in which the Commission 
has accorded the Norfolk Southern Railway special rate treat- 
ment in the form of relief line arbitraries.” 


MILWAUKEE REORGANIZATION 


By an order in Finance No. 10882, Chicago, Milwaukee 
St. Paul & Pacific Railroad Co. Reorganization, the Commis. 
sion, division 4, has permitted intervention in the proceedings 
of the trustees of Princeton University, et al., “constituting the 
‘University Group’ of general mortgage bondholders” of the 
Milwaukee. 

The Princeton trustees said they were authorized to inter. 
vene in the proceeding by an order of the federal court at 
Chicago, Sep. 4, 1940, that they had filed objections to the 
plan of reorganization certified by the Commission, and that 
in the federal court at Chicago, in the federal court of appeals, 
and in the Supreme Court of the United States, they had been 
the only general mortgage bondholders who had contended 
that the plan of reorganization did not afford such bondholders 
“full compensatory treatment for the loss of their senior 
rights.” The Supreme Court, it said, had expressly stated that 
that contention required that the matter be sent back to the 
Commission for a determination of what compensation the 
general mortgage bondholders were entitled to receive (see 
Traffic World, March 20, p. 63). 

The Commission’s order permitted the group to intervene 
on and after July 20, without the right to broaden the issues 
stated in the order of the Commission reopening the proceed- 
ing for further consideration. An appearance was entered for 
the group at the hearing in Washington on July 20 (see Traffic 
World, July 24, p. 179). 





BIDDING ON RAIL SECURITIES 


By an order, the Commission has instituted an investiga- 
tion designated by it as Ex Parte No. 158, In the Matter of 
Competitive Bidding in the Sale of Securities Issued Under 
Section 20a of the Interstate Commerce Act, to determine (1) 
whether competitive bidding shall be required in the sale of 
railroad securities issued under the provisions of section 20a, 
and (2) if competitive bidding is required, to what class or 
classes of rail securities it should be applicable and what regu- 
lations or conditions should be prescribed relating to such sales. 

A notice to the public issued by Secretary Bartel indicated 
that the investigation in Ex Parte No. 158 was an outgrowth 
of a controversy about the competitive bidding issue in Finance 
No. 14261, Pennsylvania, Ohio & Detroit Railroad Co. Bonds 
(see elsewhere). 

The Commission, in its order instituting the inquiry, said 
it appeared that the determination proposed in Ex Parte No. 
158 was necessary ‘for the proper administration, execution, 
and enforcement of section 20a of the interstate commerce act.” 

The order contained a provision that briefs might be filed 
by any interested party on or before Sept. 15, and a further 
provision that the parties should indicate in their briefs whehter 
oral hearing was desired. 


UNIFORM SYSTEM OF ACCOUNTS 


The mandatory requirement for accounting for depreciation 
of road property, prescribed in the Commission’s orders of June 
8, 1942, has been postponed as to class II and class III steam 
roads until Jan. 1, 1945, by an order of the Commission, division 
1, In the Matter of Uniform System of Accounts to be Kept by 
Steam Roads. The order said it appeared that compliance with 
the requirements of the aforementioned orders should be 0p- 
tional as to class II and III steam roads until Jan. 1, 1945. 

The orders of June 8, 1942, modified the Classification of 
Investment in Road and Equipment for Steam Roads; Classi- 
fication of Operating Revenues and Operating Expenses for 
Steam Roads; Classification of Income, Profit and Loss, and 
General Balance Sheet Accounts for Steam Roads; and Account- 
ing Bulletin No. 15, Interpretations of Accounting Classifica- 
tions for Steam Roads, the instant order said. 


KELLEHER FORWARDER APPLICATION 


Kelleher Carloading & Distributing Co., of St. Louis, Mo. 
has asked the Commission, ‘in FF-139, for leave to amend its 
application for a freight forwarder permit, filed Nov. 6, 1942, 
so as to include Kentucky and Massachusetts as origin states 
sought to be served, and California, Louisiana, Oregon, 
and Washington as destination states sought to be served. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 


eS 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Vermont, Chittenden.) The doctrine 
which protects bona fide purchaser for value and without notice 
of existing equities has no application where rights of pur- 
chaser lie in an executory contract and where legal title has not 
been conveyed. : 

Where transaction involving purchase of properties of an 
interstate motor carrier is subject to requirements of statute 
making such purchase lawful if approved by the Interstate 
Commerce Commission, no part of the transaction may be law- 
fully consummated without the prior approval of the Commis- 
sion. Interstate Commerce Act Sec. 5(2), (a, b), 49 U. S.C. A. 
Sec 5(2) (a, b). 

A bill showing that, after interstate motor carrier had con- 
tracted for sale of his operating rights to plaintiffs, he executed 
bill of sale of same rights to defendant, and that bill of sale was 
not approved by Interstate Commerce Commission, and praying 
for specific performance of contract and injunction against fur- 
ther proceeding with application for approval of sale to defend- 
ants, was not demurrable. Interstate Commerce Act Sec. 5(2) 
(a,b), 49 U. S. C. A. Sec. 5(2) (a, b). (Zabarsky vs. Flemings, 
32 Atl. Rep. 2d 663.) 


Track-Ferry Injunction 


The United States and the Commission have filed a peti- 
tion in the federal district court at Detroit asking that the court 
enjoin 20 truckers, operating between Detroit and Cleveland 
from operating over the road when boat ferry service between 
the two cities is available to transport the semi-trailers and 
trailers used by the defendants. Judge E. J. Moinet August 3 
issued a temporary restraining order against the defendants 
and set for August 12 hearing in the matter of whether or not 
the court should issue a temporary injunction. He acted on a 
petition filed by Colin Smith, senior attorney at Chicago for 
the Commission’s bureau of motor carriers, and by Arnold 
Lungerhausen, assistant to the federal district attorney at 
Detroit, who acted on behalf of the O. D. T. 

The petition recites that, on June 4, the Commission issued 
a special service order under Section 1 (15) of part I of the 
act, which, under the federal war powers act, applies to motor 
carriers subject to part II, in which it ordered truckers operat- 
ing between Detroit and Cleveland to deliver their trailers and 
semi-trailers to the Trucking Shipping Company for transporta- 
tion by water between the cities. The order was issued to pre- 
vent unnecessary use of trucks and tires in over-the-road move- 
ment. It provided that truck shipments made up of explosives 
or war materials or destined in part to intermediate points, 
were not subject to the order, providing the’ truckers obtained 
special permits from the O. D. T. for such shipments. It was 
estimated by Commission officials that the order would result 
in the saving of 260,000 tire miles a day. At the same time, the 
0. D. T. issued a similar order (see Traffic World, June 12, p. 
1411). The O. D. T. announced that the ferry service by the 
Trucking Shipping Company had been established under O. D. T. 
sponsorship. The company was authorized by the Commission to 
operate two flat-bottomed boats each way daily. The boats have 
space to transport 102 truck units daily in each direction. 

_ The petition says that for 10 days after the orders were 
issued no common or contract truckers observed the orders. It 
Says that union drivers had been instructed by their representa- 
tives not to make deliveries to the ferry company, but that on 
June 14 they agreed to make the deliveries. Since that date, 
Says the petition, some truckers have used the ferry service but 
th 20 defendats have refused to do so. A check-up on those 
companies by the O. D. T. between July 7 and 24 revealed that 
those companies’ trucks were being operated between the cities 
over the highways without the special permits described by the 
orders, it says, adding that the refusal by the defendants 
threatened to break down the ferry service altogether, though 
&majority of truckers serving the cities were at present using 
service. 
The defendants include: 


George F. Alger Company; Automobile Shippers, 


Inc.; Helen 


ocum, doing business as Boat Transit Company; Brada Cartage Com- 
pany; Commercial Carriers, Inc.; Cox Transportation Company; Franko 
Hess, doing business as 


thers, Inc.; Edwin J. Hess and Carl T. 
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Hess Cartage Company; Hollywood Cartage Company; Charles Imlach, 
doing business as Imlach Movers; Kramer Brothers Freight Lines, Inc.; 
Mutual Trucking Company; William E. Oyler, Ruth Oyler and Grace 
Oyler, doing business as Oyler Brothers; Jacob Protetch, doing busi- 
ness as Protetch Trucking Company; Roadway Express, Inc.; Charles J. 
Rogers Transportation Company; Harvey H. Sentle, doing business as 
Sentle Trucking Company; Eldon H. Countryman, Arthur J. Platten 
and Bernard H. McKerry, doing business as Trailer Transport Com- 
pany; Trans-American Freight Lines; Trucking, Inc. 


STALEY INJUNCTION 


The Commission has filed a petition with the federal court 
for the southern Illinois district asking that the court stay 
its injunction restraining the Commission from _ enforcing 
its order requiring the Wabash, the Illinois Central, and the 
Illinois Terminal to withdraw tariffs cancelling a spotting 
charge of $2.50 a car against the A. E. Staley Manufacturing 
Co., of. Decatur, Ill. (see Traffic World, June 19, p. 1461, and 
July 31). The Commission asked that the injunction be 
stayed pending appeal to the United States Supreme Court. 

Following the decision of the Illinois federal court, Agent 
Raasch filed with the Commission an application for special 
permission to publish, on one day’s notice, a tariff cancelling 
the spotting charge for the Wabash, the I. C. and the Illinois 
Terminal. No action has been taken on this application. 

Agent Raasch had filed, for the B. & O., a cancellation 
of the B. & O. as party to the tariff containing the spotting 
charge, effective July 25, but in view of the Commission’s 
decision to ask for a stay of the injunction, requested and 
was granted special permission No. 17096 postponing the effec- 
tive date of the cancellation to Aug. 25. 

Following this action, the B. & O., and the Pennsylvania 
Railroad, filed applications for special permission to publish, 
on one day’s notice, tariffs to provide that the transportation 
charges included the spotting of cars at the Staley plant. 
No action has been taken on these applications. 


RAIL DEPRECIATION RATES 


Depreciation rates applicable to equipment of The Apache 
Railway Co., the Tonopah & Goldfield Railroad Co., and the 
Washington, Idaho & Montana Railway Co. have been pre- 
scribed by the Commission, in accordance with the provisions 
of its uniform system of accounts for steam railroads. The 
composite annual depreciation percentages (not the prescribed 
depreciation rates) have been computed as follows: the Apache 
(sub-order No. SE 268-C), 3.55 per cent; the Tonopah & Gold- 
field (sub-order No SE 489-B), 3.06 per cent, and the Wash- 
ington, Idaho & Montana (sub-order No. SE 507-B), 2.53 
per cent. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Western Virginia district, at Roanoke. William B. Draper, 
dba Draper Motor Service, of Roanoke, Va., was fined $500 
following a plea of guilty to an information charging him with 
granting rate concessions to shippers, with failing to show on 
his freight bills all of the information required by the Com- 
mission’s order of Nov. 25, 1936, and with failing to issue 
— or bills of lading. The entire fine was required to be 
paid. 

Eastern Virginia district, at Richmond. Elam Lee Tanner, 
Jr., dba Tanner’s Transfer & Storage, of Richmond, Va., was 
fined $375 following his plea of nolo contendere to 42 counts 
of an information charging him with violating part II of the 
interstate commerce act. The fine was imposed on the first 
15 counts of the information, all of which fine the court re- 
quired the defendant to pay. Imposition of sentence was sus- 
pended with respect to 27 counts of the information, on each 
of which accounts defendant was placed on probation for five 
years. 

Court of Appeals, Eighth Circuit, at St. Louis, Mo. Judg- 
ment of federal court for North Dakota district, by which 
Consolidated Freightways, Inc., of Portland, Ore., appellant, 
was found guilty of having performed motor common carrier 
operations over an unauthorized route between Marmarth, 
N. D., and certain points in Montana and other states, was 
affirmed. The defendant carrier was charged with having 
operated over a highway as to which the Commission had 
denied it operating authority, as an alternate route to one 
for which it had such authority. In the lower court the case 
was tried without a jury and the court found the defendant 
guilty of the offenses charged and imposed fines on all counts 
of the information totaling $1,750 and costs. Judge Wood- 
rough of the appeals court, who wrote that court’s decision, 
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cited a contention by the appellant that it had a legal right 
to use the route in question as ‘‘a harmless alternative route 
between the terminal points of its lawful operations’ and 
that, under proper interpretation of the act, restriction of 
appellant’s operations to particular highways was not within 
the powers or functions of the Commission. He said in his 
opinion that “we think the Commission’s interpretation of 
the law is sound, that it acted within its powers in denying 
the appellant a certificate to operate over the route in ques- 
tion, and that appellant committed the offenses charged by 
operating without a certificate.” 

Southern Ohio district, eastern division, at Columbus. 
United Moving & Storage, Inc., of Columbus, O., was fined 
$500 following its plea of guilty to an information charging 
it with engaging in operations as a common carrier of prop- 
erty for compensation without a certificate having been issued 
to it by the Commission authorizing the particular operations 
which were performed, with granting rate concessions, and 
collecting rate overcharges. The full amount of the fine was 
required to be paid. 


Union Barge Line Rights 


DeBardeleben Coal Corporation, doing business as Coyle 
Lines, and River Terminals Corporation have filed a suit in the 
federal court for the western Pennsylvania district, asking the 
court to set aside the Commission’s order on reargument in 
W-104, Union Barge Line Corporation Applications for Cer- 
tificate, Permit, and Exemptions. In that decision, the Com- 
mission reversed the prior decision of division 4, 250 I. C. C. 
249, and corrected the certificate to include continuance in 
operation in transportation on the Gulf intracoastal waterway, 
and on the Mississippi River between Cairo, Ill., and St. Louis, 
Mo. (see Traffic World, April 24, p. 965). Commissioners 
Mahaffie, Miller and Rogers dissented in part. 

The complainants in the proceeding in the Pennsylvania 
federal court said they were complaining particularly against 
that part of the certificate which related to the transportation 
of commodities on the Gulf intracoastal waterway. Neither 
prior to, nor after the opening of the waterway did Union 
operate as a common carrier on the Mississippi River south of 
New Orleans, or on the Gulf of Mexico, or on the Waterway, 
said the complaint. Like other carriers operating on the Mis- 
sissippi River system, it accepted shipments destined for points 
in Texas, but transported those shipments only as far as its 
terminus in New Orleans, where it “transferred and delivered 
them to Coyle Lines or, after June, 1940, to Coyle Lines or 
River Terminals Corporation, independent connecting carriers. 
Coyle Lines or River Terminals Corporation, from New Or- 
leans to the point of destination on the waterway, exercised 
complete control over the movement and delivery of such 
cargoes. . .” 

Division 4 of the Commission, said the complaint, had 
made certain findings of fact, among them that “applicant did 
not ‘thold itself out to transport by towboat on those connecting 
waterways, but did hold itself out to arrange with connecting 
carriers on those waterways for transportation thereon in ap- 
plicant’s own barges.” 

The Commission erred in authorizing operations by Union 
on the Gulf intracoastal waterway, and in creating thereby on 
the waterway a new carrier, which had not been in operation 
in the period involved, and which had failed to show that pub- 
lic convenience and necessity required such additional and 
duplicating operations, said the complaint. Aside from the 
Commission’s error in granting authority to operate on any 
part or all of the waterway, it said, it had clearly erred in 
authorizing Union to operate on that part of the waterway 
beyond Houston and Galveston, Tex., which part of the water- 
way “was not open for navigation on Jan. 1, 1940, no freight 
or barges of Union were transported thereon, nor could Union 
have engaged in bona fide operation thereon, within the mean- 
ing of section 309(a) of the act.” 

The complainants asked that a temporary or interlocutory 
injunction be entered in the case, which was docketed as Civil 
No. 2667, DeBardeleben Coal Corporation, dba Coyle Lines, 
and River Terminals Corporation, vs. United States of America 
and Interstate Commerce Commission. 


ALTON REORGANIZATION 


Judge W. H. Holly of the federal district court at Chicago, 
August 3, gave permission to seven insurance companies, that 
had entered the Alton Railroad reorganization case last De- 
cember as a group acting to protect their interest as holders 
of the company’s refunding bonds, to withdraw from the pro- 
ceedings. Attorneys for the group, in seeking permission for 
withdrawal, informed the court that a majority had withdrawn 
from the group and the remaining companies took the position 
that the amount of bonds represented by their companies was 
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not large enough to warrant the expense of continuin 


api in 
proceedings. The companies include: oo 


The Equitable Life Assurance Society of the United States; Metry. 
politan Life Insurance Company; Mutual Life Insurance Company of 
New York; New York Life Insurance Company; Northwestern Mutual 
Life Insurance Company; Provident Mutual Life Insurance Company of 
Philadelphia; Prudential Insurance Company of America. 


The group of insurance companies, as a party to the Cage 
has filed with the Commission a similar request, that it pe 
stricken. 

Judge Holly granted permission to John R. Turney anq 
Gregory A. Gelderman, attorneys for the debtor company, ty 
file a petition to have Henry A. Gardner, trustee for the Alton 
advance up to a maximum of $10,000 to Mr. Turney and mr 
Celderman to cover clerical, printing, and other expenses jn 
connection with preparation of evidence to be submitted at the 
Commission’s hearing in the reorganization case. The hearing 
has been set for September 8 at Chicago (see Traffic World 
July 31, p. 259). Court action on the petition will be taken Ay. 
gust 24. 

Reciting his appointment as trustee for the Alton in 1942, 
and as trustee for the Kansas City, St. Louis & Chicago Rail. 
road Co., on May 27, and the requirement of the federal court 
at Chicago that he prepare and file with the Commission and 
the court a plan for the reorganization of the two roads, Hen 
A. Gardner, by a petition in Finance No. 14030, Alton Railroad 
Co. Reorganization, has asked the Commission to increase the 
maximum compensation of $20,000 allowed him under the 
Commission’s order of Jan. 22. The preparation and filing of 
the plan, and the preparation and presentation of evidence 
with respect to the plan, would require him to perform a very 
substantial volume of work additional to that heretofore im. 
posed on him, Mr. Gardner said. Such additional work and 
responsibility, he said, was not compensated for by the maxi- 
mum compensation heretofore fixed by the Commission. 


ROCK ISLAND TO SELL EQUIPMENT 


The federal district court at Chicago, August 4, authorized 
trustees of the Chicago, Rock Island and Pacific to sell 20 
insulated box cars to the United States Department of the 
Interior at a price not to exceed $1,075, and to sell for $10,000 
one rotary snow plow to the U. S. War Department. Trustees 
informed the court the box cars were needed for use on the 
Alaskan Railroad and the snow plow would be delivered to 
Russia. They said the cars, constructed for transportation of 
ice for servicing refrigerator car traffic, and the snow plow 
were not needed by the railroad at present and probably would 
not be needed by it in the future. 








ROCK ISLAND’S MOTOR RIGHTS 


The federal district court at Chicago, August 4, authorized 
trustees of the Chicago, Rock Island and Pacific to cause its 
subsidiary, the Rock Island Motor Transit Company, to acquire 
for a maximum price of $6,950 two trucks and motor common 
carrier rights of M. K. Remmers, who operates between Wich- 
ita and Herington, Kans., on a highway paralleling the rail- 
road’s line, and to acquire for a maximum of $2,000 one truck 
and the motor common carrier authority of L. L. Storey, oper- 
ating between Wichita and Whitewater, Kans., and to Potivia, 
Kans. The trustees informed the court that purchase of the 
companies would enable the railroad’s subisidiary truck line to 
enlarge and improve its services. The court authorized the 
subsidiary to seek Commission and other governmental author- 
ity to operate its trucks between the points served by Mr. 
Remmers and Mr. Storey. 





DAYTON, O., TRUCK WAGE CASE 


The National War Labor Board announced, Aug. 5, that, 
acting on recommendations of its Trucking Commission, it had 
approved an agreement between the Transportation Club of 
Dayton, O., an association of about 46 trucking companies, an 
Local 957 of the International Brotherhood of Teamsters, pro- 
viding for a general increase of 10 cents an hour for a to 
of 477 city drivers, checkers and dock truckers employed by 
the association members. : 

A report to the Trucking Commission, the board said, 
showed that even with the proposed increase, the rate for truck 
drivers would still be below “the minimum of sound and te 
going rates” for such work in the Dayton area. It said the 
approved rates were 80 cents an hour for city drivers, bie! 
cents an hour for checkers and 67% cents an hour for doc 
truckers. 

“This action was taken prior to July 30, when the board 
restored final authority to the commission,” said the N. 
L. B. in its announcement. 
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WORLD 
il Unions’ Wage Demands views expressed by Director Vinson in his opinion in the eight 
ng in the Ra cent wage case. 
The Traffic World Washington Bureau Chairman Leiserson said, Aug. 5, a statement by a Wash- 


es: M B, M. Jewell, president of the railway employes’ department ington columnist that he had gone to the White House with 
panne of the American Federation of Labor and chairman of the Mr. Harrison in an effort to have Director Vinson’s 8-cent 
mn Mutua wage negotiating committee of the 15 non-operating rail labor wage ban set aside was not true. He stated he had not gone 
ompany o brotherhoods, announced after a meeting of the chiefs of those to the White House with Mr. Harrison. 

ynions in Washington, Aug. 4, that the “non-op” union leaders After the fact-finding emergency board recommended the 
had approved a strike ballot but had agreed to withhold its 8-cent increase, Mr. Harrison called on the President, May 27, 
the case, issuance, pending the outcome of a conference on Aug. 6, in and on leaving the White House said that though labor was 
nat it be Washington, with a committee of authorized representatives of disappointed it would accept the recommendation of the board 

the railroads for the purpose of completing an agreement. He (see Traffic World, May 29, p. 1285). There is reason to 
rney and {| gid Aug. 6 was the earliest date at which all the members of believe that at that time the President did not expect his 
npany, to f the railroad committee could be in Washington. stabilization director to ban the increase, it being understood 
he Alton, Mr. Jewell said that the rail labor union leaders had con- that the President had asked Mr. Harrison whether labor 
and Mr. ferred with “government representatives” Aug. 3, and that would take the recommendation, and that he was advised that 
penses in | j. J, Pelley, president of the Association of American Railroads, it would. are.) 
ed at the | had attended that conference. Mr. Jewell would not identify In a_ memorandum opinion in the 8-cent wage case (see 
> hearing | the “government representatives” referred to, but it was under- Traffic World, July 3, p. 37), Director Vinson concluded 
ic World, | stood that they included Economic Stabilization Director Vinson that increases in “all rates under a stated rate” by the same 
aken Ay. § and War Mobilization Director Byrnes. In the meetings on number of cents an hour would be justified to eliminate sub- 
Aug. 3, arrangements had been made for the conference set standard living conditions, but that a general increase in the 


































































1 in 1949 for Aug. 6, he said. wages of all the employes involved, on the ground of “gross 
ago Rail. He indicated that Director Vinson had not shown any will- inequity” in comparison with wages paid workers in other 
ral court | ingness to modify his disapproval of the 8-cent wage increase industries, could not be justified. 

ssion and | recommended for the 15 non-operating unions (see Traffic Agreement by management and labor on a settlement of 
is, Henry World, June 26, p. 1531, and July 3, p. 37). the non-operating dispute, if not in accord with the opinion 
Railroad “What about the ‘no-strike’ pledge?” a reporter asked of Director Vinson, would force President Roosevelt, it is 
rease the | Mr. Jewell. believed, to decide whether he would back up his director 


nder the Mr. Jewell said he did not want to comment on that matter of economic stabilization in this instance. 
- of “at this hog In subsequent statements, however, he ex- Government Operation? 
nce d the view that government machinery for handling rail F F +4: : 
pressed. & acninery tor handling ra If a strike should become effective, it is pointed out, the 
of a very | labor disputes had bogged down, and that the “no-strike” pledge president might take possession of the Be Nand roe finn Bw 
ofore im- that the union leaders had signed was, therefore, no longer by the government 
vork and | pinding. The President would be advised of the unions’ position y 8 . 


h A : : Thus far, the President has ordered the director of the 
on | om this question, he said. Office of Defense Transportation to take possession of two 
The taking of a strike vote would require 30 days for com- railroads—the Toledo, Peoria and Western and the American 

pletion, and a strike might be called at any time thereafter Railroad Company of Puerto Rico—because of labor trouble. 

when the union chiefs decided that they would have to take He did this “by virtue of the authority vested in me by the 

uthorized such action, Mr. Jewell stated. Constitution and laws of the United States, and as President 
> sell 20 He said that his committee representing the non-operating of the United States and as Commander in Chief of the army 


1t of the | Unions had had a conference with the carrier representatives and navy.” The quoted words are in the executive orders 
r $10,000 scheduled for June 24, but that Director Vinson’s order disap- directing that the railroads named be taken over for operation. 
Trustees $ Proving the emergency board’s recommendations for wage in- The T. P. & W. order stated that the “national interest and 
se on the | Teases, issued June 23, forestalled the holding of the conference. security demands that there be no interruption in the flow of 
ivered to | If the conference had been held, there would have been every g00ds essential to effective prosecution of the war” and that 
‘tation of | teason to assume that the details of a wage agreement in line the labor dispute had interrupted “the transportation of goods 
1ow plow with the emergency board’s proposal would have been worked essential for the prosecution of the war.” Similar statements 
sly would out, he added. The unions were willing to accept the 8-cents- were made in the Puerto Rico order. : ; 
an-hour increase, he declared. In —e quarters it Bag ee oes I waaay 200 a 
Asked whether he thought that any wage increa _ develop similar to that which preceded the taking over of the 
meat that might be reached in the pon lo cineued for Ang. 6 = aaa” result that the railroads would be taken 
would remain subject to approval by the Office of Economi ’ : es : ee 
uthorized Stabilization, Mr. po m0 that =. did not know, pong “Should a walkout be authorized, it is considered inevitable 
cause its | assumed that the O. E. S. would want to retain jurisdiction, the government would take over and operate the railroads for 
© acquire but that it was. the attitude of the unions that the present “im- the duration,” said “Labor, the rail unions weekly, in a dis- 
common | passe” had been brought about by Director Vinson’s office and CUSSion of the 8-cent wage case. “That's a prospect carriers by 


en Wich- that something would have to be done to settle the controversy. "0 Means relish.” > 4 : : 

the rail- Mr. Jewell took the position that, on the calling of a strike, Labor” said the strike vote was the “ace in the hole” of 
one truck there would be no “cooling off” period and no submission of the unions and that they were reluctant to take such action 
‘ey, Oper: the dispute to another emergency board, because, in his opinion, “xcept as a last resort.” It said the heads of the 15 non-oper- 
» Potivia, government machinery procedure for its settlement had already ating employe unions were prepared to insist that a satisfactory 
se of the been exhausted. settlement would have to provide mye only A ed vy 8-cents-an- 
*k line to In other quarters. th iti : : hour increase but also for time and one-half pay for all work 
rized the were called, the National ‘Mediation poole peo P eens Ahad TO of over 40 hours a week. At present, it said, most rail workers did 
1 author- | the railway labor act, could notify the President of the threat- "0t receive overtime until after 48 hours and, in some instances, 
i by Mr. | ened interruption of interstate commerce, and that the Presi- "O0t until after longer periods. 


dent could then decide whether an emergency board under sec- At the initial session of the joint conference August 6 
tion 10, and not under the National Railway Labor Panel plan, between management and labor representatives, the labor 
would be appointed. Doubt was expressed, however, that an- representatives submitted their demands to the management 
other board would be appointed. Under section 10, the 8roup and then left the conference. Mr. Jewell, who would not 


. 5, that, President has the discretion of appointing a board. Under the state what the demands were, said the joint conference would 
n, it had | Panel plan, Chairman Leiserson of the National Mediation ¢ resumed at three p. m. that day. The management repre- 
Club of Board appoints a board from the panel, the members of which SeMtatives remained in the conference room at the Statler 
nies, and | have been appointed by the President. It was a panel board Hotel and it was assumed they would consider the demands 
ters, pro- that made the 8-cent recommendation. with a view to giving an answer possibly at the afternoon 
i a bea th sar participants in the conference were the members of ““S0" 

loye e rail management and labor committees that deal with 

wages. H. A. Enochs headed the committee for the eastern W. L. B. TRUCKING COMMISSION STATUS 

ard said, toads; John Parrish, for the southeastern lines; and D. P. On the basis of a formal opinion prepared by its counsel 
for truck Loomis for the western lines. The labor group included Mr. and unanimously approved by it, interpreting a section of the 
nd bee ret, Mr. Harrison, and other representatives of the affected war labor = act Leaps board members from partici- 
sai r organizations. pating in decisions in which they have “a direct interest,” the 
ers, 72% J. J. Pelley, president of the Association of American War Labor Board has restored to its Trucking Commission the 


for dock Railroads, was called into the meeting of the management power to make decisions in dispute and voluntary wage and 

group after the labor representatives had departed. It was salary cases (see Traffic World, July 10, p. 92). The board had 
he board said that the management group was exploring what might be decided, after enactment of the Connally anti-strike bill, to 
ie N. W. done with respect. to wage increases to conform with the withdraw from the Trucking Commission the power accorded 
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that body to make decisions and to limit the commission’s au- 
thority to the making of recommendations to the board. 

The interpretation of the section in question, section 7 of 
the war labor disputes act (the Connally anti-strike law), con- 
tained the conclusion that by that act “Congress intended to 
take the board as it was, to accept and confirm its tripartite 
character, to strengthen its already existing authority, and to 
add to its powers.” The opinion specified conditions under which 
labor or industry representatives on the board would be dis- 
qualified in consideration of cases brought before it. 

The board has also restored to the Trucking Commission 
the power to hear and determine, and to issue directive orders 
in, labor labor dispute cases. 

Labor disputes and voluntary wage cases involving truck- 
ing employes of businesses not engaged exclusively in trucking 
will be handled by the regional war labor boards through a 
system of standing tri-partite panels, the board says. These 
panels will be established in each region, with members desig- 
nated by the Trucking Commission after consultation with the 
regional board concerned. They will hear dispute cases, says 
the board, and make recommendations to the regional boards, 
and will pass on voluntary wage adjustments. They will gather 
data on wage brackets for trucking employes within the juris- 
diction of the various boards, these brackets to be publicized 
only after approval by the Trucking Commission, the board 
says, adding that the commission will study all appeals from 
rulings by the regional boards on trucking cases and make 
recommendations to the national board, which will make the 
final determination in all such cases. 

























BINGHAM & GARFIELD DISPUTE SETTLED 
The labor dispute on the Bingham & Garfield Railroad in 
Utah has been settled by recognition by the company of cer- 


— as railroad employes (see Traffic World, July 10, 
p. : 









TRUCK WAGE INCREASES 


An agreement of the Fort Wayne Operators, Association 
and Local 414, International Brotherhood of Teamsters, Chauf- 
feurs, Warehousemen and Helpers, A. F. L.; involving 140 
employes of 30 carriers, Fort Wayne, Ind., on an 8-cent hourly 
increase for drivers, checkers, dockmen and helpers, has been 
approved by the War Labor Board. The increase is effective 
as.of January 15, 1943. 

The new rate for drivers and checkers is 78 cents an hour 
and for dockmen and helpers, 74 cents. The commission found 
the increase would not bring the workers’ rates above the 
minimum of sound and tested rates for similar jobs in the area. 
The parties’ agreement as approved also provides for a 54-hour 


work week, with overtime pay at time-and-a-half only after 60 
hours. 













Interterritorial Rates 


The Southern States Industrial Council, of Nashville, Tenn., 
has distributed to its members copies of a 20-page printed 
booklet on ‘The Southern Freight Rate Structure,” prepared 
by C. E. Widell, industrial traffic consultant, of Nashville. 

The booklet contains data and arguments in support of 
statements generally to the effect that the south is not dis- 
advantaged by the existing freight rate structure. Mr. Widell 
asserts that “under the existing southern rate structure the 
south has enjoyed the most phenomenal industrial growth and 
development in its entire history.” He observes that rates 
within the south and north are different, and adds that in 
the south some rates are higher and, again, some are lower, 
than within the north, and that “the same is true of rates in 


the north.” Other propositions submitted in the booklet are 
that: 




















The south does not drain out its raw materials to the north. Very 
ittle of the south’s raw materials move to the north. 

It is not true that the south’s freight rates are 38 per cent higher 
chan in the north. The general over-all southern level is but a fraction 
%f this, probably between 5 per cent and 10 per cent higher than in 
‘the north. 

Contrary to the prevailing notion, the northbound rates from the 
south to the north average much lower than from the north to the 
south. 

It is not true that rates generally on manufactured goods from the 
south to the north are higher than the rates on the same articles 
within the north. 

The south ships a very substantial part of its manufactured goods 
‘0 northern markets, and this movement forms a large portion of all 
raffic from the south to the north. 

Nearly half of the entire tonnage hauled by the southern carriers 
consists of traffic on which the general rate level within the south is 
ower than within the north; and at least 80 per cent, or four-fifths of 
ul of the tonnage handled by the southern carriers consists of traffic 
m which the general rate level is no higher than in the north. 
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It is not true that southern freight rates are made ‘‘differen , 


higher than northern rates, Differences may exist, but more often than — 
not these differences favor the south. 

; “The question arises,” says Mr. Widell, “as to what effect 3 
it would have on southern industry if the south were required 

to adopt in its entirety the northern freight rate structu, § 
My answer is that it would do irreparable harm to existing 
industry and would unquestionably retard future industria} Air 
development in the south.... ” 

Elements that would constitute the ideal rate structype Ap 
for “any manufacturing region like the south” were, in fact, § by the 
the predominant features of the southern rate structure, he § week, 
declared. In his conclusions, he said, in part: The fo 

The industrial south stands at the crossroads and must make up its Bee 
mind whether it wants to continue its phenomenal industrial growth porta 
and development under the existing favorable southern rate structure or sim 
or whether it wants to turn its back upon the proved experience ang cities | 
adopt, instead, a new deal looking toward fanciful and wholly untrieg Washi 
theories of so-called uniformity and equality. There are bills in Con- Friedr 
gress now to accomplish this. owns | 

Of course, one immediate effect of a nationwide uniform rate scale motor 
would be to centralize all rate-making in Washington. State commis. Atlant 
sions would be deprived of their jurisdictions, now beneficially exer. Lines 
cised in the 48 states in order to preserve inherent advantages in the 3 
economic life of each of them. To me it is remarkable that the Southern N. N 
Governors and state railroad commissions would advocate such whole 
sale destruction of our constitutional methods and be, not only propon- of pel 
ents but, as well, the executioners of their own rate death sep- N.Y. 
tences, . .. and | 

Anyone familiar in the least with the economics of income and the Islanc 
other factors . . . knows full well that the south will always have a and } 
lower per-capita income than the north so long as we have a large } 
Negro population, especially in the rural districts. The north has of pe 
nothing like that. On the other hand, when segregation is made of dl 
white wage earners in the south’s industrial areas there is immedi- a 
ately a favorable showing as compared with the north. I 

Tested no matter how. . . the southern rate structure demonstrates porta 
most strikingly the advantages it provides for the fullest development in V 
of industry in the south. The more severe the scrutiny of its com- craft 
ponent parts, the more remarkable the southern rate structure becomes, and 
even to those of us most familiar with it. 

WOODEN CARGO PLANES demi 


Contracts for manufacture of the wooden cargo airplanes 


designated as the C-76 were being cancelled, the War Depart- 
ment announced Aug. 3. 


“The C-76 was designed to be a medium range plane with 
a cargo capacity of about 4,500 pounds, constructed for the 
most part of wood, and to a considerable extent by sub-con- 


tractors not fully engaged in war work,” it said. seme 
“The project was begun in 1942 at a time when, for mili- tra 
tary and other reasons, there was a demand for an additional and 
number of cargo planes of a design to permit operations from 
small and unimproved fields. Scarcity of strategic materials nor 
prompted the requirement that the plane be built as far as bet 
possible of non-strategic items. hel 
“Aluminum production has subsequently been greatly in- ar 
creased and should be sufficient to meet requirements for the in' 
all-metal type of plane. On the other hand, there has devel- f 
oped an actual shortage of the kinds of wood best adapted for a 
such wood plane construction. Experience during the experi- ove 
mental period, and flights with the experimental model, have Be 
established that the plane would be more expensive and less 
efficient than those now being manufactured from metal. Ce 
“The metal cargo types, such as the Douglas C-47 and the th 
C-54 and the Curtiss Commando C-46, are highly successful ! 
and are now in volume production, Cj 
“Cancellation of the C-76 program will make facilities in 
available for increasing production of such metal types. bt 
“Arrangements are being made for the utilization of_the 
facilities of the Curtiss-Wright Company at Louisville, Ky., fo 
and of the Higgins Company at New Orleans, La., for produc- D 
tion of other aircraft or parts, and the War Manpower Con- te 
mission is being notified so that there may be immediate re- ( 
employment in other essential industries of any displaced 
workers.” 0 
RPTL AR A PRES hel d 
DES MOINES-KANSAS CITY AIR SERVICE I 


The Civil Aeronautics Board has rescinded orders dated 
May 26, 1942, and June 24, 1942, authorizing temporary SUS- 
pension of service with respect to transportation of persons 
only, between Des Moines, Ia., and Kansas City, Mo., on route 
No. 48 of Mid-Continent Airlines, Inc. In its rescission order, 
the board said it appeared to it that such temporary suspen- 
sion of service was no longer required in the public interest. 
It was stated at the board that the original suspension of serv- 
ice with respect to transportation of persons was ordered be- 
cause of a lack of adequate equipment for such transport. 
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Air Transportation 
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Air Certificate Applications 


Applications for air transport certificates are being received 
py the Civil Aeronautics Board in increasing numbers each 
week, according to employes in the C. A. B. docket section. 
The following new applications have been filed: 

No. 957, Lincoln Air Lines, Inc., New York, N. Y.; trans- 
portation of persons, mail, baggage and express by helicopter 
or similar aircraft, over routes serving, in addition to various 
cities in New York, the cities of Atlantic City, N. J., and 
‘Washington, D. C. The application shows that Bernard J. 
Friedman, president and principal stockholder of the applicant, 
owns a minority of the stock of Lincoln Transit Co., Inc., a 
motor common carrier operating between New York and 
Atlantic City, and Manhattan Transit Co. and Manhattan Coach 
Lines, Inc., bus lines operating between New York and Paterson, 


de 

. No. 958, John C. Van Son, Kenmore, N. Y.; transportation 
of persons, property and mail by helicopter between Buffalo, 
N. Y., and Niagara Falls, Ontario, via Grand Island, N. Y., 
and Niagara Falls, N. Y. Applicant is president of Grand 
Island Transit Corporation, a bus line operating between Buffalo 
and Niagara Falls, N. Y. 

No. 959, John C. Van Son, Kenmore, N. Y.; transportation 
of persons, property and mail by helicopter between Buffalo 
and Niagara Falls, N. Y. 

No. 960, Logan Williamson Bus Co., Logan, W. Va.; trans- 
portation of persons, property and rail between specified points 
in West Virginia and Kentucky, by helicopter or other air- 
craft. Applicant is motor common carrier of passengers, mail 
and express between points in West Virginia and Kentucky. 


Liquid Commodities by Plane 


No. 961, Coastal Tank Lines, Inc., York, Pa.; call-and- 
demand transportation of liquid commodities (organic or in- 
organic) in bulk between any and all points in the United 
States, Alaska, Canada and Mexico. Applicant says it proposes 
to operate cargo aircraft capable of transporting pay loads of 
liquid commodities approximating 24,000 pounds or 3,500 gal- 
lons, and that its engineers have “given study” to development 
of a compartment tank with the necessary pumping devices 
attached, designed particularly for the safe movement of all 
kinds of liquid commodities by aircraft. Applicant says it has 
transported liquid commodities in tank trucks for 12 years 
and that it now has a tank truck fleet of over 175 units. 

No. 962, Pierce Auto Freight Lines, Inc., Medford, Ore.; 
non-scheduled transportation of persons, express and freight 
between points in Oregon and points in California, using 
helicopters or similar equipment. Applicant says the proposed 
air service would be auxiliary to its present auto freight service, 
in which it operates 65 units of equipment. 

No. 963 Mohawk Lines, Inc., Cresskill, N. J.; transportation 
of persons, property and mail by helicopter or similar aircraft 
over routes between specified points in New York, New Jersey 
and Pennsylvania, and Baltimore, Md., and Washington, D. C. 
Benjamin Casser, president and principal stockholder of appli- 
cant, owns minority stock in Lincoln Transit Co., Manhattan 
Coach Lines, Inc., and Manhattan Transit Co., referred to in 
the application in No. 957. 

_ No. 964, Transcontinental & Western Air, Inc., Kansas 
city, Mo.; amendment of certificate for route No. 2 so as to 
include Wilmington, Del., as intermediate point between Harris- 
burg and Philadelphia, Pa. 

No. 965, Braniff Airways, Inc., Dallas, Tex.; application 
for exemption order authorizing air transportation of persons, 
property and mail to and from Nuevo Laredo, Mex., as co- 
terminal on route No. 50, pending decision by board in No. 949 
(see Traffic World, July 31). 

No. 966, Transcontinental & Western Air, Inc.; amendment 
of certificate so as to add Morgantown, W. Va., as interme- 
diate point on route 61 (between Dayton, O., and Washington, 
D.C., via Wheeling, W. Va.). 

No. 967, Frisco Transportation Co., St. Louis, Mo.; trans- 
portation of persons, mail and property (express—air freight) 
over nine routes between specified points in Missouri, Kansas, 

ma, Mississippi, Florida, Tennessee, Texas and Okla- 
homa. The applicant states in the application that it is a 
armed subsidiary of the St. Louis & San Francisco 
ad. 

No. 968, LeFors Brothers, Phoenix, Ariz.; transportation 
of passengers and property between specified points in Arizona, 
ew Mexico, California and Texas. Applicant says it is not 
how a holder of an air transport certificate. 
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No. 969, American Airlines, Inc.; scheduled air transpor- 
tation of persons, property and mail between Syracuse, N. Y., 
and Ottawa, Ontario, Canada, as extension of route 7, from 
Washington, D. C., to Syracuse. 

No. 970, American Airlines, Inc.; scheduled air transpor- 
tation of persons, property and mail from Syracuse, N. Y., to 
Montreal, Quebec, Canada, via Watertown and Massena, N. Y., 
as extension of route 7. 

No. 971, Raymond I. Petersen, dba Ray Petersen Flying 
Service, Anchorage, Alaska; for amendment of certificate for 
route between Platinum and Anchorage, so as to authorize 
transportation of mail. 

No. 972, Claudus W. Carter and A. Sanford Limouze, part- 
ners dba Texas Airlines, College Station, Tex.; transportation 
of passengers, mail and property with use of autogiros, heli- 
copters and conventional planes over routes serving about 60 
cities and towns in Texas, as feeder routes to those of existing 
airlines, totaling about 3,300 miles in length. 

No. 973, All States Freight, Inc., Akron, O.; transportation 
of mail and property between Boston, Mass., and Washington, 
D. C.; between Boston and Minneapolis, between New York 
City and St. Louis, between Boston and Louisville, and be- 
tween New York City and Davenport, Ia. Applicant says it is 
now operating as a motor common carrier of general commodi- 
ties and that it has an application for motor common carrier 
rights pending with the Interstate Commerce Commission in a 
proceeding docketed as MC 59852. 


Future of Air Transport 


Chairman Pogue, of the Civil Aeronautics Board, in an 
address Aug. 3 before a meeting at Tulsa, Okla., sponsored by 
the Chamber of Commerce of that city, predicted that after the 
war there would be great increases in the number of schedules 
on the “trunk-line” air carrier services and expressed certainty 
that there would be, also, “‘an extension of benefits of air trans- 
portation to the small cities of the United States.” 

He included in the “small cities” category those of about 
5,000 population and over, explaining that this was a “rule of 
thumb” -classification, since such cities in some thickly popu- 
lated parts of the country might have several more thousands 
within a few miles of its border. 

“When I speak of air services to small cities,” he said, 


-“T am thinking as much of services between small cities as I 


am of services from the small city to a point on a trunk line 
where traffic from the small city is supplied to that trunk line. 
As a matter of fact, the traffic between small cities may be 
much larger in course of time than the traffic fed into the 
trunk lines from the small cities.” 

He said there had been a tendency to refer to all air serv- 
ices to small communities as feeder services. That term, he 
added, had never been defined in any official way and, for that 
reason, might be misleading. 

By serving the large cities first, the air carriers were able 
to make comparatively rapid progress toward financial self- 
sufficiency and independence of government support, he said. 

“But it now appears,” he continued, “that the time has 
come when it may be possible to extend the benefits of air 
transportation beyond the ‘big city’ system without too great a 
cost to the government. This is true partly because of the 
great technical advances in the art of aviation. . . . It is also 
true because the people are becoming air-minded... .” 


Cc. A. B. Investigation and Hearings 


Mr. Pogue discussed plans of the C. A. B. in connection 
with an investigation it had instituted last March into local- 
feeder-pickup service to determine the propriety of extending 
air transportation to points that might not now appear war- 
ranted under usual economic considerations. The board hoped 
that all those interested and in a position to contribute some- 
thing to the study of this problem, involving preparedness for 
small city air transport expansion, would participate in the 
proceeding, he said, and he stated that public hearings in the 
case would be held “this fall” before an examiner of the board. 

He outlined considerations relating to the development of 
airplane types suitable for small-city service and said he hoped 
the aircraft industry would “present to the nation” such planes 
at the close of the war. 

Successful use of helicopters in air transport would de- 
pend largely on production of types that would carry sizeable 
payloads, he said, adding that “in any event, we can hardly 
afford to rely solely on the helicopter as the complete solution.” 


Many Airports Needed 


“We need airports—hundreds of them—if the full benefits 
of air transportation are going to be extended to our small 
cities,” he said. “While we now have nearly 3,000 classified 
airports, we are still 1,000 short of a pre-war plan of the 
Civil Aeronautics Administration for 4,000 airports designed 
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to serve what was then thought to be our immediate needs. 
. . . Having the aircraft and the airports ... all of us must 
face clearly the probability that any extensive expansion of 
such air services will necessarily involve considerable support 
of public funds. . . . Development of these services . . . should 
be in accord with a well-worked-out national pattern. .. . 
In our small city services we must, as we did in our trunk- 
line services, look forward to the time when they will be self- 
sustaining and strive to accomplish that goal at the earliest 
possible time.” 

Small-city air mail service would require two schedules a 
day, he suggested. He estimated that “under existing economic 
considerations it would cost the government possibly $18,000,- 
000 a year for a 50,000-mile expansion of pickup services offer- 
ing one round trip a day, and the cost for two round trips a 
day would be substantially more.’ The extent to which differ- 
ences between operating cost and commercial revenue of pas- 
senger-carrying lines would have to be made up in mail pay 
was a question to be decided, he added. 


Problem of New Carriers 


Whether extension of service to small cities should be 
made by existing air carriers or by new and small carriers 
rooted in the locality they were to serve was another problem, 
he said. Present carriers had much valuable experience they 
could contribute to small town services and there was much 
to be said for their operation of such routes, but it seemed 
clear that the smaller carriers would develop a preponderant 
amount of purely local traffic between small cities and there 
seemed to be some advantage in giving opportunities to new 
enterprise “rooted in local pride,” he said. However, he added, 
all domestic air transport certainly was not “ a closed club.” 
He said new faces and new blood must be allowed to take 
part in air transport development, including service between 
small cities. He averred that ‘a post-war world in which the 
airways would carry at least all first-class mail which would 


have its delivery speeded by air seems a naturally progressive 
step.” 


Air Express Rates 


In an address before a meeting at Oklahoma City, Okla., 
Aug. 2, sponsored by that city’s Chamber of Commerce and the 
National Aeronautic Association, Mr. Pogue asserted that air 
express rates in the past had been too high and expressed a 
belief that substantial rate reductions would result in much 
greater volume of air express. 

Speaking on the subject “Merchandising by Air,” he said 
that “if air transportation today can develop nearly thirty 
billion pound-miles of express at a rate of 80 cents a ton-mile, 
I believe it is clear that a rate of 30, then 20, then possibly 
15 cents a ton-mile will develop air cargo to a point where the 
most sanguine enthusiast for air transportation will take pride 
in describing its volume in terms of ton-miles.” 

“Air cargo carriage was, before the war, largely a by- 
product of the other services of the air carriers,” he said. 
“For years the air cargo rates were in excess of 80 cents a 
ton-mile. Freight is carried by rail in less-than-carload ship- 
ments at an approximate average rate of 3.29 cents a ton-mile 
with some individual rates going considerably higher. Truck- 
ing rates average nearly 4 cents a ton-mile. Rates for carload 
shipments by rail are less than one cent a ton-mile, and the 
cost of ocean shipping is considerably less than that. Prior to 
the war ... no attempt had been made by reducing express 


rates to fill the large amount of idle capacity existing on pas- 
senger and mail planes. 


“In 1941, the grand average load factor of our domestic 
air lines was approximately 60 per cent. Less than 2 per cent 
of the load actually carried consisted of express. The total 
idle capacity flown by the domestic air transport system during 
1941 was approximately 74,000,000,000 pound-miles. This com- 
pared with a performance of about 10,500,000,000 pound-miles 
of express. Of course, this should not imply that all idle capac- 
ity could have been utilized by aircargo. Perhaps under normal 


- conditions an average load equal to 75 per cent of the total 
> possible load represents a maximum which cannot be exceeded 


without cutting the service to the public below reasonable 
adequacy on the more heavily loaded schedules. Time of dis- 
patch of express also affects the ability to utilize idle capacity. 


But there was, and there will be again, space which lower 
rates can help to fill.” 


He said that in the last 12 months, under the war stimulus, 
nearly 30,000,000,000 pound-miles of air express were carried 


* on U. S. domestic commercial air line services operating with 


only about one-half the pre-war equipment. He added that 
shippers were becoming acquainted with the advantages of 
shipping by air and that there was being built up a backlog of 
popular demand for air cargo services which would have to 
be met in full at the close of the war. Specially designed cargo 
planes were being produced, and “the now cargo-conscious air 
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carriers” recently had reduced their rates by about 10 or 1 
per cent, thus lowering shipping costs to the public on the 


basis of present volume by about a million dollars a year, he 
said. 


Outlook for Railroads 


“I am one of those who believes that the tempo of air 
transportation and the enlargement of markets made available. 
by it may well increase the heavy transportation business of 
our railroads,” he continued. 

In the future, “beyond any question of a doubt,” air cargo 
rates would come down drastically, he said, adding that the 
passenger and mail planes of the future would have not only 
lower operating costs but also greater passenger-revenue pro. 
ducing facilities. 

He discussed such prospective advantages of air transport 
as direct origin-to-destination service over land and ocean, speed 
in shipment of perishables, etc. He suggested that develop. 
ments in the dehydration of food promised concentrated and 
highly valuable cargo for air in the future. Packing require. 
ments for air transport need not be so stringent as for other 
means of transport, he said. He stated that the naval air trans. 
port service had taken shipments arriving at its bases by sur. 
face means and repacked them for air transport, and that the 
repacking had resulted in substantial reductions in the weight 


of the packed articles, with an average saving of 15 per cent 
in shipping weights. 


Cc. A. B. ON PUTNAM DIRECTORSHIPS 
The Civil Aeronautics Board, by an order, has approved’ 
an application by Carleton Putnam and the Chicago & South- 
ern Air Lines, Inc., for authorization of the holding by Mr. 
Putnam of the positions of president and director of the Chi- 
cago & Southern Air Lines and director of Air Cargo, Inc. 


MATERIALS FOR AIRCRAFT 

The War Production Board has announced it has set up 
machinery to provide essential civilian aircraft with sufficient 
supplies to keep them in proper repair and in operation. 

“This action, contained in an amendment to preference 
order P-47, permits the assignment of preference ratings and 
the allotment of controlled materials necessary for the opera- 
tion of commercial air liners, planes of the War Training 
Service, and Civil Air Patrol aircraft,” it said. 

“The amendment also provides a means by which air- 
craft components, including controlled materials, may be di- 
rected to the operators properly entitled to receive equip- 
ment which has been set aside for them by the Aircraft Re- 
sources Control Office and the Joint Aircraft Committee. 

“Moreover, the order has been enlarged in scope so that 
instead of merely covering airlines as originally, it now covers 
all essential civilian aircraft. Other changes were made in the 
order to make it conform to the controlled materials plan.” 


AIR SAFETY RECORD 


“The safety record of America’s domestic air carriers is 
greater today than at any time in the history of commercial 
aviation,” says Edgar S. Gorrell, president, Air Transport Asso- 
ciation of America. 

“During the first half of the calendar year 1943, the do- 
mestic air carriers flew about 725,000,000 revenue passenger” 
miles without a fatality. They carried more than 1,500,000: 
revenue passengers. 

“Without about half their pre-war equipment in strictly 
military operation, the domestic carriers are turning in startling 
achievements in moving vital war essentials. Air express car- 
ried during the first six months this year jumped 51 per cent 
over the like period a year ago. Estimates show 7,172,153 ton 
miles of air express were flown in the first half of this year, 
compared with 4,739,993 ton miles in the like six months in 
1942. Air mail ton miles flown are estimated at 16,877,5%, 
compared with 723,463 in the first half of 1942, a gain of 9% 
per cent. 

“Although equipment is being flown more than ever before, 
it is being guarded more carefully than ever. The highest de- 


gree of maintenance and surveillance exists throughout the 
entire industry.” 


INTERNATIONAL AIR TRANSPORTATION 


C. Bedell Monro, president of the Pennsylvania-Central 
Airlines Corporation, in an address before the Chicago Engl- 
neers Club, Aug. 3, at Chicago, contended that if international 
air carrier operations after the war were permitted to take 
the form of a monopoly the result would be that American 
aviation would be stultified “at a time when the air transport 
industry has demonstrated that its leadership and development 
under a program of regulated competition affords the nation 
the highest degree of security at all times.” 

He referred to the five-point declaration of policy recently 
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announced by spokesmen for 16 major airlines (see Traffic 
World, July 24, p. 192) as “the Magna Carta of American 
aviation.” That program, he said, was “the most significant 
step yet taken to formulate an intelligent and coordinated 

st-war program designed to maintain American air supremacy 
through the years.” ; 

Mr. Monro said that Chicago could and should be one of 
the great focal points of post-war aviation, both for domestic 
traffic and for international airways. : 

“The trans-polar and the Alaskan-Siberian routes natu- 
rally will find a major midwestern terminal and Chicago is 
ideally situated to take advantage of its strategic position in 
this regard,” he said. 

He asserted that the war had demonstrated that America 
needed and must have regulated competition in the international 
field in the post-war era. 

“We have established the outposts of the world of to- 
morrow,” he said. “In the immediate post-war period these 
reat trans-oceanic routes must be maintained to take relief 
and rehabilitation materials speedily to the striken and war- 
blighted lands of the earth. They must then be devoted to 
the peaceful commerce of the skies and the peaceful inter- 
communication of peoples to the end that we never again will 
hear the terrible concussions of bombs splitting the cities of 
the world in hatred and madness.” 
























0. D. T. Rate Functions 


Speaking as the “deputy” of and the “proxy” for Director 
Eastman of the Office of Defense Transportation before the 
Transportation Club of Atlanta, August 2, G. Lloyd Wilson, 
director of the division of rates of the O. D. T., described 
results obtained from the O. D. T.’s merchandise and carload 
traffic orders and outlined the functions of its rate division. 

He said “voluntary cooperation on the part of shippers 
and carriers had made excellent progress in the fast loading 
and unloading of cars as well as in the heavier loading of rail- 
road equipment in 1941,” but that O. D. T. general order No. 1, 
setting minimum loads for merchandise cars, was issued in 
March, 1942, “in order better to mobilize this voluntary co- 
operation,” and that general order No. 18, requiring maximum 
loading of carload freight, was issued in October, 1942, “in the 
belief that the shippers who were voluntarily contributing to 
car conservation should have the assurance of knowing that 
others who did not wish to volunteer to cooperate would not 
be able to take unfair advantage of the situation.” General 
order No. 1 had resulted in the saving of about 65,000 cars a 
week, he said, while the improvement in average loading re- 
sulting from general order No. 18 had been all that was “hoped 
for and expected.” He described studies under way by O. D. T. 
to reduce freight delays by the systematic use of empty cars 
in the direction of their normal empty movement for the han- 
dling of through overhead freight and the establishment of 
regularly scheduled through overhead merchandise cars. 

As to rates, he said the O. D. T. had “no powers with 
respect to rate making,” that its functions were “to consult 
with government agencies to determine what rate changes if 
any are necessary and desirable because of changed conditions 
produced by the war and to request the carriers to make such 
rate adjustments as are believed to be necessary and desirable 
in the light of war conditions.” The O. D. T., he continued, 
was “not empowered to compel either government departments 
to accept its views nor to coerce the carriers to adjust their 
rates in conformity with its views.” Representatives of the 
0. D. T., he said, had to “plead its case sufficiently well to 
persuade the government departments where necessary to 
adapt their proposals so that they may be equitable, all con- 
ditions considered, and induce the carriers to accede to their 
reasonable requests.” 

He said the war had made rate changes necessary because 

of changes in traffic volume which tended “to alter unit costs 
of performing transportation service”; changes in the direction 
of traffic flow; changes in quantities in which goods were 
shipped, ‘brought about by rationing and allocation of scarce 
and critical materials; diversion of traffic from one form of 
transportation to another; storage in transit made necessary 
by war conditions; the handling of so-called “frustrated” 
freight; establishment of new plants where rates were not 
available ; removal of plants to interior zones for protection; 
the rise of “ersatz” or substitute commodities; the development 
of new commodities nor formerly moving in quantity; conser- 
vation and salvage program, including the collection of used 
cans for detinning, and other causes. 
; He said the O. D. T. had had the “whole-hearted coopera- 
tion” of the carriers in rate negotiations, which did not mean, 
however, that there were not “reasonable differences or opin- 
lon,” and that all requests had been granted. Generally, how- 
ever, he said, the proposals had been approved. On war-time 
Tate regulation, he said: 
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In the regulation of rates in war time, the governmental agencies 
interested in the procurement of goods and transportation service have 
the responsibility of representing the government interests in rate 
matters, with due regard to the preservation of adequate and economi- 
cal transportation services. Government regulatory commissions, 
charged with the responsibility of regulating the services and rates of 
carriers, have the responsibility of viewing the rate structure of the 
country as a whole and the rates upon individual commodities in the 
light of war conditions—conditions which distort commercial and car- 
rier relationships from their normal perspective. The freight rate 
structure must be kept flexible so as to be adaptable to war conditions 
and the problems arising in a war economy, within the framework of 


the transportation policy of the Congress as expressed in the inter- 
state commerce act. 


0. D. T. Motor Orders and Permits 


To make specific the authority of regional and district 
managers of the division of motor transport, Office of Defense 
Transportation, to issue special permits under provisions of 
O. D. T. motor equipment conservation orders applicable to 
private carrier, common carrier and local cartage operations, 
Director Arnot of the O. D. T. division of motor transport 
has issued supplementary administrative order O. D. T. 1-4. 
Mr. Arnot said the administrative order also was designed to 
clarify the procedure under which the regional and district 
managers might exercise the authority delegated to them. 

Use of the special permit system, Mr. Arnot has pointed 
out, enables the regional and district managers of the motor 
transport division to deal with problems encountered by indi- 
vidual motor operators in efforts to comply with the O. D. T. 
motor conservation orders (see Traffic World, July 31, p. 264). 
The material provisions of supplementary administrative order 
1-4 are as follows: 


Each regional manager and each district manager, of the division 
of motor transport, Office of Defense Transportation, within his re- 
spective region or district, is hereby authorized to execute and issue, 
in his discretion and subject to such terms and conditions as he may 
prescribe, and in the name of the director of the Office of Defense 
Transportation, special permits as provided by section 501.8 of general 
order O. D. T. 3, Revised, as amended; section 501.24 of general order 
O. D. T. 6A, and section 501.71 of general order O. D. T. 17, as 
amended, or as hereafter revised, reissued or amended. 

The exercise of the powers and authority conferred by this order 
shall be subject to the general control and supervision of the director 
of the Office of Defense Transportation and the director, division of 
motor transport, Office of Defense Transportation. 


Director Eastman, of the O. D. T., has issued general per- 
mit O. D. T. 17-27, wholesale deliveries of meat, and general 
permit O. D. T. 17-28, retail deliveries of bread and perishable 
bakery products, to conserve motor transportation facilities in 
the eastern gasoline shortage area. The permits limit the num- 
ber of deliveries. 

The O. D. T. has announced approval of an agreement of 
seventeen dairies operating in the Watertown milk marketing 
area in New York to restrict deliveries. 

By supplementary order O. D. T. 3, revised 49, the O. D. T. 
has approved a joint action plan submitted by Wilson Storage 
& Transfer Co., of Sioux Falls, S. D., and Buckingham Trans- 
portation Co., of Rapid City, S. D., coordinating certain of their 
operations between points in South Dakota, Minnesota, Iowa, 
Nebraska, and Wyoming, as well as certain local pick-up and 
delivery services. O. D. T. estimates that more than 250,000 
truck miles will be conserved annually as a result of the plan. 


oO. D. T. RAIL ORDER 


The Office of Defense Transportation has issued special 
order O. D. T. R-5, directing the Louisville & Nashville Rail- 
road to establish three passenger train schedules daily, except 
Sunday, in each direction, between Knoxville and a point near 
Elza, Tenn. The O. D. T. said the purpose of the order was 
to provide transportation for workers employed in a defense 
project near Elza. 


0. D. T. MERCHANDISE DELIVERY ORDER 


Merchandise ordered by mail or telephone might be de- 
livered, effective Aug. 5, without regard to the size and weight 
restrictions in effect in the eastern gasoline shortage area, the 
Office of Defense Transportation announced Aug. 4. It said: 


Modifications of the size and weight limitations were made also for 
(1) deliveries of property, such as gifts, to the address of a person, 
other than the purchaser, ‘‘which person is to retain possession of the 
property,’’ and (2) deliveries made to return or replace property 


delivered in error, or property damaged in delivery. For all other 
deliveries, not otherwise exempted, packages must exceed five pounds 
in weight or must exceed 60 inches in length and girth combined to 
qualify for delivery. 

Size and weight restrictions were imposed in the eastern area 
June 18 because of the gasoline emergency. 

Permission to relax the size and weight limitations in the cases of 
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mail and phone orders was granted in recognition of the fact that many 
war workers are unable to shop in person without being absent from 
the job. 

Retailers assured the O. D. T. that while the relaxation will be 
of great assistance to these war workers, as well as incapacitated 
persons and others unable to shop in person, the volume of such 
orders is so comparatively small that it will not result in any increase 
in delivery mileage. 

In consideration of these factors, O. D. T. officials, in adopting 
Amendment 5 to General Order O. D. T. 17, held that the main objec- 
tive of motor conservation is retained and absenteeism for reasons of 
shopping may be reduced. 


Length of Trains 


On petition of the Office of Defense Transportation that it 
take such action as it deemed necessary, the Commission, divi- 
sion 3, has issued service orders Nos. 140 and 141, suspending 
employer-employe agreements, interpretations of said agree- 
ments, or practices established thereunder, limiting the length 
of trains in California and in Arizona. The orders were made 
effective July 31, to remain in effect “during the war in which 
the United States is now engaged. . .” Each order also carries 
the provision that it “shall not constitute a precedent for peace 
time operations.” 

Service order No. 140 suspends agreements between the 
Santa Fe and the Union Pacific and certain of their operating 
employees, or employees’ representatives, limiting the length 
of freight trains operating from Summit to San Bernardino, 
Calif., to 50 loads or equivalent, and any other restriction limit- 
— length of trains between Barstow and San Bernardino, 


Service order No. 141 suspends agreements between the 
Santa Fe and its employes, limiting to 2,900 tons trains drawn 
by two locomotives between Winslow and Seligman, Ariz., and 
between Seligman and Needles, Calif. 

_ The orders directed the affected railroads to operate their 
trains ‘when necessary for the prompt and expeditious move- 
ment of intrastate and interstate freight without regard to any 
provisions of any agreements or interpretations thereof or 
practices established thereunder. . .” 

At the office of the O. D. T. it was said that the state 
legislature of Galifornia had authorized the California Railroad 
Commission in February to relax rules governing the operation 
of trains, and that on July 1 the California commission had 
issued an order permitting the railroads to relax the rules, but 
only in specific cases (which the O. D. T. interpreted to mean 
that each train was to be considered a “‘case’’), each case to be 
determined by whether or not crews were available. Both 
O. D. T., and the Commission, it was said, had considered the 
plan unworkable, and that the two service orders had conse- 
quently been issued. 

It was pointed out that the controversy grew out of the 
challenge of the railroad brotherhoods of the Commission’s 
power to issue service order No. 85 requiring railroads to dis- 
regard state laws limiting the length of railroad and passenger 
trains when necessary for the prompt movement of freight and 
the clearing or avoidance of congestion by either freight or 
passenger trains (see Traffic World, July 24, p. 1943). Four 
of the brotherhoods have filed a joint brief in support of their 
petition in Ex Parte No. 156, In the Matter of Service Order 
No. 85, challenging the Commission’s power. The principal 
Arizona and Oklahoma railroads have filed a brief contending 
that the service order was lawful, valid, and proper. 

Four railroad brotherhoods representing the conductors, 
engineers, firemen and trainmen, have filed an answer to the 
brief on behalf of the principal Arizona and Oklahoma rail- 
roads in Ex Parte 156, in which they posed for questions as to 
the power of Congress to make regulations directly affecting 
the movement and handling of trains in interstate commerce, 
whether Congress might delegate that power to the Commis- 
sion, whether it had actually done so, and whether, in entering 
service order No. 85 the Commission had acted in conformity 
with the authority delegated to it by Congress. 


Congress, the brotherhoods said, had not delegated author- 
ity as to regulation of the length of trains and that “our posi- 
tion of course is that the Commission in entering service order 
No. 85 acted beyond its authority.” They said that the carriers 
had asserted that service order No. 85 actually responded to 
paragraphs 15 and 16 of section 1 of the act. Paragraph 16, 
they said, applied to diversion or re-routing of traffic and af- 
forded no ground for the regulation of train lengths, and that 
the order did not respond to either of the named paragraphs. 
The brotherhoods referred to their opening brief for a full 
mage ag of these paragraphs (see Traffic World, June 19, 
p. ‘ 

The reply of the principal Arizona and Oklahoma railroads 
to the original brief of the four brotherhoods in Ex Parte 
No. 156 said that there were two “significant features” of 
the brief in that it had failed to state correctly the real 
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question of law presented in the proceeding, and had failed 
completely to consider paragraph 16 of the act, despite “its 
direct bearing on the power exercised by the Commission in 
entering service order No. 85.” The real question of law 
the reply said, was whether the Commission had power, j, 
emergency, to suspend or direct the railroads to disregard any 
or all regulations or rules of whatever character, the obsery. 
ance of which obstructed or impaired the rendition of ¢ap 


service or caused carrier inability with respect to the proper includ 
handling and movement of traffic. faulty 
The petitioners had presented no valid reason why the § PU“ 
Commission should conclude that the laws of Oklahoma ang 
Arizona did not constitute a regulation with respect to cay 
service, which the Commission had full power to suspend ang T 
set aside under paragraph 15 of the car service paragraphs, servat 
said the carriers, and added that the proviso to paragraph 17 § Neb, 
of the car service provisions, “which in effect denies the police § 27¢5- 
power of states to require just and reasonable freight ang Su 
passenger service for intrastate business, when inconsistent oe 
with any lawful car service order of the Commission,” con. |“ _ 
firmed the Commission’s power in the premises. Jacks0 
The attorney general of Oklahoma has filed a brief with } daily. 
the Commission in Ex Parte No. 156, in which he contends Su 
that “the authority of the Commission to issue service order } erator: 
No. 85 is not clear,” that the sovereignty of the state of } than 9 
Oklahoma has been unlawfully invaded by the issuance of Su 
said order, and that it should be vacated. po 


Section 1 (15) of the act grants the Commission emergency 
powers, but those emergency powers are with reference to 
“car service” as defined by the act, says the brief, adding 
that subdivisions (a) and (b) “properly construed, do not 
authorize the Commission to regulate the length of trains, 
or to set aside valid state laws regulating the length of the 
trains.” Section 1 (16), it says, does not grant the Commission 
the power to regulate the length of trains. It relates to the 
re-routing of traffic when the initial carrier is unable properly 
to serve the public, and to the “use, control, supply, move- 
ment and distribution” of locomotives, cars and trains, and 
not to their length, says the brief. 

As to the effect of the enforcement of Oklahoma’s train 
limit law on the war effort, the brief says that “we have 
satisfied ourselves by conferences with patriotic railroad men 
of long experience that it would not. They assert that trains 
in excess of 70 cars slow down traffic and that service order 
No. 85 does not facilitate traffic through the state of Oklahoma. 





We are satisfied that in making these representations to us | S#d 
these men have no desire to impede the war effort.” oe 
TRUCK JOINT ACTION PLANS oe 

By supplementary order O. D. T. 3, revised-48, effective | the ; 


Aug. 5, the Office of Defense Transportation has approved a 
joint action plan submitted by the Viking Freight Co. of St. 
Louis, Mo., and Hayes Freight Lines, Inc., of Mattoon, Ill, 
providing for coordination of operations between St. Louis and 
points in Illinois. The O. D. T. said it was estimated the plan 
would save more than 140,000 truck miles annually. 


BUS CONSERVATION ORDERS 

By an amendment to special order O. D. T. B-9, the 
Office of Defense Transportation has extended to May 15, 1944, 
the joint action plan for Northern Trails, Inc., and All-American 
Bus Lines, Inc., both of Chicago, Ill. Under the plan as 
amended effective Feb. 6, Northern Trails was directed to 
suspend services between New York city and Chicago via 
Breezewood, Pa.; between Emmitsburg, Md., and Pittsburgh, 
Pa.; and between Emmitsburg and Chicago, via Ft. Wayne, 
Ind., until May 15, 1943. A yearly saving of more than 800,000 
bus miles will result from continuing the suspension, says 
oe =. 


W. P. B. AND TRANSPORTATION 

In a monthly report on munitions production, Chairman 
Nelson, of the War Production Board, said that in the domestic 
transportation picture, the facilities available had continued to 
perform well in moving the enlarged traffic volume. Cooperation 
of shippers as well as O. D. T. control measures had assisted 
making this realization of near-capacity operations possible, 
said he. Effective repair operations, he added, had returned 
large numbers of cars and locomotives to service and had re 
duced bad order reserves to minimum levels. 

Merchant ship deliveries in June were down about 100,00 
deadweight tons from the May record of 1.8 million, said he. 
This program, however, he continued, was in a favorable pos! 
tion so far as the major types were concerned, and the 1 
objective for these vessels in all likelihood would be met. Cumus 
lative deliveries of merchant vessels of all types for the 
year amounted to 8,675,000 deadweight tons, of which 8,450, 
tons were of major types. 
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August 7, 1948 


Chairman Nelson said the volume of airplane production 
fell considerably short of expectations in June. The increase 
over May was 3 per cent on a weight basis, compared with an 
advance of 10 per cent or more in each of the preceding four 
months. Total acceptances, while over 7,000, rose only slightly 
in number from May to June, said he. He said the slackened 
rate of increase in aircraft production in June could be traced 
to concrete and in large part remedial causes. These causes 
included interruption to production due to design changes, 
faulty performance of certain parts, and labor shortages in 
particular plants. 











TAXICAB CONSERVATION ORDERS 


The O. D. T. has issued four orders under its taxicab con- 
servation program, approving joint action plans for Omaha, 
Neb. and for the Jackson, Aberdeen, and Columbus, Miss., 


areas. 

SuppImentary Order O. D. T. 20A-3 authorizes coordinated taxicab 
services in Omaha, Neb., which, it is estimated, will result in a saving 
of 1,500,000 miles a year. 

Supplementary Order O. D. T. 20A-4, affects five companies in the 
Jackson, Miss., area, and involves an estimated saving of 900 miles 

ily. 
” Supplementary Order O. D. T. 20A-5 applies to eleven taxicab op- 
erators in the Columbus, Miss., area, and O. D. T. estimates that more 
than 900 miles a day will be saved under the plan. 

Supplementary Order O, D. T. 20A-6 coordinates the service of four 
operators in the Aberdeen, Miss., area, and provides for a mileage 
reduction of 41 per cent, or 250 miles daily. 





















CHICAGO JOINT INFORMATION OFFICE REPORT 


The Chicago truck joint information office reports that, in 
the five-week period ending July 24, it furnished equipment to 
transport 12,202 tons of freight outbound, 290 tons less than in 
the previous five-week period. The total number of 10-ton 
traffic units registered at the office in the five-week period was 
2316, compared with 2,580 for the previous period; total units 
registered for loads, 1,744, compared with 1,820 for the pre- 
vious period; units loaded through the office, 1,202, compared 
with 1,231 for the previous period; clearances issued to points 
of loading, 3,949, compared with 4,806 for the previous period. 

The report included a statement by Frank Purse, district 
director at Chicago for the Commission’s bureau of motor car- 
riers. He said he continued to receive complaints from motor 
carriers that connecting lines refused to accept interline ship- 
ments, chiefly in connection with less truckload traffic. He 
said that at present there was not much motor carrier traffic 
congestion in the area, and “for this reason it appears that any 
previously claimed justifications for refusing interline ship- 
ments are now substantially without basis.” He said that mo- 
tor carriers found wilfully disregarding their obligation under 
the act to perform such services would be prosecuted. 


EASTMAN AND CIVILIAN REQUIREMENTS 


Vice Chairman Arthur D. Whiteside, of the War Production 
Board, has announced that the Office of Civilian Requirements 
has submitted to the W. P. B. a tentative program for pro- 
duction of “essential consumer goods necessary for the effi- 
cient functioning of the civilian economy” and that policies 
for carrying out such a program have been adopted by a 
civilian requirements policy committee, one of whose members 
is Director Eastman, of the Office of Defense Transportation. 

Recommendations by the O. C. R. would be studied by the 
W. P. B. requirements committee, and the latter group would 
decide what materials could be spared for carrying out the 
0. C. R. proposals, Mr. Whiteside said. He stated that the 
fact that certain essential articles would be produced did not 
mean that the O. C. R. intended, “because of the critical 
materials required,” to reopen substantial manufacture of many 
items formerly produced for civilians. Policies adopted by 
the civilian requirements policy committee, it was shown, 
included the considerations that “adequate repair parts, re- 
placement parts and labor must be made available to main- 
lain existing essential equipment in the hands of civilians in 
operating condition” and that “the distributive and service 
ttades must be maintained to the extent necessary to make 
essential goods and services available to civilians when and 
where needed.” 










































RUBBER PROGRAM PROGRESS 


Chairman Nelson, of the War Production Board, in a 
statement reviewing the war facilities program, said that, only 
3 per cent finished a year ago, the synthetic rubber facilities 
Program was 15 per cent in place at the beginning of 1943, 
and had risen to 61 per cent by the end of June. While only 
ib) per cent of the federally financed synthetic rubber program 
Was in place on Jan. 1, said he, construction and equipment 
deliveries moved rapidly ahead to the favorable position they 
ocupied at the end of June after receiving preferential treat- 
ment for components. 













Gasoline Rationing 


“The oil transportation problem has been about whipped,” 
said Petroleum Administrator Ickes at a hearing before the 
joint Congressional committee on rationing in Chicago, August 

The petroleum problem now revolved around insufficient 
production and increased needs of the armed forces, said he, 
and the time was nearing when “the supply of gasoline should 
and must be equalized throughout the nation east of the Rocky 
Mountains.” The Administrator appeared before the committee, 
he said, to fulfill a promise made to it some weeks ago when 
he said he would take no action toward a curtailment of civilian 
gasoline consumption outside of the eastern states until he had 
presented the matter to the committee and submitted to its 
questioning. 

The shortage of gasoline in the east, so far, “has been due 
to a war-created transportation deficiency” resulting from the 
divergence of ocean tankers to war assignments, he said. In 
the middle-west and southwest, he added, there had been no 
shortage of petroleum transportation, despite the removal of 
some 50,000 tank cars from those areas to the movement to the 
east. Now, he added, there was not “merely a geographical 
deficiency of oil due to transportation, but an actual shortage 
of oil itself.” This was due to the fact that in “the last four 
years we have used our known reserves much faster than we 
have discovered new sources,’’ and because the present rate of 
civilian and military consumption exceeded production. 

Transportation facilities for moving petroleum and products 
from the southwest and the middle-west to the east “have 
risen to a point where more oil can now be moved out than can 
be made available at the present level of consumption,” he 
said. Referring to the “whipping” of the oil transportation 
problem, he said: 


The only way that it has—or could have been—accomplished has 
been by a complete reshuffling of the normal petroleum distribution 
system in all of the United States east of the Rocky Mountains. Dealer- 
customer relationships of many years standing have had to be up- 
rooted. Local and regional distribution patterns have had to be thrown 
away and done over. Normal movements of oil have been reversed. 
Many movements have been stopped altogether. To give an idea of 
the size of the job, it may be pointed out that this has involved the 
rearrangement of the pattern of distribution of more than 3,000,000 
barrels of oil per day—and it has been done within the framework of 
free enterprise, under a program of government-industry teamwork. 

Because this job has been done, the time is now at hand when 
there is sufficient transportation to move oil out of the middlewest and 
southwest in large enough volume to equalize the supplies as between 
those regions and the east. Therefore, since the oil problem is a war- 
created problem, and since the war is properly the burden of all of 
the states, and all of the citizens of the Nation, it is perfectly logical 
and reasonable and fair that the burden be spread as equitably as 
possible. There could be no defense for leaving more oil in the middle- 
west and the southwest than is provided for the east, if the oil can be 
moved, and it can now be moved. 


Administrator Ickes and the deputy petroleum ddministra- 
tor, R. K. Davies, submitted to nearly two hours of questioning 
by a score of senators and representatives, members of the 
committee and others, who were present. He said, just before 
adjournment, that the session had not been as hot as he had 
expected. Nevertheless, there were a number of occasions when 
he struck sharply at his critics, and many others when he 
declined to answer on the plea that he would be discussing the 
functions of some other governmental agency. 


Most of the questioning had to do with the failure of the 
Office of Price Administration to permit an increase of 35 cents 
a barrel in the price of crude petroleum. Midwestern congress- 
men took the position that, had such an increase been allowed 
two years ago, production would have so increased that there 
would not now be a shortage. Administrator Ickes said that, 
as to that, “only God could tell, and I’m not God.” 


He was sharply criticized by a number of questioners, 
particularly Senator Wherry, of Nebraska, for not having more 
forcefully furthered the price increase proposal before the 
O. P. A. The senator said that, although the need for the 
increase had been voiced two years ago, the Petroleum Admin- 
istrator had not applied to the O. P. A. for it until April of 
this year. To this, the Administrator replied that the senator 
was speaking on assumption and through ignorance. He 
said he had made the first moves toward a price increase nearly 
two years ago, but that investigations needed to satisfy himself 
as to its need made it impossible to file the application until 
recently. It had been declined, and declined again on reopening. 
he said, and he expected next to take it up with the Board of 
Economic Stabilization; beyond that, if necessary, to Justice 
Byrnes. He said he saw no hope of anything being done if it 
should be turned down there. 


In response to a question by Senator Clark of Missouri, he 
said he would gladly accept an amendment to his proposal 
changing the word “equal” to “equitable,” since that was what 
he meant anyway. Senator Clark spoke for a group of govern- 
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ors and congressmen from eight midwestern states and presented 
a resolution adopted by the group asking for delay in rationing 
moves fot the midwest until a study was made of the ‘“disas- 
trous effects” reductions of gasoline allowances in those states 
would have “on the war effort and the general economy.” He 
said the people of the area were entirely willing to*accept a cut 
in ration allowance if it could be shown to be of help in the 
war, but that they resented what they conceived to be the 
“share the misery” attitude of the eastern states chiefly re- 
sponsible for the proposal. 


Among the statements made by Senator Wherry was one 
to the effect that, if it was the intention to equalize rationing 
of all commodities, it might be well to “equalize freight rates 
between the east, on the one hand, and the west, on the other.” 


There was a proposal that the committee adopt the same 
resolution adopted by the governors-congressmen group. It was 
decided to consider the matter in executive session of the com- 
mittee before taking action. 


At its executive session, the committee decided to take no 
action on the resolution. Representative Brown of Ohio, chair- 
man of the committee, said the decision not to act on it was 
based largely on the general terms in which the proposed 
“study” into the petroleum situation was set forth. The com- 
mittee thought it might well make some studies of its own, he 
said. In this connection, it was said that such a study was in 
progress in the office of the Director of War Stabilization. It 
was, therefore, decided to appoint a subcommittee to ascertain 
just what that study covered. The subcommittee was also in- 
structed to confer with Price Administrator Prentiss Brown on 
the matter of the proposed increase in the price of crude oil. 
Chairman Brown said, failing action by the O. P. A. to permit 
such an increase, efforts would be made to effect it by legisla- 
tion when Congress reconvened. 


Senators Clark of Missouri and La Follette of Wisconsin 
were appointed to serve on the subcommittee with Chairman 
Brown and Representatives Paul Cunningham of Iowa and 
Charles Vursell of Illinois. 


Illinois Inquiry 


A joint committee composed of six members of the Illinois 
state legislature held an inquiry at Chicago, August 2, into the 
present and prospective needs for rationing of gasoline in Illi- 
nois and the middle-west. State Senator Earle B. Searcy. 
Springfield, chairman, presided. Oil industry spokesmen in 
their testimony agreed that a shortage in production of crude 
oil lay at the bottom of the national shortage of petroleum and 
products needed by civilians and the armed forces. 

Bernard J. Majewski, vice-president, Deep Rock Oil Com- 
pany, and chairman, marketing group No. 2, Petroleum In- 
dustry War Council; Charles*R. Musgrave, on leave from the 
Phillips Petroleum Corporation to serve as manager, supply 
and distribution, district No. 2, P. W. I. C.; C. W. Johnson, 
director of marketing, district No. 2, Petroleum Administra- 
tion for War, and others said that the present shortages prob- 
ably would not have developed had the O. P. A. and a prede- 
cessor rationing agency earlier given an incentive, in the 
form of a 35-cent a barrel increase in crude oil prices, to 
wild-cat drillers to seek new oil pools. Refineries were operat- 
ing at only 75 or 80 per cent of capacity because of inability 
to obtain crude oil, they said. Completion of the so-called 
Big Inch pipeline from Norris City, Ill., to the east would 
release 10,000 tank cars at present transporting crude oil, 
but those cars would be given over to transportation of gas- 
oline from district No. 2, comprising the middle-western area, 
to the east, they said. They criticised the O. P. A. for issuing 
too many T. and C coupons throughout the nation. They 
agreed that a one-gallon a week cut in gasoline quotas to 
A, B, and C coupon holders in the middle west would be neces- 
sary in order to prevent further depletion of gasoline stores 
in the area. If the O. P. A. could be induced now to grant 
the 35-cent price increase, they said, it was possible that 
wild-cat drilling and the use of more expensive drilling methods 
in proven pools would so increase crude oil production that 
there would be no need for any gasoline rationing after the 
summer of 1944. 

Raymond S. McKeough, regional administrator for the 
O. P. A. at Chicago, said he could not answer committee ques- 
tions as to why the O. P. A. had denied the industry’s request 
for a price increase. He said such matters of policy were in 
the hands of O. P. A. officials in Washington. 

The committee was composed of the following: 


Senator Searcy, Senator Nicholas Hubbard, Senator Walker Butler, 
Representative Lottie Holman O'Neill, Representative Lyle Prescott, 
Representative J. L. Wellinghoff. 


School Bus Gasoline Regulation 


School bus operators should use the revised and simplified 
application form in applying for adjustments in the gasoline 
allotment for the first two quarters of the 1943-44 school year, 
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A 
TRANSIT INDUSTRY EMPLOYMENT Johns¢ 
___ The total number of workers engaged in the local trang; § bee? S 
industry—street cars and city busses—will reach 250,009 in and 0 
November, according to the Office of Defense Transportation ,CO™™ 
division of transport personnel. Its forecast, based on survey, confer 
for the period, May to December, 1943, indicated a rise of 4; § the SU 
per cent in this type of employment.  & shippe 
To fill out their ranks it is estimated the companie,§ ad 4 
engaged in local transportation will require 14,500 additional July 2 
workers. This total requirement has been broken down A 
requirements of 6,900 vehicle operators, 600 mechanics 5,800 © Johnsc 
unskilled workers, and 1,200 other unclassified skilled and semi- f way t 
skilled workers. The division reported there had been a § several 
marked increase in shortages of mechanics (which holds trye § ¥'5°"Y 
for the entire automotive industry). Severa 
The division reported a decline in needs for vehicle oper. “> 
ators but added that for all classes of local transit employes a 
there had been an increasing rate of separation and greater po 
difficulty in recruiting replacements. light 
_ on rai 
PETROLEUM TRANSPORTATION cars a 
A growing tendency on the part of some petroleum shippers re y 
and a few state governments to relax their cooperation in war. oe | 
time petroleum transportation programs has been noted by f and r 
Director Eastman, of the O. D. T. you at 
“The time has not yet come when we can afford to let up § to giv 
in our efforts to squeeze every possible ton-mile of performance § ?'>@! 
out of all our petroleum transport equipment,” said he. days. 
Mr. Eastman expressed regret that a few state govern. a 
ments had in recent weeks tended to revert to the pre-war prac. = 2 


tice of enforcing state barriers to motor transport—particularly 
tank truck—operations. In one state, he reported, all petroleum 
tank truck movements had ceased because of a highway regu- 
lation requiring high fees for the operation of vehicles carrying 
loads above specified limits. Effort was being made to change 
that situation, said he. The state was not named. 

Such regulations, designed to protect state highaways, 
might result in dangerous operations of tank trucks, waste of 
transportation and delaly or complete stoppage of movements 
of war materials, said he, adding: 


In order to keep their loads within maximum limits, drivers may 
be forced to operate large transports with less than capacity loads of 
petroleum products. The greatly increased movement of the liquids 
and the accumulation of gases within the tank endanger the lives of 
the drivers and others on the highways. 


increa 





Mr. Eastman urged state governments to do everything pos- | When 
sible to facilitate the movement of war materials—particularly oo. 
oil—in trucks across and within their states. He also urged } joe. 
petroleum shippers to cooperate in the O. D. T.’s efforts to } , air 
divert short-haul movements of oil from tank car to the tank | ever, 
trucks which can handle them most efficiently. the r 

“Although we have freed some 16,000 tanks cars through this } Acco 
program,” he said, “we shall continue to need every tank car a 
we can make available through this or any other effort.” P 

A further drop in the average daily movement of petro- i 
leum in rail tank cars to the east coast area, attributed to | wey 
operation of the “Big Inch” pipeline to the Atlantic seaboard, } dire 


was reported by the Petroleum Administration for War for 
the week ended July 31. The total was 845,561 barrels a day 
as against 957,938 barrels a day the week ended July 24 (see 
Traffic World, July 31, p. 264). 


LESS-CARLOAD SCHEDULES 


The Atlantic States Shippers Advisory Board held a meet- 
ing in New York, July 30, to consider a report of its special 
committee on less-carload freight schedules. R. C. Huntington, 
chairman of the committee, presented the report. It consisted, 
in part, of an analysis of the replies of 400 out of 2500 ship- 
pers to whom the committee had submitted specimens of two 
schedules for preference vote. The report indicated that neither 
of the two met with full approval but that there was agree- 
ment on the necessity for furnishing small shippers something 
to afford them accurate information about less-carload move- 
ments. It was pointed out that large shippers could go to the 
trouble and expense of providing for themselves complete 
schedules so as to make sure that their less-carload shipments 
made connections with consolidated cars at intermediate points. 
That point came up when it was proposed that freight sched- 
ules furnished to shippers might be confined to outbound move- 
ments from the shipping point. ; 

A representative of the Office of Defense Transportatoin 
was present to explain the O. D. T.’s so-called Hartford plan 
for consolidating less-carload shipments in prescribed municl- 
pal areas. 

The meeting took no action. It was expected that a fur- 
ther meeting would be held after there had been time for 
added discussion among shippers. 
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“Secret” Traffic Conference 


A report on the traffic conference held in Commissioner 
Johnson’s office July 19 (see Traffic World, July 24, p. 196) has 
peen sent to members of the Mid West Shippers Advisory Board 
and others by the chairman of the board. After the meeting 
Commissioner Johnson declined to identify participants in the 
onference or to give out information about the discussion of 
he subjects listed for consideration, and a representative of a 
hipper group referred to Mr. Johnson inquiries as to what 
had transpired. The Mid West board chairman’s report, dated 
July 21, two days after the meeting, follows: 















A meeting was held in Washington on Monday with Commissioner 
Johnson of the I. C. C.; Mr. V. V. Boatner, director, division of rail- 
way transport, O. D. T.; Mr. J. J. Pelley, president, A. A. R.; and 
several members of the Regional Advisory Boards committee, the Ad- 
visory Committee of the National Industrial Traffic League, et al. 
Several subjects were the topic of serious consideration and discussion, 
the most important of which are as follows: 

1. Unnecessary Light Weighing and Reweighing of Cars. The 
Interstate Commerce Commission has prepared a draft of an order the 
substance of which is directed to the elimination of the unnecessary 
light weighing of railroad and privately owned or leased freight cars 
on railroad and industrial track seales resulting in the undue delay of 
cars and consequent needless wasted transportation. We are pleased 
to announce that Commissioner Johnson has agreed to defer the issu- 
ance of this order provided that immediate and substantial improve- 
ment is accomplished. We have stated that unnecessary light weighing 
and reweighing will be abolished by voluntary effort and we call on 
you at this time to issue strong and positive instructions to your forces 
to give full force and effect to this appeal. Failure to cooperate will 
probably result in the issuance of this order within the next 60 to 120 
days. In this connection, your attention is directed to the address by 
Mr. Murray Billings beginning on page 12 of the minutes enclosed 

ith. 

Kn Expediters. Commissioner Johnson directed attention to the 
increased employment and activity by so-called expediters who visit 
railroad yards pestering and hampering railroad employees in the 
search of information and with a view of accomplishing expeditious 
movement of their freight. In addition to this, many unnecessary tele- 
phone calls are made to railroad offices in the attempt to accomplish 
the same result but which in reality merely causes confusion and un- 
necessary labor on the part of many railroad employees. Commissioner 
Johnson has stated emphatically that this unnecessary nuisance must be 
curtailed and that such requests for information should be made to the 
railroad only when absolutely vital and necessary. 

3. Refusal to Accept Freight Except at Certain Times. The prac- 
tice has developed among some receivers to accept freight only on 
certain days at specified times during a given day, giving rise to con- 
gestion and inconvenience, as well as a slowing down of transportation, 
because of failure to accept freight when tendered by the railroad. 
Commissioner Johnson stated that an order is being drafted which 
will prohibit this practice an@ that some form of penalty will attach 
when such freight is not accepted. We appealed to Commissioner John- 
son to withhold the issuance of such order to give us the opportunity 
to inform our membership of the action contemplated because we 
believe that better results can be achieved by voluntary effort than by 
a directive. We are pleased to say that our request was granted, how- 
ever, we know that unless very substantial improvement is made within 
the next 60 to 120 days that Commissioner Johnson will issue his order. 
Accordingly, we urge you to immediately make arrangements to accept 
your freight when it is tendered to you by the railroad. Special situa- 
tions should be discussed with your railroad agent and arrangements 
made to conform to the above. 

4. Railroad Reported as Advising Shippers Generally that ‘‘All’s 
Well,” Tending to Relaxation and Indulgencies. Commissioner Johnson 
directed attention to the fact that some railroad executives and repre- 
sentatives are advancing asurances to shippers and receivers that ‘‘all’s 
well” when in fact the contrary is true. President Pelley of the A. A. R. 
agreed that if some railroad representatvies were making such state- 
ments and promises that they were ill-advised and erroneous, and that 
he would ask all railroads to discontinue such practice. Colonel Johnson 
stated the facts to be that American battle fronts are on the eve of 
being opened and that this would vastly increase the present heavy 
railroad transportation burden. He stated further that greater im- 
provement in transportation conservation and efficiency must be forth- 
coming if the railroads are to meet the task in the months ahead. 

5. Complete Unloading—Removal of Dunnage. To accomplish the 
maximum utilization of freight equipment and to enable the railroads 
to place clean cars for loading, all cars must be completely unloaded 
and dunnage removed therefrom if each car is to be suitable for imme- 
diate loading and shipment following unloading at your plant. We have 
asked all railroads to instruct their service agents to discuss this very 
important subject with you on their occasional visits to your plant. We 
urge you to instruct your forces to completely unload all cars and re- 
Move all dunnage. President Pelley will ask all railroads to report 
instances of failure of receivers to completely unload which information 
will be referred to our vigilance committees for investigation and 
correction. Failure to comply will also result in the issuance of a 
directive either by O. D. T. or I. C. C. In this connection, your atten- 
tion is directed to the address by Mr. O. C. Castle, associate director 
of the O. D. T. beginning on page 8 of the minutes. 

6. Solicitation. The subject of railroad solicitation of freight was 
carefully considered and it was the consensus that solicitation should 
be abolished for the duration. Criticism was directed by Commissioner 
Johnson to those railroad representatives who willfully solicit freight 
when they know that their railroad is heavily burdened or congested. 
When the latter condition prevails such solicitation efforts in reality act 
as a deterrent to the war effort as the traffic could most likely be moved 
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most expeditiously over other railroads not similarly situated. Of inter- 
est is the fact that the term railroad solicitor has taken on a sinister 
significance. It is improper to designate the railroad freight traffic 
representative as a solicitor because these men are the service agents 
of the railroads. They perform an invaluable service in keeping the 
shipping public fully apprised of the general condition of the railroads 
they represent. They assist the shipping public in matters of rates, 
routes, tracing, car supply, and are constantly occupied with other 
sundry acitivities, all of which are of great assistance to the shipper 


and receiver and without which the transportation effort would suffer 
irreparable loss. 


We have attempted to detail the highlights of the Washington 
transportation conference as briefly as possible. If there are any 
questions which are not clear we will be delighted to hear from you. 


Describing the 1943 car surplusages as “alarming,” Com- 
missioner Johnson has written a letter to G. H. Shafer, presi- 
dent, National Association of Shippers Advisory Boards, en- 
closing a chart showing the curves for weekly car loadings 


and car surplusages for 1941 and 1943. Commenting on the 
chart, Commissioner Johnson said: 


You will find with very much lower weekly carloadings in ’43 the 
surplusages are alarming, as compared to the generous surplusage in 
’41 with very much greater weekly carloadings. The cars available 
will not permit weekly carloadings equal to ’41. As before, revenue 
ton-miles is considerably above ’42, which was in turn tremendously 
above ’41, but the number of cars is going to prove the hump. 


The chart showed that, as of the end of the week July 10-17, 
1941, carloadings were 900,000, and for the end of the com- 
parable week in 1943 they were 880,000, while for the 1941 
week the car surplus figure was 70,000, as compared with 
40,000 for the same week in 1943. 

Mr. Johnson’s letter said that the report made to him by 
Mr. Shafer and other members of the committee after a 
conference on July 19 had suggested that Mr. Johnson confer 
with two officials, one from the Association of American Rail- 
roads, and one “occupying a high place in the government.” 
He had had those conferences, he said, and that, as far as he 
was able to judge, they were very satisfactory (see Traffic 
World, July 31). 

Referring to the editorial on traffic solicitation in the 
July 24 issue of Traffic World, and to a newspaper report, 
Mr. Johnson said that he was not accurately advised as to 
the source of these two “pieces of publicity.” They were very 
well done and would be helpful, he said, adding that “we 
should all be circumspect concerning publicity. Often indi- 


vidually and generally we discuss topics that should not have 
publicity.” 


ALLEGHENY TRAFFIC CONFERENCE 


The Allegheny Region Traffic and Transportation Confer- 
ence, at a meeting at Pittsburgh, July 29, took action on a 
number of matters having to do with efficient transportation. 
After a discussion of light weighing of cars, in which it was 
pointed out that railroads frequently neglected to change 
stencils on cars when light weighing showed weights at 
variance with the existing stencils, a motion was adopted 
recommending a check by the railroads of light weighing “to 


determine whether or not it is necessary to have cars re- 
stenciled.” 


As the result of a report that between 300 and 500 ship- 
ments were currently being held over the week end at Pitts- 
burgh, due to the failure of receivers to have some one on hand 
to accept them, the conference adopted a motion to appoint a 
committee to investigate local receiving practices and to work 
toward “clearing up the problem.” Charles Donley, chairman 
of the conference, appointed a committee of two, consisting of 
Walter A. Anderson, district manager, O. D. T. division of rail- 
way transport, and W. F. Schulten, general traffic manager, 
Pittsburgh Coal Company. Another motion was adopted, call- 
ing for the appointment of a committee to investigate the 
feasibility of pooling less-carload railroad traffic in the Pitts- 


burgh area. The chairman was to appoint the committee 
later. 


Subjects discussed included complete unloading of cars; 
inadequate inspection of cars by railroads before placement, 
and continued freight solicitation. Opinions on the last named 
subject were that there was still too much solicitation by men 
who ought to be assigned to other duties. Others said that 
there appeared to be no undue solicitation at present, and 
that there were still railroads whose facilities were not being 
used to the utmost. 


WESTERN RAIL REFRIGERATION 


The Commission has issued service order No. 143, effec- 
ive Aug. 5, providing that cars of fresh or green fruits or 
vegetables originating in states on the Pacific coast and in 
Rocky Mountain territory may not be reiced after first reicing 
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in excess of 75 per cent of capacity of bunkers. 


The pertinent 
portion of the order follows: 


Notwithstanding the provisions of Service Order No. 133 (8 F. R. 
9037) of June 19, 1943, as amended, no common carrier by railroad 
subject to the Interstate Commerce Act shall reice or allow or permit 
reicing with more than enough ice to bring ice to three-fourths of the 
refrigerator car bunker capacity at Belen, New Mexico; Big Spring, 
Texas; Dalhart, Texas; Del Rio, Texas; Denver, Colorado; Laramie, 
Wyoming, or Pueblo, Colorado, after the first reicing of a refrigerator 
car or cars loaded with fresh or green fruits or vegetables moving 
under standard refrigeration as defined in Agent Quinn’s Perishable 
Protective Tariff No. 12, I. C. C. No. 19, supplements thereto or 
reissues thereof. The operation of all tariff rules or regulations inso- 
far as they conflict with the provisions of this order is hereby 
suspendid. 


The order said that an acute shortage of ice was affecting 
the movement of perishables in refrigerator cars originating 
in the territory covered by the order. ? 

The provisions of the order are subject to any special or 
general permits issued by the director of the Commission’s 
Bureau of Service to meet specific needs or exceptional cir- 
cumstances. The order directs each of the affected railroads, 
or their agent, to publish, file and post a supplement to each 
of its tariffs affected by the order, announcing Suspension of 
any of the provisions therein. 


ICE REMOVAL ORDER 


E. F. Lacey, executive secretary of the National Industrial 
Traffic League, says that the Association of American Rail- 
roads has called on the League for its cooperation in emphasiz- 
ing the need for removing body ice and other debris from 
refrigerator cars on completion of the unloading. He called 
attention to the fact that service order No. 129, effective June 
15, had suspended until further order of the Commission sec- 
tion 2 of Classification Rule 32, thus enabling shippers and re- 
ceivers to remove body ice from refrigerator cars without pen- 
alty (see Traffic World, June 12, p. 1420). 


Perishable Freight Refrigeration 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permits Nos. 60 to 69, inclusive, 
under service order No. 123, authorizing the following named 
railroads to reice once in transit after the first or initial icing 
the described cars, containing potatoes: 


Special Permit No. 60, St. Louis Southwestern Railway Co., ART 
16033 and MDT 21625, shipped by Butler & Wood, Pangburn, Ark., 
and J. E. McCoy & Sons, J. H. Shaw, Rison, Ark., respectively, on 
hand at St. Louis, consigned to the Food Distribution Administration. 

Special Permit No. 61, Missouri-Kansas-Texas Railroad Co., ART 
16452, shipped by W. A. Hooten, Hughes Springs, Tex., and NRC 
15641, and PFE 38485, shipped by J. B. Fulgham, Waldron, Ark., con- 
signed to the F. D. A. 

Special Permit No. 62, Missouri Pacific Railroad Co., ART 24320, 
NRC 10060, NRC 6770, NRC 4520, NRC 10462, ART 20115, PFE 18505, 
PFE 41755, NRC 5875, WFEX 63336, NRC 6797, NRC 5998, WFEX 
62879, NRC 16089, NRC 339, NRC 17081, GARX 68501, NRC 7152, NRC 
16092, NRC 7086, NRC 3026, NRC 7106, NRC 7152, NRC 16092, NRC 7086, 
NRC 3026, NRC 7106, NRC 10066, NRC 4067, NWX 15208, ART 23318, 


NRC 10088, ART 16158, NRC 15046, ART 24078, NRC 8098, NRC 4069, 


NRC 10000, NRC 6581, NRC 8181, IC 50473, URT 9783, URT 3093, NRC 
5323, NRC 5513, NRC 4442, NRC 5614, NRC 6704, NRC 10214, PFE 
98495, ART 19315, NRC 15155, NRC 15586, ART 19716, NP 90136, NRC 
6816, ART 15847, ART 19517, NRC 4587, NRC 3127, NRC 15018, NRC 
16279, ART 19649, NRC 10099, ART 8859, SFRD 21890, NRC 5300, FGEX 
32577, NRC 6311, PFE 52631, NRC 4561, PFE 74821, NRC 10322, PFE 
38902, NRC 8222, PFE 24972, ART 21893, NRC 10463, NRC 6703, NRC 
6313, URT 9394, NRC 4224, NRC 7744, ART 22325, NRC 5715, NRC 4315, 
NRC 10275, URT 9586, NRC 4588, NRC 10427, IC 53967, ART 19598, ART 
20228, NRC 5328, NRC 5838, URT 81292, NRC 4309, NRC 4569, NRC 
10239, and NRC 15610, originating in Arkansas and Oklahoma, on hand 
at St. Louis, consigned to the F. D. A. 

Special Permit No. 63, Chicago, Rock Island & Pacific Railway Co., 
NRC 15570, NRC 8115, NRC 3153, ART 18165, ART 90027, and NRC 
5365; also Wabash Railroad, SFRD 38247, and SFRD 31514; also St. 
Louis-San Francisco Railway Co., MDT 3045, MDT 146304, MDT 4413, 
MDT 19509, MDT 19690, MDT 16857, MDT 19893, PFE 25432, MDT 
146461, MDT 869, MDT 17341, MDT 6439, MDT 3524, MDT 16724, MDT 
16861, MDT 20901, PFE 74457, MDT 22129, MDT 18343, MDT 3473, 
MDT 21529, MDT 4750, MDT 20886, WFE 62158, PFE 62485, MDT 19279, 
MDT 22375, MDT 146501, MDT 4542, MDT 21832, MDT 14687, PFE 
61355, PFE 61525, MDT 4288, MDT 20394, MDT 17505, MDT 17567, 
MDT 18848, MDT 17889, SFRD 24207, and PFE 25677, all originating in 
Arkansas and Oklahoma, on hand at St. Louis, consigned to the 
¥F. D; A. 

Special Permit No. 64, ‘any common carrier by railroad, ART 
22136, and ART 22643, from Paris, Ark., on hand at Chicago Produce 
— Co. tracks, consigned to Edward H. Anderson & Co., Chi- 
cago, Ill. 

Special Permit No. 65, any common carrier by railroad, NRC 15244 
NRC 15562, NRC 5726, NRC 5525, NRC 6521, NRC 15250, NRC 10151 
NRC 8358, NRC 4550, NRC 10400, NRC 7640, NRC 4033, NRC 16026 
NRC 15172, NRC 5453, NRC 4777, NRC 8093, NWX 70058, URT 4702 


’ 
, 
, 
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IC 55966, IC 62649, IC 50170, IC 52551, IC 50098, ART 22568, ART 22812 
ART 24031, ART 16543, ART 23907, ART 19555, ART 19820, ART 16763, 
ART 15797, ART 23657, ART 16750, ART 23239, ART 20040, ART 198%, 
ART 22562, ART 21725, ART 17561, NWX 50034, NRC 7521, NADx 
12585, RD 21432, RD 24179, FGE 32493, PFE 14001 PFE 16273 URT 
8108, and ART 18782, originating in Arkansas and Oklahoma, on 
at Chicago Produce Terminal Co. tracks, consigned to Edward E 
Anderson & Co., Chicago. 
Special Permit No. 66, any common carrier by railroad, BRDxX 
9565, from North Dardanelle, Ark., now on hand at Chicago on Chi 


Produce Teminal Co. tracks, consigned to Edward H. Anderson eo 
Chicago. ' 


Special Permit No. 67, any common carrier by railroad, MDP 
146887, MDT 3045, MDT 6439, MDT 146501, MDT 20886, MDT 3524, 
MDT 20901, MDT 16857, GAR 68501, ART 23461, ART 237 ART 
73893, ART 19113, NRC 4587, NRC 6561, NRC 5513, URT 3093, NRC 
5614, NRC 4777, ART 17561, IC 55966, NRC 5525, ART 23907, NRC 
NRC 5358, PFE 14001, IC 52551, NRC 8093, NRC 15172, ART 16750 
URT 8108, NRC 15250, FGE 32492, NWX 70058, and NRC 5453, on hand 


Chicago Produce Terminal Co. tracks, consigned to Edward 
son & Co., Chicago. ss ° Dele 


Special Permit No. 68, any common carrier by railroad, NRD 424 
originating at Mena, Ark., on hand at Chicago on Chicago Produce 
Terminal C6. tracks, consigned to Wilensky & Co. 

Special Permit No. 69, any common carrier by railroad, MDT 
19690, PFE 18505, NRC 6797, MDT 20394, MDT 21529, PFE 25677 MDT 
4413, MRD 16724, MDT 18343, MDT 19509, RD 24179, NRC 15244, NRC 
7640, ART 22562, ART 23667, and ART 19820, originating in Arkansas 
and Oklahoma, on hand at Chicago on Chicago Produce Terminal ( 
tracks, consigned to Edward H. Anderson & Co. 


Waybills are to show reference to the special permits, 


Rail Refrigeration Permits 


By amendment No. 2 to service order No. 133, issued Aug. 
4, effective at once, the Commission has increased from 10,00 
pounds to 15,000 pounds the amount of top or body ice in 
refrigerator cars loaded with fresh or green vegetables in 
straight or mixed carloads which the railroads may accept or 
move. Amendment No. 2 amends the original service order and 
amendment No. 1, the conditions under which the railroads 


may accept the aforementioned cars now being set forth as 
follows: 


(i) Refrigerator cars equipped with collapsible bunkers shall not be 
used unless the bunkers are collapsed. (ii) Refrigerator cars not 
equipped with collapsible bunkers may be initially bunker iced, provid 
ing initial top or body ice used does not exceed 15,000 pounds. (ili) 
Refrigerator cars not equipped with collapsible bunkers shall not be 
initially bunker iced if initial top or body ice used exceeds 15,00 
pounds. 


Amendment No. 2 further provides that after the first or 
initial top or body icing no common carrier by railroad shall 
retop or rebody ice any refrigerator car or cars loaded with 
fresh or green vegetables in straight or mixed carloads orig- 
inating at points in Arizona or California, at any point or 
points west of the western border of the states of Indiana, 
Kentucky, Michigan (Lower Peninsula), Mississippi, or Ten- 
nessee. 

For carriers’ convenience, amendment No. 2 also provides 
that shipments originating in the Salinas-Watsonville district 
of California may be initially bunker iced at Roseville, Calif, 
where bunker ice is permissible under paragraph (a)(1) sub 
paragraph (ii). 

The amendment suspended the operation of all tariff rules 
or regulations in so far as they conflicted with the provisions 
of the order, and directed each of the railroads affected to 
publish, file and post a supplement to each of its tariffs af- 
fected, announcing suspension of any of the provisions therein. 

The original service order No. 133 required the railroads 
not to accept or move refrigerator cars loaded with fresh or 
green vegetables, using top or body ice, unless the bunkers 
were collapsed, provided such bunkers were collapsible; and 
that no railroad should accept or move a refrigerator car not 
equipped with collapsible bunkers if ice was loaded in the 
bunkers in addition to top or body ice loaded in the car 
the vegetables (see Traffic World, July 17, p. 152). 


MEXICAN RAIL SHIPMENTS 


Because the issuance of service order No. 135, increasing 
demurrage charges at Mexican border points to $22 a car é@ 
day or fraction of a day after the first two days, had resulted 
in decreasing detention of cars destined to points in Mexico 
(see Traffic Werld, July 17, p. 154), the Commission has issued 
—: order No. 106-A, effective Aug. 3, vacating service orde? 
No. ‘ 

The original service order No. 106 directed all common 
carriers by railroad not to accept or move commodities, in cal 
loads, originating in the United States and destined to points in 
Mexico, unless such shipments were covered by straight bills 
of lading, because such shipments covered by order bills of 
lading were being unduly delayed (see Traffic World, Feb. 6, 
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394). At the Commission’s Bureau of Service it was said that 
the improvement in the situation had made is unnecessary to 
tinue the restricting order in effect. = 
Effective Aug. 6, the Commission, division 3, has issued 
amendment No. 1 to service order No. 135, removing Bisbee 
unction, and Yuma, Ariz., from and adding Cantu, and San 
sidro, Calif., to, the border points at which the original 
service order No. 135 fixed demurrage, after the free time 
allowed by tariffs lawfully on file with the Commission, at 
$550 a car for each of the first two days, and $22 a car a day 
ot fraction of a day for each succeeding day. dete 
In issuing the original order, the Commission said it ap- 
ared that the detention of cars loaded with freight, due to 
customs clearance and other reasons, originating at points in, 
or moving through, the United States and destined to points 
in Mexico had resulted in serious congestion at the California, 
arizona, and ‘Texas points named in the order (see Traffic 
World, July 17, p. 154). 


4. A. BR. Directors’ Meeting 


For the second consecutive month a decline in serviceable 
cars was reported at the monthly meeting of the board of direc- 
tors of the Association of American Railroads July 30. As of 
June 1 a decline of 3,750 cars as compared with the number on 
hand the preceding month was reported at the board’s meeting 
June 25 (see Traffic World, July 3, p. 47). At the meeting July 
%) the decline reported was 768 cars. It was pointed out that 
the latter figure was considerably less than the June figure. — 

Director Eastman, of the Office of Defense Transportation, 
and the following members of his staff attended the meeting: 
sued Aug. fyictor V. Boatner, director of division of railway transport; 
om 10,00 fc D. Young, deputy director; and Leo M. Nicolson, director of 
dy ice in }ine division of storage. 
stables in Supply of freight cars and locomotives, the outlook for 
accept or § meeting passenger and freight traffic demands and the perform- 
order and ance of the railroads in the last month were among the sub- 
jects discussed, it was said after the meeting. 

From 70 to 75 per cent of the rail requirements of the roads 

probably would be met, it was said, while the outlook as to new 
freight cars was that the carriers would get about half as many 
as they got in 1942 or around 30,000, the 1942 total having been 
approximately 62,000. 
Handling of the southwestern wheat crop was about 75 per 
cent completed, it was reported, while loading in the northwest 
had begun. Refrigerator car requirements were being met and 
stock loading was up 13 per cent over last year, it was said. 
Open top car supply was reported tight. Export freight in June 
was reported 60 per cent more than in June, 1942. 
































srminal Co, 

















shall not be 
r cars not 
ced, provid 
unds. (iti) 
1all not be 
eeds 15,00 










1e first or 
road shall 
aded with 
ads orig- 

point or 
' Indiana, 
, or Ten- 








Grain Service Order 


The Commission, division 3, has issued amendment No. 11 
to service order No. 80, effective Aug. 1, amending the term 
“grain” as defined in the original service order No. 80 to include 
tice in the permit system set up under the order. The order 
said it appeared that there was danger of loss and damage to 
the rice crop, due to inadequate storage space, unless provision 
was made for preference or priority in transportation. The 
Food Distribution Administration of the War Food Administra- 
tion, and the Office of Defense Transportation, had requested 
the amendment and the appointment of permit agents to control 
the movement of rice in certain market areas, the order said 
(see Traffic World, July 31). : 

The order appointed the following as agents of the Commis- 
sion to issue permits for the movement of grain (including rice) 
under the terms of the order to the described markets: 


C. C. Dehne, manager, Arkansas Rice Traffic Bureau, Stuttgart, 
Ark,, for the Stuttgart, Jonesboro, Harrisburg, Carlisle, DeWitt, New- 
port and Tuckerman, Ark., market area; W. J. Keller, assistant man- 
ager, Baton Rouge Rice Mills, Inc., Baton Rouge, La., for the Baton 
Rouge market area; C. D. Arnold, manager, Southwest Louisiana Traf- 
fe Bureau, Crowley, La., for the Crowley, Manchester, Lake Charles, 
Kaplan, Rayne, Abbeville, Jennings, Mermentau, Gueydan, Eunice, 
Hayes, Estherwood, New Iberia, Lake Arthur, and Opelousas, La., 
market area; Louis Becker, traffic representative, 749 S. Peters St., 
P,0. Box 1172, New Orleans, La., for the New Orleans market area; 
and F, H. Fredericks, port manager of the city of Beaumont, Tex., 
for the Beaumont and Orange, Tex., market area. 
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The order further appoitned Roy T. James, Houston Mer- 
chants Exchange, Houston, Tex., as agent of the Commission 
lo issue permits for the movement of rice to the Houston, Gal- 
veston, Bay City, El Campo, and Eagle Lake, Tex., markets; 
G D. Hankins, Archer Daniels Midland Co., Fredonia, Kan., as 
agent to issue permits for the movement of flaxseed to the Fre- 
onia, Kan., market; and Carl A. Hansen, Traffic Bureau, Des 
Moines, Ia., Chamber of Commerce, was substituted for A. V. 
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Tischer as agent to issue permits for the movement of grain 
(including rice) to the Des Moines, Iowa Falls, Fort Dodge, and 
Centerville, Ia., market area. 

The original service order No. 80 was issued July 16, 1942, 
and the term “grain” as used in it was defined to include all 
bulk grain and sacked grain, including soy beans, flax séed, 
grain screenings, and dry edible beans, but not including grain 
products or grain by-products. 


Revenue Freight Leading 


The Traffic World Washington Bureau 


Revenue freight loading the week ended July 31 totaled 
885,514 cars, according to the Association of American Rail- 
roads. This was two-tenths of one per cent above the preceding 
week, 2.5 per cent above the corresponding week last year, and 
— of one per cent above the corresponding week of 

Loading by groups of commodities was reported as follows: 
grain and grain products, 58,553; Live stock, 14,270; coal, 
178,117; coke, 14,937; forest products, 48,188; ore, 86,704; mer- 
chandise, L. C. L., 98,706; miscellaneous, 386,039. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 33,033 
freight cars for the week ended July 24, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 11,838; auto box, 1,090; flat,, 
1,036; gondola, 2,816; hopper, 1,782; and miscellaneous, 14,471. 


Freight Commodity Statistics 


The Commission has issued the nineteenth in the series of 
tabulations of freight commodity statistics of class I steam 
railways, covering the calendar year 1942, based on reports to 
the Commission and compiled by the Commission’s Bureau of 
Transport Economics and Statistics, statement No. 43100. The 
publication, 150 pages in length, shows tons originated, tons 
terminated, total freight carried, and freight revenue, by classes 
of commodities and by regions. 

In an introductory statement it is explained that data for 
certain commodity classes have been omitted from the 1942 
figures in order to avoid revealing information concerning 
critical and strategic materials, pursuant to an order of the 
Commission dated April 27, 1942, but that the tonnage has been 
included in the grand totals of carload traffic and of carload and 
less-carload traffic. Because of this omission, the statement 
says, data heretofore shown in the quarterly tabulation of 
freight carried, and revenues, and the tabulation showing the 
relative importance of the various groups of commodities, 
have been omitted. 

The tabulation showed for 1942, a total of 34,967,851 car- 
loads and 1,403,611,665 tons of revenue freight originated, 
34,327,128 carloads and 1,359,328,226 tons terminated, 72,887,200 
carloads and 2,760,825,484 total freight traffic, including duplica- 
tions. Total carload freight revenue was shown as $5,857,- 
060,708. Less-carload freight originated was shown as 17,575,469 
tons, 17,289,855 tons terminated, total less-carload freight 
carried, 36,094,857 tons, and less-carload revenue, $339,099,289. 
The grand total of carload and less-carload freight was shown 
as 1,421,187,134 tons originated, 1,376,618,081 tons terminated, 
2,796,920,341 total freight traffic, including duplications, and 
total freight revenues of $6,196,159,997. 

Total manufactures and miscellaneous freight originated 
amounted to 12,010,247 carlots, or 361,393,196 tons originated; 
12,169,409 carloads, or 367,112,748 tons terminated; 27,939,924 
total carloads, or 812,715,050 total tons carried, including dupli- 
cations, with freight revenues in this group amounting to 
$2,666,202,803. Included in the manufactures and miscellaneous, 
N. O. S., division of the manufacturers and miscellaneous 
group, the tabulation showed forwarded traffic of 186,251 car- 
loads, or 3,242,152 tons originated; 194,196 carloads, or 3,374,664 
tons terminated; 375,332 carloads, or 6,715,106 tons total traffic; 
and revenues of $65,609,060. 

In the products of agriculture group, the tabulation showed 
3,823,363 carloads, or 117,317,562 tons originated; 3,987,424, or 
123,076,353 tons terminated; 8,334,485 carloads or 226,887,951 
total freight traffic; and revenues of $708,641,747. 

In a comparison of the figures for the years 1937 to 1942, 
inclusive, the tabulation showed a total tonnage originated in 
1942 of 1,421,187,134 as compared with 1,227,650,428 in 1941, 
and 1,015,586,028 for 1937. In the products of agriculture 
group, total tons originated in 1942 were 117,317,562 compared 
with 100,172,666 in 1941, and with 89,459,863 in 1937. In the 
manufactures and miscellaneous group, with certain figures 
omitted, the tonnage for 1942 was shown as 361,393,196, com- 
pared with 336,603,030 for 1941, and with 265,301,846 for 1937. 

Total freight revenues for 1942 were shown as $6,196,- 































314 


159,997, compared with $4,624,819,604 in 1941, and $3,513,700,762 
in 1937. In the products of agriculture group, freight revenues 
for 1942 were $708,641,747, as against $586,771,120 for 1941, 
and $483,614,696 for 1937. In the manufactures and miscel- 
laneous group, with certain figures omitted, revenue for 1942 
was shown as $2,666,202,803, as compared with $1,951,925,269 
in 1941, and $1,367,660,621 in 1937. 

Less-carload tonnage for 1942 was 17,575,469, and revenue 
was $339,099,289, as compared with 18,091,005 tons, and $306,- 
841,487 revenues in 1941, and with 17,188,219 tons and 
$262,485,622 in revenues for 1937. 


Post-War Travel 


Expenditures for ‘‘consumer transportation” in 1946 will 
total over $4,000,000,000, compared with $2,352,000,000 for 1940, 
according to estimates and calculations made by E. C. Bratt and 
J. B. Crane, of the national economics unit and the transporta- 
tion unit, respectively, of the Commerce Department’s Bureau 
of Foreign and Domestic Commerce. Their “travel forecast” 
appears in the August issue of the department’s monthly pub- 
lication, ‘‘Domestic Commerce,” under the heading, ‘‘“Consumer 
Travel in Post-War World.” . 

The predicted travel expenditure for 1946 is based in part 
on an estimate that “the gross national product” will increase 
to 165 billion dollars in that year, as against 97 billion in 1940, 
and that the 1946 national income will be 133 billion dollars. 
Mr. Bratt and Mr. Crane add that their 1946 projections also 
are based on the assumption of reasonably full utilization of 
available manpower and a price level the same as that existing 
in 1942. 

The term “consumer transportation expenditures,” they ex- 
plain, embraces purchased transportation, user-operated trans- 
portation, and foreign travel. User-operated transportation ex- 
penditures, they add, do not include expenditures for gasoline 
and oil and depreciation charges. Also excluded are all trans- 
portation expenditures for services which are for business pur- 
poses rather than for pleasure. The authors decided that, in the 
case of steam railway passenger revenues, 70 per cent could be 
allocated to non-business, or consumer, travel. They showed 
that the percentage of “gross national product” spent on travel 
dropped from 3.33 in 1929 to 2.18 in 1941. The declines in 1940 
and 1941 were largely the result of declining foreign travel “in 
a war-threatened world,” they said. 

“The post-war period,” they said, “appears to hold promise 
of very substantial increases in travel expenditures by 1946, but 
distributed differently than in 1940 or 1941. User-operated 
travel may increase little from the pre-war level as early as 
1946 because of the limited number of automobiles in running 
order. General intercity travel may be more than 80 per cent 
greater. . . . Air travel may be five times as great because of 
technical developments during the war. Foreign travel may be 
three or four times as great because travel of this sort was 
extremely restricted in the early forties. Local transportation 
will have to show substantial gains, especially since many per- 
sons will be without automobiles. Possibly the 70 per cent in- 
crease expected in the national product may be applied to local 
transportation. If these estimates are put together, we get the 
following hypothetical pattern: 


(Millions of Dollars) 


1946 

Type of travel: 1940 projection 
I ib ies Sr es oe a ae ces a aaa cecach 714 700 
Pt Sig SUI CE SE RP An wr Pn na re nO DP 955 1,700 
NINN PIII AUIS a acs Siac .s Gaia's o wle.b-s sialh.edjeaieacalne 445 800 
Be tuachadhta a state uickwaiers.s ese a%s. 66 3-Us dione 01S Vie ewe bie.e ee pees 17 80 
RN Fa occ. 2 char ala ivargcavelsRl aie ayaia'd a/o:0 bia :4le aiaieidia-slawsee\aany 220 800 
EL bc cthnd.ce Lashes tee Aden dea aad Aa ee esl es 2,351 4,080 


FREIGHT CAR WEIGHING 


The Commission, division 3, has issued service order No. 
142, effective Aug. 4, directing that no common carrier by 
railroad shall weigh, or permit ‘to be weighed, any shipment 
of sand or gravel in either straight or mixed carloads, on 
any railroad track scales whtn such traffic originates on or 
after the effective date of the order at Jury, Tex. (billing 
point Texarkana, Tex.), and is destined to Daingerfield, Tex., 
for use by the Austin Bridge Co., except that a limited 
number of cars may be weighed “as is necessary to obtain 
average weights.”’ The order suspended the operation of all 
tariff rules or regulations in so far as they conflicted with 
its provisions, and directed each railroad affected to publish, 
file, and post a supplement to each of its tariffs affected; 
announcing suspension of any of the provisions therein. 

The order said that shipments as aforementioned were 
being weighed on railroad track scales, thus impeding the 
use, control, supply, movement and distribution of cars and 
that, in the opinion of the Commission, an emergency existed 
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requiring immediate action to avoid a shortage of equi | 
and congestion of traffic. ‘ “a Arm 
The Commission, division 3, has issued service order No, 
139, effective July 31, ordering that no common carrier by Byersary 
railroad shall weigh or permit to be weighed any shipment ¢ Ay 
gravel, in carloads, on any railroad track scales when Such Org 
traffic originates on or after the effective date of the order aM#nd oth 
any point or points in Arkansas or Louisiana, destineg to euliete 
Shreveport, La., for use at Barksdale Field, except that a lip, we 
ited number of cars may be weighed “as is necessary to obtain through 
average weights.” The order suspended the operation of all 
tariff rules or regulations in so far as they conflicted with th App! 
provisions of the order, and required each of the affected raj. pmore th 
roads to publish, file, and post a supplement to each of jxg"™ -_ 
tariffs affected by the order, announcing the suspension of any — 
of the provisions therein. oogthen 
The order said that shipments of gravel, in carloads, orig. slightly 
inating at points in Arkansas and Louisiana, and destined tofor mair 
Shreveport for use at Barksdale Field were being weighed ggCorpora' 
railroad track scales, thus impeding the use, control, supply, gion Col 
movement and distribution of cars and that, in the opinion o int 
the Commission, an emergency existed requiring immedaite pearly 2 
action to avoid shortage of equipment and congestion of traffic " 7. 
By amendment No. 1 to service order No. 139, effectivefpy the | 
Aug. 6, the Commission has altered the destination points t§ = Mov 
read ‘Fosters or Shreveport, La., or any other point neg APP 
Shreveport, for use at Barksdale Field . . .” for og 
a ee ee ee ments 
baggage 
dola ca 
moved. 


Transportation Statistics Comment 
Mol 


The increase in the total number of locomotives of Class I} were 1 
railways for May of less than one per cent, compared with onefwere s! 
year earlier, was to be contrasted with an increase of 8.75 per Mo. 
cent in freight gross ton-miles (cars and contents) and 217 alone t 
per cent in locomotive propelled passenger train car miles, saidf Ynited 
the Monthly Comment on Transportation Statistics of the Com. 
mission’s Bureau of Transport Economics and Statistics. The To 
increase in the number of serviceable locomotives was only 3ftioned 
per cent and in tractive capacity of all locomotives 2.1 per cent, Genera 
it said, adding that miles “per serviceable locomotive day” in} 7 
creased six-tenths of one per cent in freight service and 6.3 per}#™ ¥ 
cent in passenger service. re omg 

Freight revenue of Class I railways for June, the comment@es of 
said, was somewhat less than for the preceding month as areP Th 
sult of the interruption to coal mining and of the fact that thef throug 
lower level of freight rates effective May 15 prevailed through-}storag 
out the month. The $549,133,864 for June was only 9.5 per cent} De 
above the freight revenue of June, 1942, it said. In contrast with ten 
the freight revenue, passenger revenue continued its advance} 7, 
with a total for June of $147,293,877, 79 per cent above that of} pusses 
June, 1942. 
amounted to $747,364,547 for June, which was somewhat less 































































































the comment said. Total operating revenuesfsion, t 
tation- 


June, 1942, compared with corresponding: percentages of 39.7}'¢ 
for January, 43.5 for February, 40 for March, 30.8 for April, 
and 26.3 for May of this year, it said. 





the net railway operating income, after all taxes, including} used. 
federal income taxes, was $1,635,000,000. This was somewhat TT 
smaller than that for the 12 months ended with May, $1,644, | mobil 
000,000, it said. = 

Although the amount of cash and temporary cash invest-},, oe 
ments of the railroads was large, aggregating $2,324,600,000 on}in. 4 
May 31, said the comment, the amount of the accrued tax lia- | amy 
bility was also large, amounting to $1,351,600,000 on the same = 
date. ulp 

The comment contained the following with respect to an- 
ticipated increased wage awards: 





Thirty-three Class I railways included some amount in June oper 
ating expenses as accruals for anticipated increased wage awards, the 
total of such accruals being $7,306,031, of which $4,628,426 is applicable 
to the eastern district, $400,000 to the Pocahontas region, $1,264,275 
to the southern region, and $1,013,330 to the western district. For the | Fue! 
first six months of 1943, the number of roads reporting such accruals to fi 
is 36 and the amount so accrued is $38,138,925, of which $26,485,723 is dust 
applicable to the eastern district, $2,000,000 to the Pocahontas region, 
$7,112,037 to the southern region, and $2,541,165 to the western district. = 
In 17 instances the first accrual was for the month of May, in 5 i Proc 
stances for June, and in 14 instances some earlier month. In 6 in- via 
stances the beginning was made in November, 1942. 





METAL STRAPPING RESTRICTIONS 


Reinforcement metal edging on returnable cases such as 
are used for delivering bottled beer, bread, etc., are not classi 
fied as metal strapping under Conservation Order M-261, cov 
ering strapping for shipping containers, the War Production 
Board has announced. 

An amendment exempts such protecting edging from the 
restrictions of the order, since it is considered desirable, tend- 
ing to prolong the life of the returnable delivery boxes. 
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Army Transportation Corps 


Army Transportation Corps celebrated its first anni- 
orton with 2 broadcast from the studios of Station WJZ in 
ew York City, July 31. ; 7 

Organized July 31, 1942, out of the transportation service 
hnd other units of the army charged with transportation re- 
nsibilities, the corps and its predecessors, said the War De- 
rtment, achieved the following record from Dec. 7, 1941, 
through May 31, 1943: 


Approximately 2,000,000 troops were moved to overseas bases in 
more than 50 countries, islands and U. S. possessions. This figure does 
not include troops already overseas before December 7, 1941. 

Approximately 20,000,000 measurement tons of U. S. army cargo 
were moved overseas. An average of 7% tons of supplies per man 
per month were shipped for initial movements, and an average of 
slightly more than a ton of supplies per man per month was required 
for maintenance overseas. Lend-lease and Federal Surplus Commodity 
Corporation shipments, much of which are handled by the Transporta- 
tion Corps’ army transport service, are not included in these figures. 

In the United States alone, the corps supervised the movement of 
nearly 25,000,000 troops by domestic carriers, with more than 20,000,000 
of these troops moved by railroads. 

An aggregate total of 17,105,000,000 passenger miles were covered 
py the railroads in the movement of troops. 

Movements of inductees by rail totaled 7,000,000. 

Approximately 90,000 separate troop movement orders were issued 
for the transport of more than 12,000,000 troops. These troop move- 
ments involved the use of 72,368 coaches, 241,166 sleeping cars, 49,987 
baggage and kitchen cars, and 101,881 refrigerator, box, flat and gon- 
dola cars. An average of 29% cars were required for each 1,000 men 
moved. 

More than 80,000,000 tons of army freight and express shipments 
were moved on American railroads. Nearly 6,000,000 tons of freight 
were shipped by highway. 

More supplies were sent to the North African theater of operations 
alone than were sent to Europe in the entire period in which the 
United States was engaged in the World War. 
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Duties of Corps 


To accomplish this job the corps has a personnel of 256,000, sta- 
tioned throughout the world. The chief of transportation is Major 
General Charles P. Gross. 

The Transportation Corps operates the great ports of embarkation 
from which all troops and supplies are shipped. The troops, their 
weapons and their equipment, are given final checks for overseas duty 
at the corps’ staging area camps in cooperation with the technical serv- 
es of the Army Service Forces. 

The Transportation Corps keeps the ports and rail lines clear 
through huge intransit depots on main line railroads for the temporary 
storage of freight. 

Domestic transportation is supervised from Washington, D. C., 
and in each of the nine transportation zones into which the country is 
divided. 

The army soon will be owner of the world’s largest fleet of motor 
busses. Under the control of the Transportation Corps’ highway divi- 
sion, these busses operate for the benefit of war workers in transpor- 
tation-shortage areas. 

Carrying the troops and supplies to the far-flung battlefronts is 
the ——— of the Army Transport Service, the largest in the 
world, 

Overseas, the Transportation Corps has the job of unloading cargo 
and moving it to the combat zones. At many ports, port battalions of 
American soldiers perform the work. At some, native stevedores are 
used. 

The exigencies of war strategy have required the corps to establish 
mobile ports for the discharge of cargo where harbor facilities are 
poor or are not available. 

Movement of troops and supplies from harbors to the battlefield 
is accomplished in some theaters by the Military Railway Service of 
the Transportation Corps, composed of the soldier-railroaders of the 
amy. Each grand division of the Railway Service is equipped to 
operate regular railroad service and to handle maintenance of its own 
equipment. 


Military Railway Service battalions are established in North Africa, 
England, Iran and Egypt. 
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awards, the LAKE COAL SHIPMENTS 
s applicable 


_ Because a serious deficiency in Great Lakes coal shipments 
1, $1,264,275 | this season was resolving itself into “a race with winter,” Solid 
ct. re Fuels Administrator Ickes said producers and forwarders ought 
~ 485, 723 1s | fill their lake coal orders before those of well-protected in- 
ntas Te ustrial consumers receiving coal by all-rail. 
ern district. “As a result of the late opening of navigation this year and 
ay, in 5 in-| Production losses resulting from work stoppages, coal shipped 
h. In 6 in-\Via the lakes is nearly 4,000,000 tons behind last year,” Admin- 
istrator Ickes said. “We must utilize all of the lake transporta- 
tion facilities that can be made available from this time on, 
t the lake coal docks are to be supplied before the close of 
havigation. This is particularly true of the docks on Lake Supe- 
Nor and Upper Lake Michigan.” 

.. It would be practically impossible, said he, to meet by all- 
tail shipments the requirements of areas served by the coal 
: on Lake Superior and upper Lake Michigan. These areas 
Mclude Wisconsin, Minnesota, part of Michigan, and part of 
North and South Dakota. The coal needed in these areas next 
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peirsng A must be transported before the lakes freeze next fall, 
said he. 

“Despite the handicaps, we still have a good chance to meet 
estimated requirements of the Upper Lake docks, if we concen- 
trate upon the job and are not blocked by an unseasonably early 
freeze,” said he. 

Administrator Ickes said that total lake coal shipments to 
United States ports this year, as of July 1, were 10,882,908 
tons. Last year 14,304,215 tons had been hauled by lake carriers 
as of that date. 

In the Lake Superior area alone, the estimated require- 
ments objective for American ports for 1943 is 10,800,000 tons. 
To July 1, United States ports on the lake had received 2,734,- 
526 tons of coal this year, a decrease of 647,137 tons under com- 
parable 1942 shipments. But since estimated requirements are 
higher, the deficiency on July 1 was approximately 1,000,000 
tons. 

For the Wisconsin-Upper Michigan area served from Lake 
Michigan, the requirements this year are estimated at 7,292,809 
tons. Actual coal receipts in the area to July 1 were 1,706,082 
tons, a decrease of approximately 550,000 tons under last year. 


Railroad Earnings 


Class I railroads in June had an estimated net income, 
after interest and rentals, of $70,900,000 compared with 
$77,690,545 in June, 1942, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Asso- 
ciation of American Railroads and made public August 2. 
Class I railroads in June had a net railway operating income, 
before interest and rentals, of $109,655,123 compared with 
a net railway operating income of $118,737,993 in June, 1942. 
The decreases in income were attributed chiefly to the removal 
of Ex Parte 148 increases, effective May 15. 

Operating revenues for the month of June totaled $747,- 
364,547 compared with $623,687,416 in June, 1942, while operat- 
ing expenses totaled $451,945,537 compared with $378,472,014 
in the same month last year. 

Class I railroads in the six months ended on June 30, 
1943, had a net railway operating income, before interest and 
rentals, of $705,943,271 compared with $551,683,831 in the 
same period in 1942. Those same railroads in the first six 
months of this year had an estimated net income, after 
interest and rentals, of $448,800,000 compared with $289,185,666 
in the corresponding period of 1942. 

In the twelve months ended June 30, 1943, the rate of return 
on property investment averaged 6.06 per cent compared with 
a rate of return of 4.19 per cent for the twelve months ended 
June 30, 1942, according to the railroad association statement 
which continued as follows: 


The earnings reported above as not railway operating income, 
represent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Proprty investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies, and cash. 

This compilation as to earnings for the six months of 1943 is based 
on reports from all Class I railroads, representing a total of 229,462 
miles. 

Total operating revenues in the six months of 1943 totaled $4,346,- 
657,544 compared with $3,280,759,026 in the same period of 1942, or an 
increase of 32.5 per cent. Operating expenses in the six months of 
1943, amounted to $2,630,559,409 compared with $2,157,262,448 in the 
corresponding period of 1942, or an increase of 21.9 per cent. 

Class I railroads in the six months of 1943 paid $914,847,901 in 
taxes, compared with $448,283,697 in the same period in 1942. For the 
month of June alone, the tax bill of the Class I railroads amounted to 
$168,726,888 an increase of $58,234,719 or 52.7 per cent above June, 1942. 

Seventeen Class I railroads failed to earn interest and rentals in the 
six months of 1943, of which eight were in the Eastern District, two in 
the Southern Region, and seven in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the six months of this 
year had an estimated net income, after interest and rentals, of 
$179,000,000 compared with $128,272,605 in the same period last year. 

Those same roads in the six months of 1943 had a net railway 
operating income, before interest and rentals of $281,252,756 compared 
with $233,034,401 in the same period in 1942. 

Operating revenues of the Class I railroads in the Eastern District 
in the six months of 1943 totaled $1,922,661,500, an increase of 22.1 per 
cent compared with the same period in 1942, while operating expenses 
totaled $1,238,673,469, an increase of 17.6 per cent above 1942. 

Class I railroads in the Eastern District for the month of June 
alone had an estimated net income, after interest and rentals of $29,- 
000,000 compared with $33,672,220 in June, 1942. Net railway operating 
income, before interest and rentals, in June amounted to $45,001,038 
compared with $50,621,633 in June, 1942, 


Southern Region 
Class I railroads in the Southern Region in the six months of this 
year had an estimated net income, after interest and rentals of $78,- 
300,000 compared with $57,656,684 in the same period last year. 
Those same roads in the six months of 1943 had a net railway 
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operating income, before interest and rentals of $111,565,674 compared 
with $91,066,662 in the same period of 1942. 

Operating revenues of the Class I railroads in the Southern Region 
in the six months of 1943 totaled $649,972,103, an increase of 39.3 per 
cent compared with the same period of 1942, while operating expenses 
totaled $361,874,267 an increase of 24.5 per cent above 1942. 

Class I railroads in the Southern Region for the month of June 
alone had an estimated net income, after interest and rentals of 
$11,300,000, compared with $12,511,938 in June, 1942. Net railway oper- 
ating income, before interest and rentals, in June amounted to $15,- 
713,303 compared with $17,443,165 in June, 1942. 

Western District 

Class I railroads in the Western District in the six months of this 
year had an estimated net income, after interest and rentals of 
$191,500,000 compared with $103,256,377 in the same period last year. 

Those same roads in the six months of 1943 had a net raliway 
operating income, before interest and rentals, of $313,124,841 compared 
with $227,582,768 in the same period in 1942. 

Operating revenues of the Class I railroads in the Western District 
in the six months of 1943 totaled $1,774,023,941, an increase of 43.1 
per cent compared with the same period in 1942, while operating ex- 
penses totaled $1,030,011,673, an increase of 26.6 per cent above 1942. 

Class I railroads in the Western District for the month of June 
alone had an estimated net income, after interest and rentals, of 
$30,600,000 compared with $31,506,387 in June, 1942. Net railway operat- 
ing income, before interest and rentals, in June amounted to $48,- 
940,782 compared with $50,673,195 in June, 1942. 


CONTROL OF EXPORTS AND IMPORTS 


Revalidation is required for all export licenses for Argen- 
tina issued prior to May 1, 1943, says the Office of Economic 
Warfare, Office of Exports, in its current export bulletin 
No. 109. Effective August 2 all outstanding individual licenses 
(BEW 119 or BEW 166) for exportations to Argentina, with 
certain exceptions, have been revoked if they were issued 
prior to May 1. The exceptions are SP licenses, WP licenses, 
licenses under mine serial numbers, and licenses for the 
operation of meat packing plants engaged in the fulfillment of 
the United Nations’ contracts. Holders of revoked licenses 
are required to submit them promptly to the Office of Exports, 
Office of Economic Warfare, Washington 25, D. C., for revalida- 
tion. 

The Office of Exports said no exportations for which li- 
censes were issued prior to May 1 might henceforth be made 
except in the case of shipments which were on dock, on 
lighter, or laden aboard the exporting carrier prior to August 2. 
The revocation of the licenses, it said, would not apply in the 
case of such shipments on dock, on lighter, or laden aboard 
the exporting carrier prior to August 2. 

The Office of Exports has issued current export bulletin 
No. 110, dealing with program license for French possessions 
in the South Pacific, establishment of a general license, desig- 
nated “G-SMPR,” by which certain sugar-mill machinery and 
parts may be exported from Puerto Rico to certain destina- 
tions, and other subjects. 


Truck War Committee 


“Spiking rumors which have swept through official circles 
in Washington for the past two weeks, William M. Jeffers, 
rubber director, flatly denied last week that he will recommend 
any further limits in loads carried by truck tires,” says an 
announcement of American Trucking Associations, Inc., adding 
that the statement had been made to the association’s War 
Planning Committee (see Traffic World, July 31). 


According to the announcement, Mr. Jeffers told the com- 
mittee that the tire situation was very serious and that the next 
ninety days was the critical period. Tire manufacturers were 
working under difficulties of material and manpower shortages, 
he was quoted as saying, and that lend-lease requirements 
would continue to be supplied; that he was fully alive to the 
essential job being done by civilian truck transportation and 
that his organization would use every resource to “keep them 
in tires.’ He was quoted further as saying that he was not 
going to recommend any further restrictions because he did not 
believe that restrictions would solve the problem, but that the 
job was to save tires. 

The announcement said the belief that Mr. Jeffers was 
about to recommend a drastic cut in weight limits on tires was 
so widespread that in one section at least, Office of Price Ad- 
ministration tire inspectors were demanding that truck opera- 
tors sign an agreement not to load axles more than 100 per cent 
of the O. D. T. limits, “threatening that if they refused. they 
would issue no tire certificates.” This, said the association, 
would cut capacity 10 to 15 per cent. It added that the O. D. T. 
tire weight limits were based on the recommended standards 
of the Tire & Rim Association and said that the trucking indus- 
try contended that the formula was “old and discredited,” and 
had never been used by the tire industry itself in working with 
truck operators. The War Planning Committee pointed out that 
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the O. D. T. itself had recognized this fact when it added a 
per cent tolerance and permitted the application of the form , 
on a vehicle basis rather than axle weight, says the association 


Despite the marked improvement in tire construction fe 

tures, such as the introduction of rayon and advanced technics | 
formulas in compounding, the “so-called standards” were 
almost identical with those used when balloon tires first ¢; 

out, it said, citing the fact that an 8.25x20 ten-ply tire had ; 
recommended maximum load of 2,750 pounds at least ag fy 

back as 1933, and was still at that same figure. The indysim (No anon 
contends that O. P. A. inspectors must use the actual loa; | 
habitually and successfully imposed on tires'as a regular indy 
try practice over a long period of years in determining ti 
abuse due to overloading, says the announcement, and coy s 
tinues: aE Se 
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Meantime the tire situation is serious enough to threaten the sy 
cessful operation of the trucking industry. At the moment the p oH 


lem is..one of manufacturing capacity and the industry’s chance qgages an 
getting enough tires produced for civilian trucks in the face of eypsses ar 
get he 
fense 


tremely heavy military and lend-lease demands. On the horizon 
another and equally serious problem due to the failure thus far. , 
synthetic tires in large sizes to carry the loads which the industry } 
to carry. This picture changes day by day and technical improveme 
is rapid, but whether fast enough to cope with our dwindling supp! 
of crude rubber is a serious question. 





The association has pledged whole-hearted cooperation ogo some 
the national and affiliated state associations in a new and vigor 
ous tire conservation program, says the announcement. be 
tr 
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Overcharge Practice Condemned =‘ 
In a report in No. 619, Harry Remis, doing business af™ng 
H. Remis & Co., vs. Moore-McCormack Lines, ah et a f 
Maritime Commission has condemned the practice of com 
promising claims for overcharges without reference to carrierf§eS 
tariffs. The complaint was dismissed. It involved the applical.. 
tion and interpretation of respondents’ tariffs in respect of thgltor tl 
transportation of whole-hide pickled splits, pickled bellies ang Jt i 
shoulders, and dry-limed splits. The shipments moved igpéflic \ 
= sl 1942 from South American points to Boston anip%spor' 
ew York. : 


Rates in effect on leather were applied to the commodities™ “®: 
Complainant contended that the green-salted hide rates shoul The 
have been applied to the pickled splits and to the pickle h 
bellies and shoulders, and that the gluestock rates should havg™pren 
been applied to the dry-limed splits. The commission foun . | 
that rates set forth in an item in the tariffs covering Cargo}. 4 y 
NOS, should have been applied to the pickled splits or pickleie;©2" 
bellies and shoulders, holding that the pickled splits were ng “™™ 
leather nor green-salted hides; that the pickled bellies anit 
shoulders were not leather, green-salted hides nor gluestock Facl 
and that the dry-limed splits were not leather. It said thd. 
— rates should have been applied to the dry-lime sling 
splits. 

The commission found that there were overcharges aii — 
undercharges on the shipments and condemned _settlemetlifnosg , 
made without regard to relationship to rates on file. rience 


“In order to avoid unlawful discriminations,” it. saidjr nig) 
“carriers are under an obligation to apply their charges: calpdiate 
fully in accordance with their established rates whether oar. 
not they are members of conferences. When members | The 
conferences, they are under a contractual obligation with thiigse¢ ; 
other members to make their charges strictly in accordant app 
with the rates agreed upon by the conference. The practCtBary | 
of compromising claims in a manner which ignores the rate, 
which are applicable must be condemned. Such comprom erenc 
may lead to violations of paragraphs ‘First’ and ‘Second’ bt) 
section 16, or of the first paragraph of that section; or sectidl 
17 of the shipping act, 1917, as amended. Such compromisés 
also result in violations of the terms of the conference be nk 
ments which should be closely ‘policed by the confe 
Failure to do this will justify hearing to determine whethel] g,, 
the conference agreements should not be disapproved.” 
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SHIPBUILDING CLUB raf 


The formation of a Maritime 250th Club, for which ship itor ¢ 
yards will be eligible as they deliver their 250th vessel for the), The 
Victory Fleet, has been announced by Rear Admiral 





Howa Cie! 


L. Vickery, vice chairman of the Maritime Commission. tia 

' Henry J. Kaiser, Permanente Metals Corporation of Ridp i 
mond, Calif., became the first member with the delivery, ! spo) 
the Liberty ship M. H. DeYoung on July 19, said Admire ig} 
Vickery. A gold pennant bearing the legend “Maritime 2¥ Thi 


Club” in blue will be presented to each yard meeting the 


*. ue 
quirement. oo 
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and ctv, Roosevelt’s Travels 

' jitor the Traffic World: UE 

— “§ ] have just read your editorial in the July 31 issue on 

eae yes and labor and agree heartily with it. Many small busi- 

ace of edpsses are closing their doors because either they are unable 

horizon j@ get help or they cannot compete with the wages paid by 

hus far, @fense plants. ae 

dustry hil However, in your next editorial, you speak of Eleanor 

nprovemelincovelt’s travels throughout the country. I take exception 

ling supp your phrase “to talk to some bunch of women.” Would you 
y that Wendell Willkie travels throughout the country to talk 

eration ggo some bunch of men”? ; 

and vigor Midwest Waste Material Company, 


it By Marie Eerbeek. 
; Detroit, Mich., Aug 2, 1943. 





Thanks for placing Mrs. Roosevelt where she belongs—with the 
ndidates for office. She is not one herself but her husband is, and 
e works constantly at the job. As for Willkie, is our correspondent 
suming that his travels are essential?—Editor The Traffic World. 
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2 of com a7 pk ee 
‘o cariegses the Traffie World 
Dect et “ih itor the Traffic World: 


bellies ang Jt is interesting to note the various way in which the 
moved imaflic World has been used by John M. Flynn, professor of 
Joston anfensportation and traffic at Loyola University of the South, 
i Thomas O. Grounds, instructor of transportation rates and 
ing, University of Southern California. I refer to their 
ers in the Traffic World of July 3 and 24. : 

The Pacific Traffic Association, San Francisco, organized a 
mprehensive course in traffic and transportation in 1938. 


mmodities 
ates shoult 
he pi 


no asses are conducted two nights a week during the regular 
ring Cargt hol year at the Evening High School of Commerce and our 


or pickleeendance records have attested to the service this course is 
* Bee jofccring to those in the transportation shipping business. Since 
bellies ané a, the attendance has been pretty evenly divided between 
; eo and women. 
Rapes 4 Each year’s work is really a unit by itself. Students who 
 dry-lime t merely to learn the rudiments of freight transportation, 
; luding the use of the classification and rate tariffs, can enter 
«elementary class with or without the idea of taking the 
harges alifee years’ work. They can also enter the intermediate or ad- 
settlement iced classes, depending on the extent of their previous ex- 
le. _ rience. In fact, the classes are so arranged that, by attending 
3,” it. Saldr nights a week, a student can take the elementary and inter- 
=e carePdlate classes or the intermediate and advanced classes in one 
whether Ofgar, 
nembers 0] The Traffic World has been of immense benefit to these 
on with “ses and I wish to take this opportunity especially to express 
accorde®"? appreciation of your “Questions and Answers” section. 


The pracu@Parly every week there is at least one problem that has a 
es the ra “acct bearing on subject matter under discussion, and the 
ompro! 7 of erences to I. C. C. decisions enable us to study the funda- 
ee ial principles underlying the solutions to the problems. 


R. E. Campbell, 
Western Pacific Railroad. 
(Instructor of Freight Traffic and Transportation, 


sompromisé 
rence 


conference Evening High School of Commerce.) 
ine wm “| San Francisco, Calif., July 30, 1943. 


raffie World Unfair 


which ship-for the Traffic World: 
essel forthe) the name Traffic World is a misnomer for a publication 
iral Howaldgen favors one form of transportation above others. 

ssion. e latest evidence of this favoritism is to be found in your 

















ion of trial in the July 24 issue, in which you say in part: “This is 
delivery 0 -.. to solve the long existing problem of whether motor 
aid Admirig'sPort pays what it should pay for the commercial use of 





highways.” 


is no longer a problem, the matter having been deter- 
“t &@ number of years ago when the so-called Eastman 
































THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Committee found, after a careful study, that trucks pay more 
than their fair share of the cost of highway construction and 
maintenance. This study had been demanded by the railroads. 
Some say it was even financed by the railroads. Mr. Eastman, 
who directed the study, had been identified with the railroads. 
Yet, since the study disclosed that trucks pay even more than 
their fair share of highway construction and maintenance, 
Traffic World has sought another survey. 

In short, you want a survey that will prove that trucks do 
not pay their fair share and in your opinion and survey which 
fails to prove your case is not a fair survey. That is exactly 
the same attitude that John L. Lewis took with respect to the 
War Labor Board. So long as it went along with Lewis it was 
a grand board; when it failed to play along with him its mem- 
bers were a bunch of rats. 

It’s high time that Traffic World realized that traffic is a 
lot bigger than any one form of transportation. 

The same attitude is shown with respect to air transporta- 
tion when the editorial goes on to say: “This is the time . . . to 
adopt a policy of avoiding government subsidy or aid in any 
form to commercial air transport.” This gave me quite a laugh 
considering the mail subsidies which rail transportation enjoys 
and the millions of acres of free land which the railroads were 
given in their early days, the income from the sale or rental 
of which many railroads still enjoy. 

_ i am not arguing that the railroads should not have been 
given this land or that they should not now be given mail sub- 
sidies. What I am arguing is that it would be hypocritical 
indeed for one form of transportation to decry government 
help to others while they themselves accept such help; and it is 
still less proper for a publication which claims to represent the 
traffic world to play the game of any one form of transportation 


against the others. 
Philip F. Frank, 
Director of Public Relations, 


Associated Transport, Inc. 
New York, N. Y., July 30, 1943. 





Mr. Frank is typical of those who, when a subject is treated fairly 
and broadly and not seen through their own brand of spectacles, find 
favoritism and unfairness. We are glad to learn from him that the 
question of whether motor transport pays properly for its use of the 
highways has been definitely settled. Others who know more about it 
do not think so. When, by the way, was Mr. Eastman identified with 
the railroads, as Mr. Frank states, and where does he get the ‘‘East- 
man Committee’ or the information that some think its report was 
financed by the railroads? He means, of course, the report of the 
Coordinator of Transportation when Mr. Eastman filled that office some 
years ago, as head of a government bureau. And we suggest that Mr. 
Frank also read up‘a little on the subject of land grants, for which the 
railroads long since paid in full and which are now used to beat down 
rates on government traffic—to the discomfiture, by the way, of the 
trucks as well as the railroads. And what does he mean by ‘mail 
subsidies’ to the railroads? They carry the mail and are paid for it. 
The only reason we bother to answer this letter at all is that, in 
accordance with our policy, we must print it, and, if we print it, 
we can hardly allow it to stand uncorrected.—Editor The Traffic World. 


Defense of the Solicitor 


Editor the Traffic World: 

I have had the privilege of reading and sometimes enjoy- 
ing the Traffic World editorials and traffic articles; also ap- 
preciate the help obtained therefrom. 

For several years prior to 1923, I held the position of 
traffic manager for one of the largest flour mill companies, 
with plants in the northwest, southwest, central west and east. 
It was during the World War, I had the same experiences 
that the present day traffic managers are now having, only 
then I did not have the much needed helpful advice and as- 
sistance of the freight solicitor representing local off line roads. 

During World War No. 1, you will recall, the government 
assumed control of the railroads and they suffered for a num- 
ber of years after from government mismanagement. Among 
their many mistakes was the closing of all off line soliciting 
offices and withdrawal of solicitors from local railroads; con- 
sequently, all intercourse between shippers and transportation 
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companies was by phone and with those having no knowledge 
of our methods and requirements, lacking the same interest 
shown by the solicitors, who were as fully acquainted with our 
traffic problems as the traffic manager himself. The traffic 
manager was always ready and willing to confide his problems 
to the solicitor, who, therefore, acquired them by practical 
experience. The traffic manager then, as today, did not pre- 
tend to know it all and appreciated all the assistance the solici- 
tor could give him in expediting his important shipments. 


A traffic manager whose salary was in the five figures and 
whose title was vice president in charge of traffic told me his 
company insisted that all solicitors be interviewed, as every 
transportation company had a superiority in some respect over 
competitors, to find out that superiority and USE it. 


Industrial traffic managers do not become affiliated with 
traffic clubs for the sake of food or refreshments—most of 
them deem it their duty to attend the meetings to keep posted 
and learn first hand of any anticipated change in rates, sched- 
ules, etc. They would much prefer remaining at home with 
their families and far better meals. Would it be wise for an 
industrial concern to withdraw membership from other organ- 
izations, such as credit, sales, and export? No company of any 
consequence would give that a second thought; the expense is 
negligible as compared with the benefits derived and they 


would be considered “penny wise and pound foolish.” It is the . 


exchange of ideas, policies, properly concerted action in han- 
dling business, planning for the future, that make membership 
in all such organizations profitable and wise. For the same 
reasons, all transportation companies should be well repre- 
sented in all organizations depending largely on transportation 
as a means of success. 

I am now a freight solicitor, representing a transportation 
company. I have profited by my industrial experience and, 
consequently, have continued my membership in a traffic club 
of which I am one of the founders and a charter member. I 
fail to see any valid reason for withdrawing membership; it is 
purely a business proposition and it is only for that reason I 
have continued my membership—not for “the loaves and 
fishes.” My home is far more enjoyable and my menus are of 
my own selection, but I feel it my duty to attend those meet- 
ings and keep in touch with the shippers and report to my 
company of any anticipated changes which may be of vital in- 
terest to my employers. Solicitation at these meetings is 
tabood. 

Can’t say I have read with interest your editorial under 
the caption of “TRAFFIC SOLICITATION,” appearing in The 
Traffic World of July 24. You say that among the things dis- 
cussed at a conference in the office of Commissioner Johnson 
was war time solicitation of freight traffic. Presume, of course, 
the Traffic World was represented at that meeting and entered 
into that discussion, but apparently there was none present 
sufficiently informed of the important duties of a soliciting 
force (especially those representing off line railroads or other 
modes of transportation) or they would have recalled the seri- 
ous mistake made during World War No. 1 in closing all off 
line offices for the express purpose of cutting out all expense 


accounts by withdrawing all memberships from traffic and . 


transportation clubs. I should have thought that matters of 
far more importance than traffic solicitation would be brought 
before that presumably important conference, or they may 
have exhausted all other subjects such as “THE WAR IN 
WASHINGTON.” 


Some seem to want to compare the freight solicitor with 
the man on the corner selling shoestrings and pencils. A solici- 
tor does not have to beg or ask for business; he just gets it by 
making himself and his company an essential part of the ship- 
per’s organization by a devotion to their interests. As a traffic 
manager of one of the largest and heaviest shippers in this 
territory once said to me: “It’s the contact man that should be 
given full credit for our business; his superiors are essential 
in having the final authority to approve or disapprove matters 
presented for consideration.” This same traffic manager was 
presented with an autographed photo from his president read- 
ing: “To my good friend and associate.” That president is a big 
man in every respect and should convince us all that we have 
no superiors or “bosses” but all are associates. 

You carry full page advertisements in your valuable maga- 
zine of transportation lines east and west reading: “HE’S 
WORKING FOR YOU HARDER THAN EVER,” “40 FAST 
FREIGHTS DAILY,” “OUR ENTIRE TRAFFIC DEPART- 
MENT IS AIDING SHIPPERS AND TRAVELERS,” “24 
HOURS A DAY FOR U. S. A.,” “ASK.US HOW TO ROUTE 
YOUR SHIPMENT.” It is the solicitor or contact man who is 
best fitted to place these facts before the shipper and see that 
their interests are best protected. Get away from the thought 
that the contact man, freight solicitor, or transportation sales- 
man has but one thought and object in life—to “EAT, DRINK 
AND BE MERRY.” We are a conscientious bunch—as much 
so as our high salaried associates. Who has to account for loss 
in tonnage? In fact, who is held personally responsible for 
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ugust 
that loss? No one but the contact man—the solicitor 
gets or takes credit for increases? His local office. Seldom 
a solicitor surprised with an increase in his pay envelope 
he rarely hears the encouragement of “WELL DONE THO 
GOOD AND FAITHFUL SERVANT!” : 
Many times has Washington’s mis-routing been notigll 
and corrected by the watchfulness of the solicitor. He shoul 
be considered absolutely essential during these trying ti 
and will be by fair minded people. 
_. You must realize, before condemning the solicitor to obj 
ion, that he is an important, if not the most important agg T 
tion to the personnel of an off line office. He is the one tm © tl 
is fully acquainted with the shippers and their requiremenfces m 
An off line office is practically a soliciting force placed in ¢ harges 
community for no other purpose than to increase and hold tipral ad 
tonnage secured and acting upon the recommendation of tha ubject 
contact-man or men. Today, as well as yesterday, sery@ Th 
means everything and without service, nothing; therefore 4 ppply 1 
off line office is as essential as local offices. ipally 
The office usually consists of an agent, chief clerk, stengdhe 101 
raphers, a traveling and a local contact man; the sole objed eprese 
of the office is to hold and increase if possible, the tonnaghussed 
from the territory assigned them. ‘poly tl 


put als 






wen 


Joseph E. Young, 
é ; Luckenbach Steamship Co., Ine, 
Philadelphia, Pa., August 4, 1943. 
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So far as we are concerned, this letter is uncalled for. We ha S 3 
not advocated abolition of freight solicitors or memberships in traf ismis: 
clubs and we certainly were not represented at the secret confereng. ily 
in Washington held in Commissioner Johnson’s office.—Editor - a 
Traffic World. eT 





U. S.-PUERTO RICO SHIP OPERATIONS PROBE “eo 


Examiner F. J. Horan, of the Maritime Commission, in {cific © 
proposed report in No. 624, In Re Pan-American Steamship (ihigher 
Inc., and Transport Steamship Corporation, has recommenddsouri | 
findings that the respondents have violated section 2 of tigdresse 
intercoastal shipping act, 1943, as amended, and sections 15 agthat t 
18 of the shipping act, 1916. shippe 

He concluded that the respondents had violated the fingpackir 
of the sections named by engaging in the transportation of progand a 
erty from New York City to Puerto Rico without schedules o T 
file with the Maritime Commission; that they had violated sagyearir 
tion 15 of the shipping act by having carried out an agreemegmg th 
not filed with and not approved by the commission, and thgpreju‘ 
they had violated section 18 of that act by exacting “a chargact. ' 
which, under the circumstances, was unreasonable.” maint 

The examiner said that the two respondents, in Octobeging tl 
1942, shared an office in New York City and that Transport : i 
that time entered into contracts of affreightment with manjmissic 
shippers providing for the transportation of commodities qcomp 
various descriptions from New York to Puerto Rico at $1.30fice of 
cubic foot. He said Transport represented itself as agent glegal 
steamship Hochelaga, for the purchase of which Pan-Americ violat 
signed a contract that it subsequently was financially unable qthe p 
carry out. On Jan. 28, 1943, Transport notified the ship~ers thi charg 
the Hochelaga would be unable to make the voyage to Pue 7 
Rico as scheduled and rescheduled, and asked them to appl I 
for a redelivery permit, he said. He noted that redelivery o#had 1 
the cargo from the piers was completed Feb. 20. He said tha ment 
Transport had never filed with the commission schedules 4to th 
rates or charges and that Pan-American had not done so unt] betw 
after the cargo had been received at the pier. It was clear, were 
said, that Transport as well as Pan-American was a comm#éthe r 














carrier. : move 
Miss« 
CLAIM ADJUSTERS’ AND INSPECTORS’ COURSE ‘hi 


The committee on prevention of loss and damage of t r 
freight claim division, Association of American Railroads, hd}; 
made arrangements with the U. S. Forest Products Laboratoly +)... 
Madison, Wis., for a week’s course in packing and loading ‘ The 
freight, especially prepared for railroad, rail bureau and ¢}., a 
press service inspectors and claim adjusters. The course Will 9 j4 , 
held late in October or early in November, the exact dates Mf... 
as yet having been set. The class will not exceed 100 in numbel y;.. 

The course will be under the direction of Prof. George 4#¢ 
Garratt, chief, division of technical service of the laboratory ,,, 
who is on leave from Yale University. An outline of the SU o.4, 
jects to be covered, sent to members of the freight claim di lines 
sion by Lewis Pilcher, its secretary, includes lectures on fibjg}s 
board containers and wood boxes and crates; nailing, M€Phon, 
strapping, wire binding and cleating; interior wrapping ™ char 
paper; miscellaneous containers, and proper loading of Cars. § thoi; 


~~ 





M. C. CONTRACT SAVINGS 18 
_The Maritime Commission has announced it has effec 
savings aggregating $88.320,000 by renegotiations of conta (14) 


through June 30, 1943. 
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Traffie Law and Procedure 


cen not enty-Third in a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson— 
€ Shouk 
















rying ti Unreasonableness 
tor to obliy : 

ortant ad¢ The interstate commerce act, as amended, provides that 
he one ® the rates and charges of carriers for transportation serv- 


‘quiremenfices must be just and reasonable. Unjust and unreasonable 
laced in typharges are prohibited and declared to be unlawful. This gen- 
nd hold tipral admonition applies to all carriers and freight forwarders 
ion of thegubject to the several parts of the act.’ 
lay, servi The great classic cases in which courts have attempted to 
erefore, tippply these legislative principles to practices have arisen prin- 
jpally with respect to railroad transportation rates because of 
erk, stenofthe longer history of railroad rate regulation. Some of the 
sole objgrepresentative cases dealing with rate reasonableness are dis- 
the tonnageussed in this article. Many of the leading cases involve not 
‘bnly the reasonableness of rates under section 1, of the act, 


ing, put also violations of other sections, notably section 3. 
0., Ine. |. C. C. vs. Chicago Great Western R. Co. 

This case was an appeal from the Circuit Court of the 
or. We hay. S. for the Northern District of Illinois to review a decree 


lips in traiijismissing proceedings begun before the Commission against 
et _conferen§, railway company, charging unreasonableness and unjust dis- 
—Editor Mrimination in rates.’ 
The Chicago Live Stock Exchange filed a petition before 
the Commission charging the defendant carriers with violation 
ROBE of sections 1 and 3 of the interstate commerce act. The spe- 
lission, ingcific offense alleged was that the railroads were charging 
‘amship Cighigher freight rates on livestock shipped to Chicago from Mis- 
commendgsouri River points and other points similarly situated than on 
mm 2 of tadressed meats and packing house products. It was contended 
tions 15 aggthat these higher rates were unlawful discrimination against 
shippers of livestock to Chicago and gave to the shippers of 
ed the fingpacking house products an undue and unreasonable preference 
tion of progand advantage. 
schedules 9 The carriers answered, denying the allegations. After 
violated sagearing, the Commission, January 7, 1905, made an order find- 
n agreemegmg that the rates between these points constituted a wrongful 
mn, and thgprejudice and discrimination in violation of provisions of the 
g “a chargact. The defendants were ordered to cease and desist from 
, {maintaining or enforcing the unlawful rates and from continu- 
in Octobeing the unlawful discrimination. 
Transportq The defendants did not comply with the order. The Com- 
with manmission instituted suit in the Circuit Court of the U. S. to 
\modities compel compliance. The defendants answered, admitting serv- 
o at $1.30fice of order and refusal to comply with it, denying that it was 
as agent glegal or binding, but, on the contrary, claiming that it was in 
in-Americg Violation of their rights. The Commission also consolidated in 
ly unable @the’ proceedings testimony alleging violation of the Elkins act 
hip~ers thacharging substantially the same discrimination. 
re to Pue The Circuit Court decreed that the bill should be dismissed. 
2m to appl It found, among other things, that the rates on livestock 
edelivery #had not materially affected any of the markets, prices, or ship- 
te said thdments. It found that they were reasonably fair to Chicago and 
schedules §to the shippers and that the shipments of livestock from points 
one so unlibetween Chicago and the Missouri River points and St. Paul 
ras Clear, Wwere as great in proportion to the volume of business as before 
; a comma@the rates were made. It found that the majority of livestock 
j moved to Chicago from points as near as 150 miles east of the 
Missouri River and St. Paul, and that the lower rates given to 
the packers did nct appear directly to influence or injure the 
shipment of livestock. 

The opinion of the U. S. Supreme Court was delivered by 
Justice Brewer. It found it difficult to see what foundation 
there was for the claim of undue and unreasonable preference. 
The real complaint was that the railroad did not fix the rates 
urse Se 80 as to help the Chicago packing industry. The Commission 
ct dates nf did not find whether or not the rates in controversy were rea- 
) in numbe sonable, per se. The rates in question given to the packers at 
George J Missouri River and St. Paul were a result of competition. The 
"aborate C.G. W. R. R. reduced rates for the purpose of obtaining a 
of the sul greater proportion of the traffic in products of livestock. In 

order to obtain freight that the C. G. W. R. R. might get, other 


im divf ); : sat 
an lines reduced their rates. The competition was not the result 


OURSE 


nage of t 
iilroads, hé 
Laborato 
1 loading ¢ 
sau and é 


iling, mei, an agreement but was actual, genuine competition. An 

-apping # = and fair motive—competition—was the cause for the 

of CARE ange in rates, which the carriers, as the private property of 

> their owners, had the right to make, provided the competition 
ia ‘Interstate Commerce Act, Part I, Section 1, (5); Part II, Section 

has effect {a)-(d) ; Part III, (a)-(b): and Part IV, Section 404 (a). 

of contra (209 U. S. 108), 1908; and I. C. C. vs. C. G. W. R. Co. et al. 


(41 Fed. 1003), 1905. 


in Rate Making 


was general and not a mere preference. This competition elimi- 
nated from the case any intent to do an unlawful act and left 
for consideration only the question of whether the rates estab- 
lished did work an undue preference or discrimination. As the 
findings of the court showed that the result of the new rates 
had not been to change the volume of traffic going to Chicago, 
or materially to affect the business of the original complainant, 
it would seem necessarily to result that the charge of unrea- 
sonableness or unlawful discrimination was not proved. There 
was no evidence of an intent on the part of the railroad to do 
an unlawful act, and the act itself did not work any substan- 
tial injury to the rights of the complainant. The findings of 
the Circuit Court were found to be warranted by the testimony, 
having made it clear that there was no unlawful discrimina- 
tion. 
The decree of the Circuit Court was affirmed. 


Southern Railway vs. St. Louis Hay and Grain Co. 


The St. Louis Hay and Grain Company, a corporation or- 
ganized under the laws of Missouri, with main offices at St. 
Louis, was a dealer in hay and in connection with such business 
operated warehouses in East St. Louis, Ill. The Southern Rail- 
way Company, owned and operated a line extending from East 
St. Louis through eastern Illinois to points in the South, to 
which points the hay and grain company was engaged in ship- 
ping hay. The company bought at its warehouses, some hay 
that was brought in from the adjacent country. A large por- 
tion of the hay was purchased at points in the north and west. 
Some of the hay thus purchased was sent directly through 
East St. Louis in the cars in which it was originally loaded. 
Much of it, however, was transported to its warehouses at East 
St. Louis, there unloaded, inspected, and reloaded for shipment 
to southern market points. This was referred to as reconsign- 
ing. For hauling the cars of hay to the Hay and Grain Com- 
pany warehouses, from which the shipments were reconsigned 
to the southern markets, and taking the reloaded cars from the 
warehouses, the railroad charged $4 to $5 a car, which, on the 
average loading, was equivalent to 2 cents a hundred pounds. 
The extra services rendered included the use of the cars and 
the switching of the cars to and from the warehouses. 

The Hay and Grain Company complained to the Commis- 
sion that this charge was excessive and unreasonable, and that 
half of it would be sufficient compensation. The Commission 
upheld the Hay and Grain Company complaint and awarded 
reparation to it in the amount of $1,572. This sum amounted 
to about half the sum paid to the railroad for its services.’ 

The railroad did not pay the amount of the reparation 
award. The Hay and Grain Company petitioned the U. S. Cir- 
cuit Court to recover this amount, plus interest and attorney’s 
fees. This trial resulted in judgment in favor of the Hay and 
Grain Company, as petitioned, with interest and attorney’s 
fees. The judgment was appealed to the U. S. Circuit Court 
of Appeals and here affirmed.’ Whereupon, the case was 
brought to the U. S. Supreme Court for final judgment.° 

The opinion of the Supreme Court, delivered by Justice 
Brewer, upheld the position taken by the Commission that the 
stopping of a commodity in transit was a special privilege that 
the carrier could concede but that the shipper could not de- 
mand as a lawful right. The Supreme Court found, however, 
that carriers could not discriminate between shippers or markets 
in granting such privileges. Therefore, if such privileges were 
granted to markets competing with St. Louis in the defendant’s 
business they should also be granted to St. Louis. The Com- 
mission also showed that the privilege of loading and unload- 
ing was of value to the complainant and that it cost the car- 
riers something to accord the privilege. It also contended that 
a charge of $2.00 or $2.50 or approximately 1 cent a hundred 
pounds was a fair average cost of performing the privilege and 
cofnplainants should recover all in addition to that sum. 

In handing down its opinion, the Supreme Court stated 
that the stopping for inspection and reloading was of benefit to 
the shipper and involved some service by an expense to the 
railroad company, and that the latter was entitled to some- 
thing more than the actual cost of that privilege. It should 
receive some compensation for the additional service rendered. 





St. L. H. and G. Co. vs. M. and O. R. Co., et al. (11 I. C. C. 90), 
1995. , 

*St. L. H. and G. Co. vs. Southern R. Co. (149 Fed. 609), 1906. 

5 Southern R. Co. vs. St. L. H. and G. Co. (153 Fed. 728), 1907. 

€ (214 U. S. 297), 1909. 
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The court held that the compensation of the carriers for such 
services was not limited to the mere cost of performing the 
service but they might lawfully make a reasonable profit from 
the services furnished. This was particularly true when the 
granted privilege was in no sense a part of the transportation 
service, as in this case. Whether or not the Commission was 
correct in stating that the carrier was under no obligation to 
permit interruption in transit, the Supreme Court held that the 
carrier was entitled to receive reasonable compensation beyond 
the mere cost for that which it performed. A carrier that pro- 
provided a service and incurred expense thereby, in stopping 
goods in transit for inspection and reloading for the benefit of 
the shipper was entitled to compensation in addition to the 
actual expense incurred. The testimony before the Commission 
was not preserved of record; therefore, it was impossible, even 
if proper, for the Supreme Court to fix the amount that would 
be a fair and reasonable charge. 

In a case decided later in the same year, 1909—St. Louis 
Hay and Grain Co. vs. I. C. R. Co. and M. and O. R. Co.—the 
Commission dismissed a substantially but not precisely similar 
case, which suggested to the court that, perhaps, on further 
examination, the Commission had come to a different conclu- 
sion than in the original case.’ 


Southern Pacific Co. and Oregon and California RR. vs. I. C. C. 


This case was an appeal from the Circuit Court of the 
United States for the Northern District of California to the 
U. S. Supreme Court to review a decree refusing to enjoin the 
enforcement of an order of the Commission setting aside new 
rates and restoring the old ones. Whether the Circuit Court 
was right in refusing to enjoin the enforcement of an order of 
the Commission fixing rates on lumber was the general subject 
for consideration on this record.® 

In November, 1907, a complaint was filed with the Com- 
mission on behalf of the Western Oregon Lumber Manufac- 
turers Association and others concerning a rate of $5 a ton, 
in carload lots, on green common rough fir lath and lumber 
and forest products from Willamette Valley points to San 
Francisco and Bay points. The rates were published in a tariff 
filed by the Southern Pacific with the Commission, effective in 
April, 1907. It was charged that the rate complained of was 
unreasonable in and of itself and discriminatory. In 1898, a 
rate of $3.10 a ton was in effect and on faith of this rate, large 
amounts of capital were invested in the Willamette Valley. 
People in that valley were largely dependent on the lumber 
industry. It was alleged that the industry would be destroyed 
if the new rate of $5 were continued. It was also alleged that 
the $3.10 rate was reasonable and that the rate was increased 
without just cause, on the theory that the Valley was prosper- 
ous and could stand an increase in freight rates on lumber. 
The railroads answered that the $3.10 rate was unreasonably 
low and had been fixed solely for the purpose of enabling the 
lumber from the Willamette Valley to reach a market in San 
Francisco and Bay points, which it could not have done if a 
just and reasonable rate had been established. 


This condition had arisen because, from Portland and other 
points on the Columbia River and Puget Sound, there was a 
highly developed lumber industry accessible to San Francisco 
and Bay points by water at rates so low as to exclude shipping 
of any lumber from the Valley unless a very low rate had been 
fixed to meet the water competition. No other market was 
available to the Willarnette Valley when the $3.10 rate was 
fixed. Several years before the $5 a ton rate went into effect, 
a tariff fixing that rate had been made applicable to Portland. 
At the hearing the Portland interests intervened and urged 
that, if the $3.10 rate were restored to Willamette, it also 
should be restored to Portland so as to prevent discrimination. 

After hearing, the Commission directed the railroads to 
cease charging the $5 rate and fixed as a proper rate from cer- 
tain points in the Valley the sum of $3.40 a ton, and from re- 
maining points a rate of $3.65. Although some of the points 
embraced by the order were within a few miles of Portland, 
that city did not get a reduction.’ 

The railroads refused to comply with the order and suit in 
equity was instituted in the Circuit Court to have the order set 
aside and to enjoin its enforcement. After a demurrer was 
sustained, an amended bill was filed. By this bill it was averred 
that the rate of $5 a ton fixed by the tariff which the Commis- 
sion had set aside was just and reasonable, per se, and that the 
rate fixed by the Commission was so unreasonably low as to 
be unjust, unreasonable, and confiscatory. 

It was alleged that the Commission, in setting aside the 
$5 a ton rate, had exceeded the power conferred on it by law 
and that it had not determined whether the rate was just and 


™(11 I. C. C. 486), 1909. 

8 (219 U. S. 433), 1911. 

® Western Oregon L. M. A. et al. vs. S. P. Co. et al. (14 I. C. C. 
1908. 
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reasonable, but had proceeded on assumption that power yg the CO 
conferred on it to fix an unreasonable rate because of its heim 00S | 
as to the equities of the situation and what it understood ay ment. 1 
believed to be best for the interests of the shippers. There y The cas 
a demurrer to the amended bill and the Circuit Court cepiag. JUS 
the case to the U. S. Supreme Court. _ Wi 

Chief Justice White delivered the opinion of the Syppag@”. 
Court, which held that the Commission had exceeded its auth Paina” 
ity in fixing the rates to be charged by the railroads ang me & 
exercising its discretion, which was, in effect, a destruction ; | 
the rights of private property in railroads. The real issue } 
the case was whether or not the rates fixed by the Commiss) 
were so low as to be confiscatory and a deprivation of the eo» 
rier’s property. The Court held that they were, and therefoy 
the order of the Commission was void. 

The decree of the Circuit Court was reversed and the eg that th 
was remanded to it with directions to enter a decree declarig he ral 
the order of the Commission to be void, and otherwise granptigher: 
ing the relief prayed in the bill. ge A i 

a 


Northern Pacific R. Co. vs. North Dakota, and M. St. P, q consid 
S. Ste. M. R. Co. vs. North Dakota of $1.( 


These cases were brought to the U. S. Supreme Court y a 
writ of error from the State Supreme Court of North Dako ee 
The State of North Dakota in 1907 by statute fixed mayi wa 
mum rates on carload lots of coal in intrastate traffic, T © ond 
carriers refused to put the rates into effect and, consequentlf ~ 
the attorney general of the state instituted proceedings in ty Th 
State Supreme Court for a mandatory injunction, which wagselves. 
granted. The carriers contended that the statute violated thaThe © 
commerce clause of the federal Constitution, and also that i§'@'®s * 
infringed the fourteenth amendment by fixing rates that wer ew 
“unremunerative, unreasonable, and confiscatory.” stance: 
The records showed that the carrier (Northern Pacific experi 
received for the fiscal year revenues totaling $58,953.07 angtricaci 
that total expenses were $58,125.46 on this traffic—a profit « 
$827.61. T 
The Supreme Court found that such a rate was slightl the re 
remunerative, but, in fact, non-compensatory, considering th of $3 
volume of freight carried and the property of the railroad é ~< 
voted thereto. the 
Justice Hughes delivered the opinion of the Supreme Cou al 
which held, in part: Deter 


It is presumed, but the presumption is a rebuttable one, that thginsist 
rates which the state fixes for intrastate traffic are reasonable and jus pusir 
When the question is as to the profitableness of the intrastate busine 
as a whole under a scheme of rates, the carrier must satisfactoril 
prove the fair value of the property employed in its intrastate bu it 
ness, and show that it has been denied a fair return upon that valu Swit 
With respect to particular rates, it is recognized that there is a wit@ the ¢ 
field of legislative discretion, permitting variety and classificationg Were 
hence the mere details of what appears to be a reasonable scheme ofAs | 
rates, or a tariff, or schedule affording substantial compensation, amfor s 
not subject to judicial review, but this legislative power can not Man g 
regarded as being without limit. The Constitutional guaranty (of, th appe 
Fourteenth Amendment) protects the carrier from arbitrary action a ratic 
from the appropriati.n of its property to public purposes outside th 
undertaking assumed, and where it is established that a commodity 
or a class of traffic has been segregated and a rate imposed whic 
would compel the carrier to transport it for less than the proper cos the | 
of transportation, or virtualiy at cost, the earrier would be denied 4 of t! 
reasonable reward for its service. After taking into account the enti 
traffic to which the rate applies, it must be concluded that the sta! 
has exceeded its authority. 


The judgments of the North Dakota Supreme Court wert jud 
reversed and the cases were remanded for further proceedingy 
not inconsistent with this opinion. 


ville, a 
rate ba 
take Ir 


Nor 


rail 
t 
This case reached the U. S. Supreme Court on appeal from} pj 
the U. S. District Court for the Middle District of Tennessee. 
The Traffic Bureau of Nashville instituted proceedings be 
fore the Interstate Commerce Commission against the L. any, 
N. R. R.; N. C. and St. L. R. R.; Tennessee Central R. Ri 
I. C. R. R.; and the Nashville Terminal Company, requestn 
the Commission to order, a reduction of the rate of $1.00 a tM 47, 
on coal from Kentucky mines to Nashville and the discontit-) pj, 
uance of what was alleged to be discriminatory switching prj, 
tice in a yard at Nashville. ize 
After hearing and testimony, the Commission found thal} ms 
the rate of $1.00 a ton on coal was unreasonable and esta\} gic 
lished a rate of 80 cents a ton. It also issued an order requir) 
ing the railroad companies to discontinue the discriminatony ty; 
in furnishing switching facilities.* Thereupon, the L. 
R. R. and N. C. and St. L. R. R. filed a bill in the District wi 
for the Middle District of Tennessee against the United Stateg— 


10 (236 U. S. 585), 1915. 
2 Traffic Bureau of Nashville vs. L. and N. R. Co. et al. (281.04 
533), 1913. 
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the Commission, and others, attacking the validity of these two 


MG orders of the Commission and seeking to prevent their enforce- 
men 


t. The application for a temporary injunction was denied.” 
case was then appealed to the U. S. Supreme Court. 

Justice Lamar delivered the opinion of the Supreme Court. 
With respect to the first complaint, it found that, where 
existing rate was attacked, the burden was on the com- 


The 


slainant to show that the rate was unreasonable. In fact, this 
rule especially applied when the rate had been in force for a 


time, during which the traffic had greatly increased in 
The Nashville Bureau had introduced in evidence 
charts showing rates to three principal points—Nashville, Louis- 


long 
























































i ville, and Memphis—and broke them down on a rate ton-mile 


rate basis, and on a car earnings basis. However, they did not 
take into consideration cost of operation. The briefs showed 
that there was little dissimilarity in the three points and that 
the rates and mileages to the others—except Nashville—were 
igher. 

~ The report in the case showed that the rate-making body 
had before it much and varied evidence of this character. After 
considering it as a whole, the Commission found that the rate 
of $1.00 on coal was unreasonable. In the light of these find- 
ings the Supreme Court stated that it could not say that the 
facts set out in the report did not support the order, and, since 
there was no contention, at this time, that the reduced rate was 
confiscatory, it could but follow what was said in I. C. C. vs. 
L. and N. R. R., that: 


The pleadings charged that the new rates were unjust in them- 
selves, and by comparison with others. This was denied by the carrier. 
The Commission considered evidence and made findings relating to 
rates which the carrier insists had been compelled by competition, and 
were not a proper standard by which to measure those here involved. 
The value of such evidence necessarily varies according to the circum- 
stances, but the weight to be given it is pecularily for the body 
experienced in such matters and familiar with the complexities, in- 
tricacies, and history of rate making in each section of the country.™* 


The Nashville Traffic Bureau also attacked the practice of 
the railroads by which, under filed tariffs, each made a charge 
of $3.00 a car for switching non-competitive traffic between 
industries within the terminal’s limits and in conjunction with 
the Tennessee Central R. R. The bureau urged that the prac- 
tice was discriminatory and designed to prevent switching of 
coal between the Tennessee Central and private industries. The 

efendant railroads admitted the practice and the intention but 


Minsisted that the yards had never. been thrown open to such 


business. 
terminals. 

Regarding the discontinuance of the alleged discriminating 
switching services and rates, the Supreme Court found that 
the controlling feature was based on the fact that the railroads 
were furnishing switching service to each other on all business. 
As long as the yard remained open and was used as a facility 
for switching purposes, the Commission had the power to issue 
an order, not only prohibiting discrimination, but requiring the 
appellants to furnish equal facilities “‘to all persons and corpo- 
rations without undue preference to any particular class of 
persons,” as required by law. 

The judgment of the District Court denying the petition of 
the railroads seeking an injunction to restrain the enforcement 
of the order of the Commission was affirmed. 


Northern Pacific vs. Dept. of Public Works, Washington, et al. 


__ This case came to the U. S. Supreme Court on error of a 
judgment of the Supreme Court of Washington affirming an 
order of the Department_of Public Works, in a suit brought by 
the railroads to set aside the order of the department. The 
railroads in the case were, in addition to the Northern Pacific 
Ry.: Great Northern R. R.; Chicago, Milwaukee and St. Paul 
R. R.; and the Oregon-Washington R. R. and N. Co. of the 
Union Pacific System.” 


The interstate transportation of saw-logs in car load lots 
constituted a large part of all the intrastate freight traffic in 


They claimed right to exclusive use of their own 


ashington on each of the four transcontinental systems by 
which much of that service was performed. Prior to the federal 


! $1. 60 a ton control of railroads, the rate had been initiated from time to 
e discontit- time by individual tariffs of the several carriers.- In 1918, the 
ching pra Director General ordered a horizontal increase of 25 per cent 


found the 
and estab 


ited State 


|. (28 1.6.4 


§ tuted 
@°" order as the facts should warrant. Hearings were held in 


In rates. In 1920, a further increase of 25 per cent was author- 
ed by the state public service commission. Complaint was 
made that some of the rates as so raised were. excessive and 

Iminatory and that the rate structure lacked uniformity. 
December 28, 1920, the Public Service Commission insti- 
a proceeding to investigate the log rates and make such 


which shippers and the four mentioned carriers participated. 


a and N. R. Co. et al. vs. U. S. et al. (216 Fed. 672), 1914. 
ae C. C. vs. L. and N. R. Co. (227 U. S. 88), 1913. 
(268 U. S. 39), 1925. 
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The carriers submitted that the rates were unremunerative. 
They also filed at the hearings a joint tariff embodying the 
higher rates that they deemed to be reasonable. February 1, 
1922, the Department of Public Works, which had superseded 
the Public Service Commission, issued a report in which it 
found that the existing rates were remunerative. Thereupon, 
it entered an order that abrogated all the intrastate log tariffs 
then in force, canceled the joint tariff filed by the carriers, and 
established a uniform distance tariff applicable to these rail- 
roads, to remain in effect for an experimental period of twelve 
months, or until further order of the department. This tariff 
greatly reduced the rates previously in efféct. 

Suit was then brought by the carriers against the depart- 
ment in the Supreme Court of Thurston County, Washington, 
to set aside the department’s order on the grounds that it de- 
prived the carriers of property in violation of the due process 
of law clause of the fourteenth amendment. The findings of 
fact were attacked as arbitrary and unsupported by evidence. 
The present rates ordered by the department were assailed as 
confiscatory. After a full hearing, the court entered a final 
decree denying the relief sought. This decree was affirmed by 
the Supreme Court of the state.” 

- Justice Brandeis delivered the opinion of the U. S. Supreme 
ourt. 

It found that the log traffic was limited substantially to 
the section of the State of Washington lying west of the Cas- 
cade Mountains. The average length of haul of these roads 
was not more than 32 miles. The three principal carriers in- 
troduced evidence tending to show that their existing rates 
were so low as not to yield any return on the property em- 
ployed in the business and that the rates did not defray fully 
the operating costs of the traffic and its proportion of the taxes 
payable. This evidence was found to be persuasive, as well as 
fairly specific, direct, and comprehensive. The department 
made no effort to attack this evidence or to present any con- 
crete evidence to the contrary. Instead of trying to show by 
evidence what the operating cost of this traffic was to the sev- 
eral carriers, the department created a composite figure repre- 
senting the weighted average operating cost a thousand gross 
ton-miles of all revenue freight carried on the four railroad 
systems and made that figure the basis for estimating the 
operating cost of the log traffic in Washington. This was held 
by the Supreme Court to be clearly an erroneous method of 
computation, because the composite ‘figure ignored differences 
in the individual unit costs of the carriers. 

In arriving at this composite cost figure, the department 
failed to consider such factors as difference in average unit 
cost on each of the systems, difference in costs on the different 
classes of articles, the varying conditions under which the 
transportation was performed, the various lengths of the hauls, 
the differences in density of traffic, differences in daily loaded 
car movements, the extent of empty car movement, the nature 
of the equipment employed, differences in interstate or intra- 
state traffic, differences in branch-line and main-line freight, 
and differences between carload and less-than-carload traffic. 
This was held to be a fundamental error and a denial of due 
process of law. ; 

The Supreme Court held that an order based on a finding 
made without evidence or on a finding made on evidence that 
clearly did not support it, was an arbitrary act against which 
courts afford relief. The error under discussion was of this 
character. It was a denial of due process and, therefore, an 
unconstitutional exercise of the power of the state administra- 
tive agency. 

The judgments of the Supreme Court of Washington and 
the court below were, therefore, reversed. 


Ann Arbor et al., vs. United States et al. 


This case came to the U. S. Supreme Court on appeal from 
the U. S. District Court for the Northern District of California.” 

The California Growers’ and Shippers’ Protective League 
instituted proceedings before the Commission through a com- 
plaint assailing the existing rates as unjust and unreasonable 
under section 1, of the interstate commerce act, and-as being 
too high within the meaning of the joint resolution of Congress 
of January 30, 1925, known as the Hoch-Smith resolution. 

The resolution was in three paragraphs. The first declared 
it to be a true policy in the rate-making that conditions which 
at any given time prevailed in the several industries ‘should 
be considered,” to the end that commodities might move freely. 
The second required the Commission to proceed along stated 
lines for the purpose of securing prompt observation of existing 
laws and the prohibiting of all undue preference and unjust 
discriminations. The only substantive provision in the para- 
graph was one declaring that, in the adjustment of rates, the 
factors to be considered should include the general and com- 


2° (125 Wash. 584), 1923. 
7 (281 U. S. 658), 1930. 
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parative levels in the market value of the various commodities 
as indicated over a reasonable period of years; a natural and 
proper development of the country as a whole; and the main- 
tenance of an adequate system of transportation. The third 
paragraph was construed by the Commission as making a 
change in the basic law, as placing agricultural products in a 
most favored class, and as justifying a reduction in the rates. 
The orders of the Commission fixed rates to be charged on 
fresh deciduous fruits from California to destinations in trans- 
continental groups A. to M.* 

The Ann Arbor Railroad brought suit against the United 
States to set aside the order of the Commission, but the de- 
cision of the Commission was affirmed by the District Court 
of the U. S. for the Northern District of California.” 

Justice Van Devanter delivered the opinion of the Supreme 
Court. The plaintiffs in the suit were the railroads that par- 
ticipated in the transportation. In their bill on this appeal the 
carriers challenged the validity of the order on the ground that 
the Commission based the order on the Hoch-Smith joint reso- 
lution of Congress and a construction thereof that was inad- 
missible. The Supreme Court held that, taken as a whole, the 
Opinions showed that the rates were deemed unreasonable 
under the joint resolution when construed as the Commission 
construed it, and not that the rates were unreasonable under 
the interstate commerce act. Throughout the opinions it was 
manifest that the Commission was testing the reasonableness 
of the rates by consideration not applicable under the act but 
believed by the Commission to have been brought into the prob- 
lem by the resolution. The paragraph in question (paragraph 
3 of the joint resolution), was held by the Supreme Court not 
to purport to make a change in the existing basis law but, on 
the contrary, to require that that law be given effect. The 
court held that only lawful changes in the rate structure could 
be made and no sanction was found in the joint resolution for 
other changes. 

The Commission evidently regarded the language of the 
joint resolution as qualifying the natural lawful changes and, 
in effect, specifying a new and reduced scale to be applied in 
rate-making. The Supreme Court stressed the language, “at the 
lowest possible lawful rates compatible with the maintenance 
of adequate transportation service,” and stated: 


We think these words fall short of supporting the construction 
adopted by the Commission. They are more in the nature of a hopeful 
characterization of an object deemed desirable if, and insofar as, it 
may be attainable than a rule intended to control rate-making. ... 
We think they must be held to work no substantial change in the 
meaning or operation of existing law. . . . Our conclusion is that the 
order of the Commission was based on an erroneous construction of 


the joint resolution and, therefore, should have been set aside by the 
court below.’’° 


The decree of the District Court refusing to set aside the 
Commission’s order was reversed. 





3% California G. and S. P. League vs. S. P. Co. et al. (129 I. C. C. 
1927: and (132 1. C. C. 582), 1927. 

1% (30 Fed. (2d) 940), 1928. 

20 Interstate Commerce Act, Sections 1 (5); 3 (1), and 15 (1). 
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Pacifie Port Conference 


The Pacific Coast Association of Port Authorities, at its 
annual conference at Vancouver, British Columbia, adopted 
a resolution calling for the return to municipal ports after the 
war of facilities owned and controlled by the armed forces 
and not necessary for post-war defense. The preamble of the 
resolution recited the circumstances under which many of the 
facilities since taken over by the armed forces were constructed 
at taxpayers’ expense, with an eye to the future growth of 
the ports and the municipalities they served, and the way in 
which the “public ports on the Pacific coast have at all times 
cooperated with the government of the United States in making 
their facilities available for the use of the armed forces, even 
at a loss and a disadvantage to the public ports.” The facil- 
ities, it continued, were constructed for the most part as 
parts of general plans for the developments of the ports and 
their municipalities, and the commercial, industrial and agri- 
cultural growth of the territories they served. It had been 
proved, it said, that local ownership and control, under port 
commissions and authorities, was the only way in which port 
growth and development could be maintained. 

After the war, it continues, the rehabilitation of devastated 
countries will “create tremendous cargoes to be handled over 
port terminal facilities.’ When that time comes, it adds, 
“the economic needs of the United States and other countries 
of the world whom we will serve in the rehabilitation program, 
as well as local communities, can best be served by the oper- 
ation of such facilities by the public port authorities.” 

For those reasons, the resolution says, the association 
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memorializes Congress “to pass such legislation as wil] p,/— 
it possible for municipal ports to regain, by equitable pure: 
agreement or gift, ownership of all properties not vitally neces, 
sary in the post-war defense or protection of the United Stat 
now owned, occupied or controlled by any of the armed Sery. In 
ices, and which the ports themselves deem essential to them, 
selves and their communities.” 


A copy of the resolution was ordered sent to the Officer cial ser 
and directors of the American Association of Port Authoritign at. 
with a request for similar action at that association’s annul se 
meeting in New Orleans in October. Copies were also orde af sot des 
sent to the President, the Secretaries of War and the Naw his wo 
the War Shipping Administration, the Maritime Commissicy The 
and to members of Congress from Pacific coast states, question 

Port Problems Discussed psa 

Among subjects discussed at the two-day meeting, July 9 — 
and 30, was the steps port authorities should take to prepare [xo 
for increased air traffic after the war. A. H. Abel and Georm questio 
H. Osgood participated in that discussion. Mr. Abel, whg | 
manager and chief engineer of the Port of Oakland, caf raf 


said that, in considering the question, port men ought to seq 
the “middle ground of truth” that lay “between the visiqg === 
of the aviation enthusiasts and the doubts of the ‘it-can’'t-l. 
doners.’”” He quoted at length from the figures on the exca. 
sive costs of air freight hauling of W. A. Patterson, president 
United Air Lines, and the prediction as to post-war airnlay 
design of W. W. Davies at a recent meeting of the Americay 
Society of Mechanical Engineers. He said that. while ports 
would “no doubt be called on to provide facil'ties for th 
airplanes of the future’ common sense should be used jy 
considering the question. There were no indications, he saii the car 
that air passenger and cargo traffic would increase to a point due to 
where the ports could “rip up our trackage and close dow invoice 
our terminals for water-borne commerce because of air com iocal a; 
petition.” that th 

Fred D. Parr, president, Parr-Richmond Terminal Corp§ Ap 
ration, spoke on the relations between privately and _publicl§ there \ 
owned port facilities. He told of the disadvantages under which§ jamag: 
private facilities had operated in the last fifteen years in Cali-§ chandi: 
fornia because of the fact that they were regulated, wh'le their price \ 
“powerful competitors, subsidized by tax funds or financed] admit 
through long-term obligations at low interest rates and free ofljresses 
city, county and state taxes. could offer services below cost’feglect 
Private owners, he said, had agitated wherever they could forf were s 
equal regulation of all port and terminal operations or th} TT; 
removal of regulation from privately owned facilities. While consig) 
the campaign had not been entirely successful, he said. a basisf the cq 
of cooperation and understanding had been brought. abou sqvise 
among the variously owned facilities so that, at present, they W 
were making “a valuable contribution to the needs of humanity the re 
in every land.” signee 

Other subjects discussed at the conference included the] for th 
post-war disposition of terminal properties taken over by the A 
government; port problems caused by the depletion of forests} pin 
payment of accounts owed to ports by the federal government}... a. 
and the elimination of free services by port authorities. Al}i: yo) 
the annual dinner, the evening of July 29, R. K. Smith, chair] 4:0), 
man, National Harbours Board, Ottawa, spoke on “A Few 
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Problems Likely to Confront Port Authorities After the War.’ ee 
Officers Elected and ai 


At the closing session, George H. Moore, president, Lé the ce 
Angeles Board of Harbor Commissioners, was elected president V 
of the association. Other officers were elected as follows:}is ent 
Vice-presidents, J. W. Brennan, San Diego, Cal., and T. H. Bat} and p 
field, Portland, Ore.; secretary-treasurer, M. G. Rouse, Los} shoul 
Angeles; members of the board of directors, W. R. Marti} due, 
Long Beach, Cal.; F. H. Marvin, Tacoma, Wash.; J. J. McElroy, § tioray 
Oakland; Carl M. Smith, San Francisco, Cal.; Henry Ohit,}(o, y 
Stockton, Cal.; J. C. Dodson, Portland; O. W. Gustafson, The} Natic 
Dalles, Ore.; W. J. Murphy, Grays Harbor, Wash.; Dr. 0. E. Sout 
Beebe, Bellingham, Wash.; Nelso Weborg, Everett, Washi} sn, : 
T. M. Macomber, Vancouver, Wash.; Peter G. Schmidt. Olymp’a.} 253; 
Wash.; R. O. Walgren, Port Angeles, Wash.; F. H. Gowdy, N.W 
Longview, Wash.; K. K: Reid, New Westminster, B. C.; K J4(o, : 
Burns, Vancouver, B. C.; R. R. Bartlett, Astoria, Ore.; T. © 
Brooke, North Fraser, B. C.; A. M. Rosenfeld, Los Angeles. 


—$ $$ ( 
DISPOSAL OF WATER BALLAST to th 

Major General Ulio, the Adjutant General, has issued regi} ‘or 
lations governing the discharge of water ballast from vés | 
into the coastal waters of the United States. The regulations g our 
published in the July 31 issue of the Federal Register, contall oy 
a provision for their enforcement by the supervisor of ewe Wve, 
York Harbor in the New York area and by the captain of 
port at other U. S. ports and a further provision that, 
previously modified or rescinded, they shall remain in & 
only for the duration of the war. 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A 
ialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
eight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
is work. 
ag The right is reserved to refuse to answer in this column any 
stion, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a@ more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 






























Conversion—Liability of Carrier 


Pennsylvania.—Question: 
vice on the following: 

A claim was filed against a carrier for damage to a ship- 
ment. The shipment was received and signed for without any 
exception. Upon receipt of the shipment, the consignee re- 
quested a concealed inspection. An inspection was made by 
the carriers representative, who advised that the damage was 
due to the carton being wet. A claim was filed for the total 
invoice value of this shipment. On receipt of the claim the 
local agent for the carrier, as a matter of procedure, requested 
that the damaged articles be turned over to him. 

About 60 or 90 days later the carrier informed us that 
there was no liability on their part in connection with this 
damaged shipment. Upon request for the return of this mer- 
chandise, we were informed that only a fraction of the invoice 
price was realized from its sale. The carrier did, however, 
admit that their salvage agent reported a shortage of twenty 
fresses of the amount of the invoice. The salvage agent also 
gee to advise the style of the articles which he claims 
were short. 
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ms or th} The amount of this claim is $108.00 and, according to the 
‘a Pie consignee, the shipment was returned in its entirety, whereas 






the carrier wishes to turn over to us only $20.00, which they 
advise they received in salvage. 

We believe that we are within our rights in demanding 
the return of this merchandise, which, according to the con- 
signee’s statement, could have been sold (if they had to sell it) 
for the original cost. 


Answer: In accepting your claim and in requesting the 
tuning over to it of the damaged articles for salvage, the car- 
mer acted in a manner calculated to lead you to believe that 


om recognize your claim for the value of the damaged 
cles. 


If the carrier later decided to disclaim liability, it should 

have returned the damaged articles. In selling these articles 
and at the same time disclaiming liability for the injury thereto, 
the carrier is converting the goods. 
_ Where goods are converted by a carrier, the owner thereof 
is entitled to recover the market value of the goods at time 
and place of conversion, or the place of destination, from which 
should be deducted the amount of the freight charges legally 
due. See, Mitsubishi Shoji Kaisha vs. Davis, 291 Fed. 57 (cer- 
torari denied 44 S. Ct. 34, 263 U. S. 706); Norfolk & W. Ry. 
0. vs. Ft. Dearborn Coal & Export Co., 280 Fed. 264; Orange 
National Bank vs. So. Pac. Co., 110 Sou. 329; Zimmern vs. 
E} Southern Ry. Co., 92 Sou. 437; Louisville & N. R. Co. vs. John- 
fon, 10 S. W. 2d 1104; Liberty Sales Co. vs. Davis, 198 N. Y. S. 
| 33; Keota Produce Co. vs. Chicago, R. I. & P. R. Co., 179 
4X. W. 834; Eastern Coal & Export Corp. vs. Norfolk & W. Ry. 
-J4 Co, 113 S. E. 857. 


Tariff Interpretation—Metal Pickling Tanks 


Ohio— Question: I wonder if you could supply an answer 
to the following set of facts which has caused a great deal of 
‘i olrespondence between our company and a service bureau. 
} On November 26th, 1941, we picked up a shipment from 
ou customer in Cincinnati on a bill of lading which stated 
one wooden Tank, setup, weight 2000 pounds, class or rate 

. This 192 referred to is the double first class rate between 
Ncinnati and Corapolis, Pennsylvania, the destination of the 
shipment. National Motor Freight Classification No. 5, Item 10, 
page 262 gives a double first class rating on metal pickling 
lanks with sides or staves with a thickness of four inches. 
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Upon examination we found that the staves and the sides of 
this tank were less than four inches in thickness. 

Over a year after the shipment originally moved, the 
service bureau filed an overcharge claim against our company 
basing it upon Item 10, page 262, of National Motor Freight 
Classification No. 5, which gave first class rating on metal 
pickling tanks when sides are over four inches. In justifica- 
tion they enclosed a copy of the specifications of this tank, fur- 
nished by the shipper to the consignee, which state that the 
tank was made from four inch tank grade douglas fir 3% 
inches finished thickness. It states further that the tank has 
one inch yellow pine lining. 

The claimant states that the thickness of the staves is not 
the governing factor in this item but that the lining should be 
considered also. We, of course, contend that since the tank is 
made with staves and sides that the staves are the governing 
factor. When the staves are less than four inches in thickness 
the double first class rate will apply. 

Answer: Item 10, page 282 of National Motor Freight 
Classification No. 5, provides the following ratings on metal 
pickling tanks: 


Tanks, 
follows: 

SU, 4 inches or less—D1 

SU, over 4 inches and less than 7% inches—1 


Metal Pickling, wooden, sides or staves of thickness as 


On page 1, of National Motor Freight Classification No. 5, 
the following statement is made: 


In the description of articles which follow ‘‘and’’ is used to couple 
the descriptive terms between which it is used; ‘‘or’’ is used where 
the description includes either or both of the descriptive terms between 
which it is used. 


“Or” is used in the provision on page 1 of National Motor 
Freight Classification No. 5 in the sense that a shipment cov- 
ered by Item 10, page 262 of National Motor Freight Classi- 
fication No. 5, may consist of tanks with staves 4 inches thick; 
of tanks with sides 4 inches thick; or of tanks, with staves 4 
inches thick and tanks with sides 4 inches thick. 


The term “sides” as used in Item 40, page 262 of the 
classification, covers, in our opinion, some other manner of 
construction than the use of staves. Therefore, in our opinion, 
the thickness of staves and lining cannot be added together to 
constitute the required thickness of 4 inches when a tank is 
constructed of staves. As to such a tank, the staves, under the 
provisions of Item 10, on page 262 of the Classification must 
be 4 inches thick. 


Tariff Interpretation—Stopping for Partial Unloading— 
Application of Exception to Rule 10 of Classification 


Florida.—Question: We shall appreciate your interpreta- 
tion of the application of the exception to Rule 10 of the South- 
ern Classification, under the following conditions: 

A shipper has purchased 20,000 pounds of scrap rubber at 
Miami, Florida and 23,000 pounds of scrap brass in Jackson- 
ville, Florida, and wishes to ship both commodities to one 
consignee at Toledo, Ohio, loading scrap rubber at Miami and 
stopping the car at Jacksonville to complete loading with scrap 
brass, at carload rate applicable to each commodity from 
Miami to Toledo. 


Item 15430 of Dulaney’s Exceptions to the Southern Clas- 
sification, Freight Tariff No. 604, I. C. C. No. 87, rates scrap 
rubber at class 20-M, carload minimum 36,000 pounds in cars 
40 feet 7 inches in length or less. Item 15770 of the same tariff 
rates scrap brass at class 25, carload minimum 40,000 pounds. 

Exception to Rule 10 of Southern Classification, Item 130 
of the same tariff, provides for mixing at carload rate appli- 
cable to each article “when shipped at one time by one con- 
signor to one consignee and destination.” 


The rates between the points named above are published 
in Agent Hoke’s Class and Commodity Tariff No. 450-F, I. C. C. 
No. 760, and stopping in transit is permissible under Item 1430 
of this tariff. There js nothing in Agent Hoke’s Stopping-in- 
Transit Rules Tariff 236-O, I. C. C. No. 782, that would pro- 
hibit the shipper from loading 20,000 pounds of scrap rubber 
at Miami and stopping the car at Jacksonville to complete 
loading with 23,000 pounds of scrap brass. 


Is the shipper entitled to the class 20-M rating on the 
scrap rubber and the class 25 rating on the scrap brass from 
Miami to Toledo in both cases? 

Answer: As, under the provisions of Item 460 of Agent 
Hoke’s Stopping in Transit Tariff I. C. C. No. 782, the rate to 
apply on a shipment stopped for partial loading is the carload 
rate in effect at the time of shipment from point of origin to 
destination, plus stop-off charge, it is our opinion that this 
rate may be a rate arrived at by the use of the Exception to 
Rule 10 of the Southern Classification, as published in Item 
130 of Agent Dulaney’s Tariff I. C. C. No. 87, that is, the class 
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20-M rate on scrap rubber and the class 25 rate on scrap brass 
from Miami, Florida to Toledo, Ohio. 


Tariff Interpretation—Combination Motor Carri¢r Rates 


Illinois—Question: Your answer to Vermont on page 106 
of the July 10, 1943, Traffic World, under the above caption, 
does not answer the question that I think the inquirer has in 
mind. Let’s assume that carrier X operates from Manchester to 
New York via Boston and interchanges at New York with 
carrier Y for Richmond. The question is—May the combination 
be figured over Boston if cheaper than over New York? The 
answer is that the combination does not have to be figured over 
the point of interchange as many rate clerks seem to think. In 
other words, the combination can be figured over Boston if 
both carrier X and Y are parties to a point rate beyond, even 
though interchanged at New York. 

Not having seen the diagram submitted with the question, 
I may be wrong, but a check of highway maps seems to indi- 
cate that a shipment from Manchester would move through 
Boston and New York, and the question seems to refer to 
whether freight must be interchanged at the point where the 
combination is figured, which I have found is often the mis- 
taken belief. 

Answer: In our answer to which you refer we assumed 
from the diagram that the shipment actually moved via an 
entirely different route, i. e., from A to C via B, than that 
over which the lower combination applies, i. e., from A to 
C via D. 

However, if the shipment moved from A to C through D 
and then through B, the interchange point, we agree that the 
combination over D can be applied, if cheaper than the com- 
bination over B, the interchange point. 


Rates—lInterstate Commerce Commission Order Establishing 
Joint Rates 


Texas.—Question: Your giving us the benefit of your views 
relative to the following will be appreciated: 


Railroad A filed a complaint before the Interstate Com- 
merce Commission alleging discrimination by railroad B and 
other railroads because routes were denied carrier A by car- 
rier B while at the same time similar routes were accorded 
other connections of carrier B which other connections were in 
direct competition with carrier A for the same traffic. Divisions 
were not involved. 

The Commission found in favor of carrier A and ordered 
defendant carrier B and all other defendants to remove the 
discrimination on or before a certain date and thereafter re- 
frain from practicing the discrimination found to exist. Noth- 
ing was said about divisions. 

Carrier B instructed the various publishing agents to com- 
ply with the Commission’s order by publishing equal routing 
over carrier A. The tariffs were accordingly changed. After- 
wards, the various carriers reached an agreement with re- 
spect to the divisions to be applied to the rates applicable over 
the newly published routes. 

Later, changes in the tariffs from time to time created 
discrimination against carrier A when carrier B overlooked 
giving carrier A equal representation in such tariff changes. 
Usually the matter was promptly adjusted by carrier B in- 
structing the tariff publishing agent to further amend the tariff 
so as to allow carrier A equal representation. Then would 
follow the matter of agreeing upon the divisions to be observed 
by the involved carriers. 

May carrier B or any of the other defendant carriers re- 
fuse to remove discrimination against carrier A until and 
unless the matter of divisions is settled first? In other words, 
can the failure of the involved carriers to reach an agreement 
respecting divisions constitute sufficient grounds for the refusal 
< of the defendants to comply with the Commission’s 
order? 

Answer: The only case we can locate relating to this ques- 
tion is the decision in American Express Co. vs. United States, 
293 Fed. 31, reversed on other grounds in United States vs. 
American Express Co., 265 U. S. 425, 44 8. C. 560. 

In this case, the court said: 


The objection to the order, that it puts a route into operation with- 
out having first fixed the division of the rate, is unsustainable. The 
record shows a waiver of the matter. Furthermore, the prefixation is 
not required by the Interstate Commerce Act. Railway Co. vs. United 
States, 43 Sup. Ct. 270, 67 L. Ed. 605, decided February 10, 1923. And 
lastly the division can often be more justly made after some trial of 
the new route. 


Damages—Incidental 


Wisconsin.—Question: Kindly refer to your answer to 
Wisconsin, on page 106 of the July issue of the Traffic World, 
under the above caption. 

Would the fact that the steel was returned by truck 
instead of rail change your opinion that the carriers should 
reimburse the shipper for the truck charges paid for its return? 










TRAFFIC - 
WORLD) August ° 

In the decisions you quote was any mention made that 
shipper was entitled to reimbursement for transportat 
charges only if the merchandise was returned via the outboun 
carriers ? 

Can you locate any court decisions stating that Tailroag 
companies legally can withhold truck freight charges from a 
claim because the outbound movement where the damage x. 
curred was via railroad, that the damaged merchandise must 
be returned via the outbound carriers in order for them t, 
reimburse the claimant for freight charges paid in both dire. J 
tions ? 

Answer: We are unable to locate cases in which the 
of returning to origin injured goods by truck instead of hy 


rail has been considered. 
However, it is our opinion that if the result of the ship 
return of the goods to point of origin was a mitigation of th 
damages, the expense of returning the goods by truck ig, 
proper element of the damages recoverable. W. C. Cook & (jy 
vs. White Truck & Transfer Co., 13 Pac. 2d 549. 

We assume that there were no facilities at point of des. 
tination for the shearing of the steel and that the expense of 
returning the steel to point of origin by truck was not greatly 
if at all, in excess of the expense which would have been jp. 
curred in returning it by rail. Texas & Pacific Ry Co. vs. Beck. 
Mattox Brokerage Co., 279 S. W. 289. 

In other words, it is our opinion that the expense of r. 
conditioning the steel may be recovered if the expense incurred “4 
was reasonable in amount and resulted in mitigation of the 
damages. Galveston, H. & S. Ry. Co. vs. Standard Rice Co, 
34 S. W. 2d 619. 

Notice of Claim—Filing of Claim With Delivering Carrier 
Is Notice to Preceding Carrier 

Massachusetts.—Question: In your answer to “Maryland,” 
on page 997 of the October 24, 1942, Traffic World, under the 
above caption, you stated that an originating carrier, under the 
facts mentioned, should pay a claim, inasmuch as notice had 
been given by reason of the fact that claim had been filed 
within the statutory period with the delivering carrier. The 
purpose of so transferring the claim, as expressed in the ques- 
tion was to avoid the endeavor to recover through bankruptcy {' 
proceedings. : 

Would not the fact that a claimant had become a creditor / 
when the delivering carrier went into bankruptcy prevent him 
from filing the same claim with the originating carrier? Your 
comments will be appreciated. 

Answer: The initial carrier is liable for any loss or injury 
occurring on any connecting line over which the shipments may 
pass, as well as for loss or injury occurring on its own line. 
Oregon-Washington R. & Nav. Co. vs. McGinn, 42 S. Ct. 332, 
258 U. S. 409. 


Since notice to one of several carriers is notice to all, each 
carrier being an agent of the other (Northern Pac. Ry. Co. vs. 
Wall, Mont., 36 S. Ct. 493, 241 U. S. 87), notice to the deliverir 
carrier was notice to the initial carrier. Therefore, the init 
carrier is liable, regardless of the bankruptcy of the delivering 
carrier. 





Tariff Interpretation—Application of Rule 11 of Consolidated 
Freight Classification 5 


= 
Pennsylvania.—Question: Classification Rule 11 provide 
that charges should be based upon the gross weights and 
charges for dunnage and other blocking should be made as 
vided in Rule 30. Since these two provisions are in the 
paragraph of this rule, it is my opinion that the require 
with respect to gross weights pertains only to the packages 
which the article is prepared for shipment and does not inch ( 
the dunnage that must be used to properly brace the shipmeit 
on the cars where articles are unloaded by shippers. « 
Ordinarily the L. C. L. rate includes the cost of loaditl 
and, except in cases of bulky freight, the rules require that M& 
carriers load L. C. L. shipments. Under Rule 30, when sii- 
ments are loaded in open cars 500 pounds of dunnage is allowet 
Therefore, when Rule 30 is read in conjunction with Rule & 
it appears that no transportation charges may be assessed fo 
dunnage that is required to protect L. C. L. shipments. Upon 
filing claim, however, to recover the dunnage, claim was @ 
clined. Therefore, I will appreciate the benefit of your advi 
as to whether or not charges are legal on dunnage 
brace L. C. L. shipments. 


Answer: As you state, when Rule 11 is read in connect 
with Rule 30, the conclusion seems to be warranted that a 
L. C. L. shipments, freight charges are not assessable “cl 
dunnage when shipments are loaded by a carrier. 3 

As to carload shipments, Rule 30 is specific in provid 
for a charge, but not as to L. C. L. shipments. ‘ a 

We can find no opinion of the commission relating to W 
question, 2 
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rationed supplies, it was brought home to 


us how vitally important this energy building 





food is to our daily life. In some form or 
other it is a part of every meal prepared in 
every home in the land. To our armed forces 
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sugar is indispensable. It has innumerable 


uses in industry and war production as well. 





Should the orderly distribution of this 


important commodity be interrupted, our 


or injury 
rents may 
own line. 
. Ct. 332, 





entire economic structure would be seriously 


» all, each affected. This is where the railroads come in. 


The railroads of America serve the sugar 


industry from the delivery of the raw product 





olidated: to the refinery, to the delivery of the refined 
4 products to distributors and consumers. 
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ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 


he above map shows the territory 









served by the Illinois Central in 14 


SERVICE IN WARTIME—Our entire Traffic Depart- 
ment is a service organization for the duration, with 
one objective—to help speed Victory by aiding ship- 
pers and travelers. 


states. Direct connections are made 
with 


more than 150 other important 
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Traffic Club Doings 


Iteme for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WorLD. 


The Traffic Club of Kansas City will hold its annual picnic 
at Fairyland Park August 19. The program will include field 
games, a baseball game, card games, and refreshments. 


The Junior Traffic Club of Chicago will hold its final golf 
outing of the season at the Olympia Fields Country Club Au- 
gust 18. Dinner will be served. Harold E. Foreman, Jr., heads 
the golf committee. The educational committee has announced 
that Francisco A. Diaz, language instructor, has been engaged 
to conduct classes in Spanish for members and their wives 
this fall and winter. Class sessions will be held at the Palmer 
House, beginning September 8. Roger Hilpp is chairman of 
the Spanish class division of the committee. The club’s bowling 
league will open its 1943-1944 season at the Playdium, Septem- 
ber 10. Frank Lambert is chairman of the bowling committee. 


First price winners of various classes in the spring fishing 
tournament held by the Traffic Club of New Orleans include: 
Black bass, H. B. Wood; perch, H. L. Michaelis; sheephead, R. J. 
Barry; flounder, J. C. Moulin; speckled trout, W. H. Wynne; 
drum, E. H. Thornton; redfish, R. E. Jeunesse. A fall fishing 
tournament, running from guly 1 to December 31, is under 
way. A. B. Bowers is chairman of the fishing committee. 
Sam Howells, chairman of the bowling committee, has an- 
nounced that 12 teams have been entered in the bowling 
league for play this fall ahd winter. The league will open 
some time in September. 


The Junior Traffic Club of Metropolitan St. Louis held a 


war bond and stamp sale drive among its members the week 
of August 2. 


_ The Traffic Club of the Lehigh Valley will hold its annual 
outing at the Northampton County Country Club, four miles 
west of Easton, Pa., August 24. There will be golf, tennis, 


quoits, swimming and other sports and games. Luncheon and 
dinner will be served. 


r 


Personal Notes 


John F. Selb, general counsel of the National Association 
of Motor Bus Operators, retired August 1 and will live in 
St. Paul, Minn. 

Norbert J. Brennan has been appointed director of traffic 
for the Chrysler Corporation, Detroit, succeeding N. D. Hoke, 
who died. 

W. J. Schill has been appointed general freight agent at 
Houston, Texas, for the Missouri Pacific, succeeding J. E. Bailey, 
who retired. D. M. Camp has been appointed assistant general 
freight agent at Houston. 


J. M. Murdock has been appointed general traffic manager 
at Chicago for Interstate Dispatch, Inc. 

Paul D. Taylor has been appointed manager for the 
Winona-La Crosse, Wis., Joint Traffic Bureau. He succeeds 
L. E. Luth, who resigned. 

Richard E. Johnson has been appointed superintendent, 
joint Texas division, Rock Island Lines, which operates the 
division jointly with the Fort Worth and Denver City Railway. 
He has also been appointed superintendent, Burlington-Rock 
Island Railroad, at Houston. 


Fred R. Drews has been appointed commercial agent at 
Chicago for the Erie Railroad. 

H. R. Thompson has been appointed general agent for the 
Alton Railroad at Memphis. 

Naomi Rice has been appointed terminal manager at Cum- 
berland, Md., for Associated Transport, Inc., succeeding Morti- 
mer C. Schaidt, Jr., who resigned. 

The Pacific Railway Club will hold a meeting at the Hotel 
Hayward, Los Angeles, August 12, at which Walter C. Sanders, 
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general manager, railroad division, Timken Roller Be; sy are 
Company; E. E. Packard, district master car repairer, Sat 
ern Pacific, and E. F. Price, car distributor, Southern Pacie Na 
will speak on “Keeping War Traffic Rolling.” satis 
Chester D. Lydick, secretary, Moline, IIL, Association gilt’ 
Commerce, has been appointed managing director for the be 
Trade Association of Indiana, Terre Haute. 
Waffle, who died February 17. ' bag Nya) 
Jud Wightman has been appointed district representatiyiR ius 
at Chicago for Freightways, an association of motor carrien Byes 3 
J. L. S. Snead, Jr., former maintenance engineer at Port] NG 
Ore., for Consolidated Freightways, Inc., a unit of the Freight. 
ways group, has been promoted from the rank of captain gmt 
that of major in the U. S. Army. 
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Foreign-Trade Zones 


Expressing the hope that private interests in major port 
other than New York would have foreign-trade zones Teady BRS 
to function as soon as the war was over, or as soon as thephy 
shipping situation would permit an increased volume of com@y'¥ 
merce to flow, Thomas E. Lyons, executive secretary of the es 
Foreign-Trade Zones Board of the Department of Commerce 
indicated that the board would give “sympathetic consider. \ HNN 
tion to the application of any private group which complig ~ au 
with the legal requirements.” He said that there were indi-®. 
cations of a change of attitude on the part of operators of i 
port warehouses from whom, he added, opposition to the estab. th 
lishment of foreign-trade zones had chiefly come in the past # 

As illustrative of the more favorable attitude, he cited Bx “ 
a recent report by J. Leo Cooke, vice president, Lehigh Ware. WA 


my 


house and Transportation Company, Jersey City, N. J., to the 
merchandising division of the American Warehousemen’s Asgo- 
ciation, and quoted from the report as follows: 


The end of the war will bring increased activity to our ports. The 
principles which fostered the creation of foreign-trade zones should be & s3 
extended and the field of operations increased so as to include United yy 
States customs bonded warehouses within its scope. We warehousemen a 
have the experience, the knowledge and the facilities to multiply the gM" 
benefits which might accrue to our nation in its endeavor to increase —\\ 
the trade and commerce of the United States. " 


Mr. Lyons pointed out that the aforementioned report had ‘ 
indicated that the committee of warehousemen had found that gs 
greater privileges and benefits were extended to the operators Nae 
of foreign-trade zones than were enjoyed by class 3 bonded N ‘S 
warehouses. ‘There had been considerable discussion of the tN 
fact that foreign-trade zones could be used to store merchan- B¥\ ‘ 
dise even when not intended for trans-shipment or re-export §, a 
doing away with the necessity of posting bonds and eliminating Bim 
the draw-back problem on stored goods, Mr. Lyons added. He AS 
pointed out that the foreign-trade zone law permitted . private Byxt 
as well as public corporations to qualify for grants to estab 
lish such zones. 





SHIP PRODUCTION , 

In the first seven months of 1943, American shipyards de- 
livered into service 1,046 new merchant ship aggregating 10; 
485,500 deadweight tons, according to a Maritime Commission 
announcement. ; 

This tonnage, said the commission, was equivalent to the 
ocean-going deadweight tonnage of the American merchant ‘ 
marine prior to Pearl Harbor. It said that July ship produe- 
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tons. The July tonnage was approximately the same as = AN 
of June, although nine more ships, or a total of 167, were b Lx 
in June, it added. < We 

Ship production in the first seven months of this year had f\ 
been stepping up to nearly peak capacity, the commission 
adding that “total tonnage delivered thus far has now me we 
the half-way point in the scheduled production of more , 
19,000,000 deadweight tons of merchant ships and special cral 
for the armed services by the end of this calendar year.” @@ N 
tinuing, it said: 

In addition, the seven-month record was achieved despite the 
that some of the yards have had to convert their facilities for 
struction from Liberty ships to tankers, which delays delivery slig 

Of the 158 new ships delivered in July, 109 were Liberty SI 
16 standard C-types, 5 coastal cargo ships, 14 Maritime Commi 
tankers, 1 private tanker, 1 coastal tanker, 2 special types, 5 sea-80 
tugs, 3 ore carriers and 2 concrete barges. West coast yards deliv . 
77 vessels, east coast yards 47, Gulf coast 22, and Great Lakes 12.” 


TOWMOTOR SNOW PLOW 
The Towmotor Corporation has designed a snow P 
attachment for its Towmotor lift truck. The plow is desig 
for quick attachment to the standard forks of the lift rt 
It is intended to facilitate the handling of materials by ® 
removal of snow from storage yards, open. docks and unpit 
tected loading and unloading platforms. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to e lish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each yn a Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before makin 
them effective the railroads, motor carriers, an 
steamship lines must file short notice applications. 
These are pees in THE TRAFFIC B as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two re tory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 





4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 
— and orders, tariffs returned and express 
8. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription teday. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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- 28978, Iowa State Commerce Commission vs. Atchison, Topexg 4 

Santa Fe Railway Co. et al. : 9 
Rates on fresh meats and packing house products, in straigh 

and/or mixed carloads from Iowa origin points to points in Was, da 

ington, Oregon, California, Idaho, Montana, Nevada, Utah Ne 

Mexico, and Arizona, in violation of section 1. Asks cease ani 

desist order and rates for the future. (James A. Lucas Staty 

House, Des Moines, Ia.) : 

No. 28978, Wichita (Kans.) Chamber of Commerce et al. ys, Atchison, : 


Digest of New Complaints 





= 
° 


Topeka & Santa Fe Railway Co. et al. 

Rates on fresh meats and packing house products, from points jn 
Kansas to points in Washington, Oregon, California, Idaho, Mon. 
tana, Nevada, Utah, Mexico and Arizona, in violation of sections ; 
and 3. Ask cease and desist order, and rates for the future. (W 
M. Dyer, 1019 Beacon Bldg., Wichita, Kans.) 

No. 29005, Cooperative Seed & Farm Supply Service, Ine., Richmond 
Va., vs. Pennsylvania Railroad Co, et al. 

Rates on sOya beans, from stations in Maryland, Delaware, and 
Virginia, to Roanoke, Va., Feb. 16, 1942, through April 19, 1943, jy 
violation of section 1. Asks cease and desist order, rates for th: 
future, and reparation. (C. W. Ludwig, 200 Insurance Bldg., Rich. 
mond, Va.) 

No. 29005, Sub. 1, Cooperative Seed & Farm Supply Service, Inc., Rich. 
mond, Va., vs. Pennsylvania Railroad Co. et al. 

Rates on soya beans, from stations in Maryland, Delaware anj 
Virginia, to Roanoke, Va., Nov. 13, 1941, through Nov. 17, 19 
in violation of section 1. Asks cease and desist order, rates for the 
future and reparation. (C. W. Ludwig, 200 Insurance Bldg., Rich. 
mond, Va.) 

MC C-373, Capitol Packing Co., Denver, Colo., vs. Union Transfer Co, 
Omaha, Neb., et al. 

Rates on fresh meat, from Denver, Colo., to Chicago, IIl., from 
April 2, 1942, to June 30, 1942, in violation of section 216. Asks 
cease and desist order, and rates for the future. (Theodore Ep. 
stein, 620 Symes Bldg., Denver, Colo.) 

MC F-2271, Watson Brothers Transportation Co., Omaha, Neb., ys, 
Harry Jaffa, dba Jaffa Transportation, Jaffa Transit, Minneapolis, 
Minn., et al. 

Arrangement to ‘‘accomplish or effectuate, or to participate 
accomplishing or effectuating, the control or management in a co 
mon interest of any two or more motor carriers’’ in violation 
section 5(4). Asks cease and desist order. E 

Ex Parte No. 158, In the Matter of Competitive Bidding in the Sale@ Tl 
Securities Issued under Section 20a of the Interstate Commere 
Act. 

Investigation instituted by the Commission to determine (1) 
whether competitive bidding shall be required in the sale of rail 
road securities issued under the provisions of section 20a, and @ 
if competitive bidding is required, to what class or classes of 
road securities should it be applicable and what regulations or com 
ditions should be prescribed relating to such sales. 

No. 28978, Sub. 6, Nebraska State Railway Commission et al, ¥ 
Atchison, Topeka & Santa Fe Railway Co. et al. 

Rates on fresh meats and packing house products, in straight @ 
mixed carloads, from points in Nebraska to points in Arizom 
California, Idaho, Montana, Nevada, New Mexico, Oregon, 
and Washington, in violation of sections 1 and 3. Ask cease am 
desist order and rates for the future. (H. Emerson Kokjer, 
tol Bld., Lincoln, Neb.) | 

No. 29007, C. L. Greeno Co., Cincinnati, O., vs. Mississippi Valle ‘ 
Barge Line Co. et al. 4 

Rate on shipment of iron or steel articles, July 18, 1941, f 
Evansville, Ind., to Los Angeles, Calif., in violation of section 3% 
Asks cease and desist order, rates for the future, and reparatid 
(R. A. Ellison, 306 Neave Blidg., Cincinnati, O.) ; 


NEW MILWAUKEE ROAD DIESEL 


A second 5400-horsepower diesel locomotive was placed 1 
freight service, August 4, in the 227-mile gap in the electrifie 
zones of the Milwaukee Road, between Avery, Ida., and Othell 
Wash. Together with a similar locomotive, put in service 
year ago, the new locomotive is expected to expedite freight 
service on the section. The new locomotive consists of foul 
units, each carrying a 16-cylinder V-type generator set. 1% 
193 feet long and weighs 856,000 pounds. It carries 4800 gal 
lons of fuel oil, sufficient for operation under full load eve 
600 miles of road. 3 
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W. S. A. AND RATE CEILINGS — 

By supplement 4 to its general order 29, the War Shippiig 
Administration has further suspended, until Oct. 3, 1943, @ 
application of maximum freight rate ceilings to vessels of Ié 
than 1,000 gross tons. Previously, under supplement 3} 
that general order, the application of such rate ceilings & 
been suspended until Aug. 3 (see Traffic World, July 10, p. 108) 




















W. S. A. RATE ORDER an 

In rate advice No. 63 the War Shipping Administra 
has authorized specified rates and surcharges on petroleum @ 
petroleum products in bulk, in tankers, from Venezuela @ 
Trinidad to British Guiana. 
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mex Clark Fast Warehouse Freighter 


The “Clarkat” delivers the goods on time 


SAVE : 
BUY MORE. © 
BONDS : 


fm CLARK TRUCTRACTOR 


DIVISION OF CLARK EQUIPMENT COMPANY 


BATTLE CREEK, MICHIGAN, U.S.A. 























Track gangs like this are at work every day at scores of points 
along the 10,500-mile Missouri Pacific Lines system, where mil- 
lions are being spent for maintenance and improvements to keep 
the road in tip-top condition for wartime transportation service. 












Passing Track Extensions a Big 
Factor in Speeding War Traffic 
on Missouri Pacific Limes 










Longer, heavier trains than those of peacetime—and many 
more of them—are required to move the growing load of war- 
time freight now being transported by the Missouri Pacific 
Lines. And these lengthening trains call for improved and ex- 
panded facilities to keep them rolling along busy routes and to 
speed switching and deliveries at terminals and junctions. 













A need for more road and yard capacity was quickly foreseen 
by the Missouri Pacific Lines, and to provide these the railroad’s 
already impressive improvement program was stepped up, soon 
after Pear] Harbor, to meet the demands of wartime service. 








81 PASSING TRACKS BUILT OR EXTENDED 






One of the first and most important of these improvements 
was the extension of passing tracks and construction of new 
ones—81 in all—along the Missouri Pacific Lines’ route to and 
from the South and Southwest. As a result, longer trains, with 
a greater volume of freight, can be moved over this route which 
serves scores of military bases, hundreds of war industries, and 
is a vital link in the network of rail lines now speeding oil in 
tank car trainloads to our eastern states. 









This greatly increased road capacity is another example of a 
long-continued progressive policy of improvement which has 
enabled the Missouri Pacific Lines to handle successfully war- 
time traffic in record-breaking volumes for our armed forces 
and for civilian shippers throughout the West and Southwest. 








—_—— Mi S URI) 
Now, More Than Ever @ ne 


\ LINES 





‘A Service Institution” 


























































Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFFIc WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


August 9—Kansas City, M0.—Hotel Pickwick—Examiner Johns: 
MC F-2214—Southern Transit Co., purchase, Cooper. 


August 9—Washington, D. C.—Examiner Romero: 
Finance 14275—Application of N. Y. C. for authority to modify lease 
of properties of New York and Harlem Railroad. 


August 10—Des Moines, ta.—Hotel Kirkwood—Examiner Harrison: 
1. & S. M-2254—Pick-up and delivery by Van Horne Truck Lines. 
MC 7777 Sub. 8—Rose Line Transportation Co., Des Moines, Ia., 
permit to extend operations. 


August 10—Washington, D. C.—Examiner Romero: 
Finance 11956—Supplemental application of Burlington-Rock Island 
for authority to modify lease of Galveston Terminal. 


August 10—Wichita, Kans.—Broadview Hotel—Examiner Johns: 
MC F-2192—Santa Fe Trail Transportation Co., purchase, Keystone 
Freight Lines. 
MC F-2200—J. W. Healzer, lease, L. H. Danford. 
August 11—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36 and Exam- 
iner Harrison: 
MC 103882 Sub. 2—Brunswick Oil Co., Brunswick, Mo., permit. 
MC 104415—V. F. Rager, Redfield, Kan., certificate. 
MC 104420—Patton Transfer Co., Joplin, Mo., certificate. 
August 11—Seattle, Wash.—Olympic Hotel—Examiner Higgins: 
MC F-2216—Merchants Parcel Express, Inc., purchase, H. H. Curnow. 
August 11—Washington, D. C.—Examiner Molster: 
Finance 14283—Application of Long-Bell Lumber Co. for authority 
to acquire entire capital stock of Willamina and Grand Ronde Ry. 
August 11—Wichita, Kans.—Broadview Hotel—Examiner Johns. 
MC F-2236—Santa Fe Trail Transportation Co., purchase, E. L. Vin- 
cent. 


August 12—Crawfordsville, Ind.—Federal Bldg.—Examiner Lyle: 
Finance 13979—Application Chicago, Attica & Southern, to abandon 
line from Veedersburg to West Melcher, Ind. 
August 12—Springfield, Mo.—U. S. Ct.—Examiner Johns: 
MC F-2220—H. Jones, purchase, L. Q. Lindley. 
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August 12—Washington, 
Mattingly: 
28991—-Passenger fares between District of Columbia and Nearby Va, 
August 13—Topeka, Kan.—State Comm.—Jt. Bd. 140: 
MC 11890 Sub. 3—Barnes Truck Lines, Morrowville, Kan., Certificate 
to extend operations. : 
MC 104421—Johnson Truck Line, Washington, Kan., certificate, 
August 14—Birmingham, Ala.—Thomas Jefferson Hotel — 
Johns: Examiae 
* MC F-2205—Baggett Transportation Co., purchase, E. R, Cuppy ang 
A. F. McCombs. 
* MC F-2251—Jack Cole Co., Inc., purchase, T. C. Richardson, 
August 14—Lebanon, Ind.—Federal Bldg.—Examiner Lyle: 
Finance 14230—Application of Central Indiana to abandon ling from 
Lebanon to Advance, Ind. 


August 14—Topeka, Kan.—State Comm.—Jt. Bd. 19: 

MC 104310—H. Richardson, Belleville, Kan., certificate. 
August 16—Chicago, !il.—Hotel Morrison—Examiner Fuller: 

1. & S. 4718—Grain proportionals, ex-barge to official territory, 


August 16—Dothan, Ala.—Federal Bldg.—Examiner Johns: 
MC F-2119—Georgia Stages, Inc., purchase, St. Andrews Bay Tran; 
portation Co. 
August 16—Minneapolis, Minn.—Hotel Nicollet—Examiner Higgins: 
MC F-2183—-Dakota Transfer & Storage Co., purchase, H. Jaffa, 
* MC F-2242—Matthews Freight Service, Inc., purchase, A. P. Brodin, 


August 16—St. Louis, Mo.—Mark Twain Hotel—Examiner Harrison: 
MC 31430 Sub. 5—Robertson Truck Lines, Poplar Bluff, Mo., certig. 
cate to extend operations. 
MC 104417—A. Wiley, White Hall, Ill., permit. 
August 16—Syracuse, N. Y.—U. S. Ct.—Examiner Lyle: 
Finance 14190—Application West Shore to abandon and N, ¥.¢ 
to abandon operation of line from Oran to Cazenovia, New York 
August 17—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 12277—Adams Transfer Co., Athens, Ga., license. 


D. C.—Commissioner Patterson and Examiner 


Merchant Marine Brochure ; 


A review of the accomplishments of the American me 
marine is set forth in an illustrated brochure issued by 
American Merchant Marine Institute, Inc., New York City. 
publication says that the United States had only 10; 
deadweight tons of shipping in December, 1941, and that 8,000- 
000 tons were built in the following year alone. It points out 
that 20,000,000 deadweight tons are scheduled to be built this 
year with a similar amount anticipated for 1944 ‘at which time 
we probably will have a larger merchant marine fleet than all 

















Amarillo, Texas Ft. Worth, Texas Omaha, Nebraska 
Billings, Montana Galveston, Texas Paducah Kentucky 
Chicago, Illinois Houston, fexas _— Peoria, Illinois 

Council Bluffs,lowa Kansas City, St. Joseph, Missouri 
Dalhart, Texas Missouri St. Louis, Missouri 
Dallas, ‘Texas Laurel, Montana St.Paul, Minnesota — 
Denver, Colorado Minneapolis, Sioux City lowa 

East St. Louis, Illinois Minnesota Trinidad, Colorado 
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INTERCHANGE 
POINTS 


THE NATION’S NEEDS 


VORLp August a, 1943 
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Certificate 


BALL, INC: 


== SAPULPA, OKLAHOMA | —“—— 


Say Trans- 


iggins: 
Jaffa. 
P. Brodin, 
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A Special Commodity Common Carrier 
Motor Freight Service Between Points in 


COLORADO *« OKLAHOMA « KANSAS 
ARKANSAS © TEXAS ¢ LOUISIANA 


Modern Equipment, Quick Delivery 


Phone, Wire or Write 


RED BALL, INC, SAPULPA, OK. 
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OF SERVICE 





Tanks — those formidable fighting 
machines—are born out of the earth. 
Tremendous quantities of ores and 
minerals are required before they can be constructed 


and take active part in the theatres of war. 


The transportation of those raw materials to the 
industrial areas—the transportation of the assembled 


units—is the responsibility of America’s railroads. 


That’s one phase of vital war-work shouldered by 
Union Pacific. Over the ‘‘Strategic Middle Route,” 
uniting the West with the East, gigantic freight 
locomotives haul tanks, guns, plane parts and other 
war materials. Troops—too—by the thousands. A 
great army of railroad workers are “‘keeping ‘em 


rolling’’ It’s a responsibility they are proud to assume. 


L. T. WILCOX 
General Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Neb. 
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UNION PACIFIC RAILROAD 





gam OF THE STREAMLINERS AND THE CHALLENGERS 
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U.Ry. and Peoria Gateway 
—Always Open— 


the rest of the world combined.” In announcing the publicay 
the Institute, in part, said: Publication A\\ 
1) 


The tasks of transportation are naturally veiled in the utmo WN 
secrecy so that little popular credit is given to the merchant marine if 
As Frank J. Taylor, president of the Institute points out in the tor. 
word, ‘‘the private companies who manage and operate the 
armada and the men who sail the vessels, go about their appoint 
tasks with the minimum of fanfare; theirs is a silent, secret job van 
history will record one day as a miracle of accomplishment,” . 

The brochure states that those accomplishments have not Produces 
a boom business for the steamship companies. It quotes Admirg 
Emory S. Land, War Shipping Administrator as saying: “For th 
first time in history, the earnings of steamship companies will haye ny 
clined in wartime.’’ The booklet substantiates that with a review of 
the present position of the companies—managing and operating mo, 
vessels than they ever had before and doing it for the account of th 
government under terms which permit the accumulation of no io, 
stantial reserves for replacements, once the war has ended, 

On the question of post-war shipping plans, the Institute points oy 
that there will be plenty of work for all the tonnage afloat when Peace 
has been declared, particularly in repatriating troops and in the ey. 
change of vital materials thrown out of eccnomic balance by the 
restrictions of warfare. 
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PEDRIA-GATE WAY j 
PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mgr., Peoria, Illinois 





SHIP CHARTER PROGRAM 
Prime Minister Churchill received a letter from Presiden 
Roosevelt outlining the plan under which from 15 to 20 shj 
a month will be ‘“‘bareboated” to the British. The letter was 
substantially along the lines of the letter sent by Admin 
Land, War Shipping Administrator, to the chairmen of the mer. 
chant marine committees of Congress (see Traffic World, July 
ol, ps 2Ek). 
NAVIGATION REGULATIONS 
Admiral Waesche, commandant of the coast guard, ha 
made public a long list of amendments to the inspection and 
navigation regulations, approving and withdrawing approval 
of miscellaneous items of equipment for “the better security 
of life at sea.”” The amended regulations were published in the 
Aug. 3 issue of the Federal Register. 


Lackawanna Dependable Freight Serv- 
ice aids shippers ... plays its part in 
helping America’s total war effort. 


BUY WAR BONDS 
AND STAMPS 





Classified Adver 


ice aa Oe) ei, even ns oa The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$ , minimum 3 lines. Classified display —$15 a column inch.) 

P 26% time.Chassified dis discount rates - 














TRAFFIC EXECUTIVE, 41, married, desires change. Law graduate 


s 
I. C. C. practitioner. 23 years’ experience all domestic traffic functions; 
seeking greater opportunity; location immaterial. Box 141, Trafic 


World. 





WANTED—Several experienced railroad rate and division men, 
familiar with either freight or passenger rates and divisions. Genera 
office employment with large railroad in California. Seniority, fitness 
and ability govern assignments and promotion. Must have good know: 
edge of Transcontinental Tariffs and Western Classification. Give ful 
particulars as to experience, age, draft status and salary desired. Wat 
Manpower Commission Availability Certificate required. Address Bo 
142, Traffic World, Chicago address. 


BOARD OF STATE HARBOR COMMISSIONERS WANTED—Traffic man. The man we want will be an experience(, 


and capable rate man now well employed who is interested not -— 
on.3e ° ° | permanence, but also in the chance to obtain broad experience, an e 
Ferry Building, San Francisco, Calif. greatest possible skill in all phases of this profession. Box 148, Trafic 
World, Chicago address. 


Center of Pacific Coast Shippin 
* ook 


for a Century 














POSITION WANTED—As general manager or traffic manager of 
edie = errata RA , a Pe OA short line railroad by young man 35 years of age, draft exempt, I 



























POSITION WANTED—Traffic manager, 30 years experience rau 
and industrial traffic functions, including transit privileges, ICC’ 
titioner’s license; midwest area preferred. Box 150, Traffic ¥ 
Chicago address. 


years experience short lines. Now employed, desires change. Al 
ae 
Freight Moves .<* 


references. Box 149, Traffic World, Chicago address. 
a 
FASTELE S/ 





















EMPLOYMENT WANTED by Rate and Division clerk. x 
enced with interline accounts and claims. General experience Hy 
Traffic and Accounting. Box 151, Traffic World, Chicago add este 


fe 





33rd St. and Huber Pod 
S.Wabash Ave. 
Chicago MOTOR EXPRESS 


INCORPORATED 


Richmond, Fredericksburg daly Retrige eT een 
and Potomac Railroad CHICAGO ATLANTA, GA, INDIANAPOLIS, IND. MIDDLESEORO: 
Connecting lines serving all points in Kentucky, Tennessee, North Carolina, South Carolina and 










Sth & Kentucay: 
Louisville, 




































WORLDE August 7, 1948 
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. Complete Analytical 
One Step in the Operating Reports in 


Right Dtrectzon | Handy Form for FINAN 
Quick Comparison Costs! Reven 
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nee by the 
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Ues! Aa: 
es! Mileage: Trends! 


The less spare time you have... the 
HOT EFL CLEV ELAND more you need it! Now, more than ever, it 
: is important for you to keep alert to trends and 
operating comparisons in the trucking industry. Compare 


. President @ It's as easy as that to be in Cleveland's most con- Sead Neary with motor carriers in your own region, or 
0 20 shi . . . throughout the country. This valuable, exclusive service is 
letter a venient, most frien dly hotel. Hotel Cleveland is compiled from official reports filed with the I.C.C. It is 
y Admiral directly connected with the Union Passenger | issued quarterly with a complete-annual edition. Whether 
of the mer. : ‘ | you are a trucker, railroader, shipper or insurance execu- 
Vorld, July Terminal and a modern garage. Located on Public tive, you will find these reports indispensable. Mail the 

Square Park, ttntentalite city, all through moter coupon today for complete details, costs, etc. The 1942 


Annual Edition will be sent upon receipt of subscription. 
routes come right to our door. Convenient, too, for 


d, has ; 
ection ani theatres, stores, boat docks, Stadium, Auditorium, MAIL THIS COUPON FOR DETAILS 





2 approval : t TRANSPORT RESEARCH, INC., Dept. C ' 
or secutity and every part of the city. May we welcome you to ' 924 14th Street, N. W., Washington 5, D. C. 
shed in the Cleveland on your next trip here? § We are interested in the Motor Carrier Financial Manual reporting ¢@ 
; service. Please send complete details and rates. : 

; Name, title ’ 

8 

HOTEL CLEVELAND ;: c” 3 

L Address 4 








with less effort. And at destination unpacking 
‘PEED — 1943 STYLE is accomplished without delay . . . while the 


@ What was maximum speed to’ durability of General Boxes assures re-use. In 
































AW graduate Rickenbacker and Richthofen is landing speed addition General Boxes conserve space in ships, 
ic functions; today! trucks, trains and on the shipping room floor 
1 Today’s packing methods are modern, too—as_. . . assure the extra strength required to stand 

modern as the latest fighter plane to wheel off up in today’s over-land and over-seas travel. 
ivision men, the assembly line. Perhaps General Box engineers can aid you 
ons. General Engineered General Boxes, for instance, are with your shipping problems. They have had wide 
ority, fitness streamlined for speed, assembly is quick and experience in aiding shippers to meet various 
we easy since they come in one piece. With tare government packing specifications. Write today 
n. Giv 


esheets weight reduced to a minimum, handling is fast for full details. 


Address Box For manufacturers of war products: General Heavy Duty Wirebound 


and Nailed Wooden BOXES and CRATES. 











a Where availability of materials permits: Corrugated BOXES and 
experienced, tN & Wooden Cleated Fibre Board CONTAINERS, Generalite and Nailed 
i not only in Strap BEVERAGE CASES for domestic service. 

nce, GENERAL OFFICES: 50 West Illinois Street, Chicago, Ill 





34 @) COM PANY DISTRICT OFFICES AND PLANTS: Brooklyn, Cincinnati, Detroit, East 


St. Louis, Kansas City, Louisville, Milwaukee, New Orleans, Sheboygan, 
Winchen. on. Conit:nental Box Comrfany: Houston, Dallas. 











manager of 
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ence aa AIR MAIL PASSENGERS . AIR EXPRESS 
raffic V 

Fast, Dependable, Daily Service to 
erk. 


ut oktha mela: aner¥ 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


eneral ( 


K information consult any Air Ticket Office or any office of Pan American Airways System. iy) I I aa 


l 
ouisville, K — ' 

7 ACC PUN AME RICIN GRACE URWINS | 

4 CHRYSLER BUILDING NEW YORK 

| 

j 


* Connecting with Pan American Airways at Balboa, C. Z J Colombia; Corumba, Brazil; and Bueno Aires, Argentina 


SERVING PANAMA -* COLOMBIA * ECUADOR + PERU . BOLIVIA ee . ARGENTINA ° BRAZIL 
















TRAFFIC worp 


MERCHANDISE BND COLD STORAGE 


WAREHOUSE 


SECTION 


PUBLISHED IN THE FIRST WEEK'S ISSUE EACH MONTH 





This Section has been designed to provide 
@ traffic and sales managers with con- 
veniently organized information about the 
merchandise and cold storage warehouses in 
the principal distribution centers of the 
country. 
Admission of an advertiser to this Section 
indicates: 


1. That the company operates a warehouse 


that specializes in serving the needs of 
large industrial shippers. 

2. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 

3. That the advertisers have been carefully 
investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to. restrict the adver- 





tisers in this Section to com 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, however, that any misrepre- 
sentation or unsatisfactory experiences, 
should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four are used to 
provide a ready reference to the types of 
services offered. 


* Merchandise warehouse 
O Cold Storage warehouse 


ke) Both a cold storage and merchandise 
warehouse 


D Water dock facilities 


ies known for 












If no address is shown under the 
“Facilities,” the location of the warehouse i 
the same as that shown for the office. In case 
the facilities consist of several units, the loca. 
tion of each unit is usually shown. 


ie er i —, we rate shown is th 
west charge per per year—] ‘ 
erage unless otherwise specified. Oh ee 


Floor Load: Indicates range or maximyp 
weight capacity in pounds per square {oo, 


Use this Guide as an Index to You 
Warehouse Files: Since this Guide is 1 
stricted to warehouses that specialize in gery. 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. Thy 
inclusion of basic data in every listing maky 





































Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


CALIFORNIA 


OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 
WASHINGTON—Page 2 
Terminal Refrg. & . Corp. 
Terminal Stge, Co. of Wash. 
ILLINOIS 
CHICAGO—Pages 2-3 


arehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


INDIANA 


EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 

FORT WAYNE—Page 3 
Pettit’s Storage Warehouse om 


HAMMOND—Page 3 
Great Lakes Warehouse Corp. 
INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co 


Indiana Terminal & Refrigerating Co. 


IOWA 
CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 
WATERLOO—Page 3 
lowa Warehouse Co. 


KENTUCKY 


LEXINGTON—Page 3 
Union Transfer & Storage Co. 

LOUISVILLE—Page 3 
Louisville Public Warehouse Co. 


LOUISIANA 


NEW ORLEANS—Page 4 


Commercial Terminal Warehouse Co 
Standard Warehouse Co., Inc. 


MARYLAND 


BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whee. Co. of Baltimore 


MASSACHUSETTS 
BOSTON—Page 4 
¢Boston Tidewater Terminal, Inc. 


@Merchants Warehouse 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 

KANSAS CITY—Page 4 

Adams Transfer & Storage Co. 
&4Crooks Terminal Warehouses 
Merchandise Warehouses, Inc. 
ST. LOUIS—Page 4 

S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 


ELIZABETH—Page 5 
¢Bayway Terminal Corp. 
Lehigh Whee. & Trans. Co.. Inc. 


JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 


NEWARK—Page 5 
Lehigh Whee. & Trans. Co., Inc. 
@Newark Tidewater Terminal 


NEW YORK 
BROOKLYN—Page 5 
Lehigh Whee. & Trans. Co., Inc. 
BUFFALO—Page 5 
@Keystone Warehouse Co. 
The Lederer Term. Whee. Co., Inc. 





DISPLAY ADVERTISERS 
4 See listing in this section—also display advertising in this and other issues. 
¢ See display advertising in other issuee—no listing in this Section, 


possible effective preliminary selections, 


NEW YORK—Page 5 
Baltimore & Ohio Stores, Inc. 


¢Lincoln Tidewater Terminals 
John H. Poston Storage Warehouses 


ROCHESTER—Page 5 ve 
B. R. & P. Warehouse, Inc. nited Warehouse & Term. Corp. If] 


NASHVILLE—Page 6 
NORTH CAROLINA Bond. Chadwell Co. 


TENNESSEE 
MEMPHIS—Page 6 


Carolina “ba & ae a Co. TEXAS 
ro! tributin: le 

DALLAS—Page 6-7 | 

OHIO The Dallas Trans. & Term. Whee. Co 8} 


Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 7 


AKRON—Page 5 
Cotter City View Storage Co. 







> 
oO 
= 
= 


CINCINNATI—Page 5 Houston Term. Whee. & C. S. Co concrete 
The Baltimore & Ohio Whee. Co. Patrick Transfer & Storage Co A > 
Cincinnati Merchandise Whees., Inc. Universal Terminal Warehouse Co. [igs 
Cincinnati Terminal Warehouses, Inc. SERVIC 
UTAH Pool 
The Lederer Term. Whee. Co. OGDEN—Page 7 ind oft 
National Terminals Corp. Western Gateway Storage Co. ASSOC 
The Otis Terminal Warehouse Co. SALT LAKE CITY=Page? houses 
COLUMBUS—Page 6 Security Storage & Commission Co. 
The Columbus Termina |Whee. Co. VIRGINIA 
. _* NORFOLK 
Great Lakes Terminal Warehouse Co. Norfolk Tidewater Terminal Sar 





RICHMOND—Page 7 











PENNSYLVANIA Brooke Teanshor & Steongs Cont E. s. 
@Merchants Warehouse Co. Roanoke Public Warehouse rw r 
Pennsylvania Wheg. & Safe Dep. Co. 
Philedsiphia Pere, inc. WASHINGTON = fs 
Terminal Warehouse Co. SEATTLE—Page 7 Very 
PITTSBURGH—Page 6 Eyres Transfer & Warehouse Co ny 
Kirby Transfer & Storage Co. TACOMA—Page 7 laa 
Pacific Stge. Whee. & Dist. Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. WISCONSIN W 
e 
MILWAUKEE—Page 7 
SOUTH DAKOTA Hansen Storage Co. 2 
SIOUX FALLS—Page 6 National Terminals Corp. Vie 
Wileon Storage and Transfer Co. National Warehouse Corp. FAC] 
CANADIAN SECTION ie 
QUEBEC r4 
MONTREAL—Page? 


ro 


St. Lawrence Warehouse. Inc 


WORK 


3 


N 


TH 


WAREHOUSE 


California 


thouse Section Page 2 
LOS ANGELES, CALIF. 


California Warehouse Co. 
Established “ oe 
essenden 
be WEF Manag * Tel.— Trinity 2211 
OCILITIES: 130,000 ~ ft. steel-concrete const. 
@roughout. A.D.T. sys. Ins. rate 
Me car siding at Santa fi free switch. 


a Fock 1 truck capacity. 
ton 
saViCeS: Seseen Cit and L. A. Harbor. Tem- 
mer “tontrolled Lesoment storage. 
available. — parking—convenient > col 


distric 
mech TIONS: A A.W.A. Amer. Chain of Whees. 


LOS ANGELES, CALIF. 


Metropolitan Warehouse Company 


futablished 1924 

MiGepeon ok 
General Manager 

FACILITIES—270,000 sq. ft.; ve ay reinforced 
concrete const.; Sprinkler at A. D. T. alarm 
srvice, Ins. rate, 11.7. Si on A. T. & S. F. 
sie: 18 cars; free switching. Motor truck 


Incorporated 
1340-56 E. Sixth St. 
(Tel.—Trinity 9861) 


city, 26 trucks; sheltered. 

VICE FEATURES—Pool car distributors. 
Motor transport service available. 
lease: Storage; Offices. 
ASSOCIATIONS—Calif. W. A.; Los Angeles W. A. 


Space for 


— LOS ANGELES, CALIF. 


Qverland Terminal Wareheuse Co. 


Established 1931 


ordon Ross 
Vice Pres.-Mgr. 


Incorporated 


1807 E. Olympic Blvd. 
(Tel.— Trinity 1146) 


FACILITIES—420,393 oq. ft.; it Fieeprost. steel and 
concrete const.; Floor load, 250 Ibs.; Sprink. sys.; 
sa § =. rate, Ba ms as on Un. ot 3 
ap, 25 cars; free switching eee traffic. 
Sheltered Motor Plat., 22 truck doo 
SERVICE FEATU URES —Bonded: U. "S$. Customs. 
Pool car dist. Motor trans service. Cool 
dates, nuts ( 240°); other com- 
— at 41° up. Candy storage. Display rooms 
mvenient to business district 
eaten with Crooks Terminal Ware- 
houses, = 5 Gaon oO, yo me hed and New York. 
tiserments on 
ory Covers! 


—— LOS ANGELES, CALIF. 
Sar Truck & Warehouse Company 


litablished 1892 
1855 Industrial St. 
LS, . Stanley * (Tel.—Mutual 9141) 


NERLITIES 750,00 oy tt.; Fireproot, ~> pee 
ete const.; Floor: lead. 250-600 ibe. k. 

AD Ti, Watchmen: Pyle rate, Je 190%). 
on & 

SERVICE FEATURES Licensed, Calif, RR Com 


War eval bacern for candy, i 


oy oe 108 ipment. Motor term. 
REPRESENTED BY —_ etlanhon Gusdies, bac. 


LOS ANGELES, CALIF. 


Westland Warehouses, Inc. 
Established 1923 


Tepe: Ow en . OM Lome Vista aos 
“President A —— 1101 
MG LITIES—Prop, leased, (362,668 . ft. Fire- 
~ emai conc, Floor load 250 Any "Sprinkler. 
iy 68 men. Ins. Ic per mo. Siding: L. A. a 
* re. Free switch: A. T. & &S. F.,S. P.. U.P. 
P, Tuc 4 tru 
SEA SERVICES —Bonded: Railroads Pool 
and o| ce se mot. transp. 
wie ete oo ee plekes. REPRESENTED 
ASsng A. Nelson, 385. rborn, Chi 
—~A.W.A.,C.W.A., L.A.W.A., M_T.A.S.C. 


- Colorado - 


AKLAND, CALIF. 
Howard Terminal 


Established 1900 * 
d GLencourt 4722 


S ° Maller, Whee. Mgr 

B. Walton, Whse. =: 
FACILITIES. Pre owned; Firept. brick & steel 
const.; max 4. 550 Ibe. ; epsilon; pve. 


watch.; 
ee oe yt AT RSE. WP. 
Ry., Howard T. Ry. i cee soup git. 
60 truc water dosks, 400 ft., iene. draft 32 
SERVICE “FACILI TES—U. S. Customs bonded: 
pool car distr.; motor terminal; stge.. off and display 
ce; Consolidated rail and water carloads. 


RESENTED ayo” Terminal, ow 
MEMBER—A. W. A.; Calif. A; S. F. WwW. 


Incorporated 


AN FRANCISCO, CALIF. 
mo } Feandione Warehouse Company 


Henry F. Hiller ye _ 647 Third’ Se, 
_ er 

pS ae (Tel.—Sutter 3461) 

FACILITIES—(1) Continental Warehouses, 625 

-3 265,000 sq. ft.; Elec. ~ detection sys. 

g) Security Warehouses, Spear ‘olsom $ 

a= t. Ins. rate 26c. ol Be Rail- 

road Sidings. 


— FEATURES—Pool car distribu- 
on. 


REPRESENTED BY—Distribution Service, Inc. 


DENVER, COLO. - 
The Weicker Transfer & Storage Company 


Established 1899 


R. V. Weicker + 1700 Fifteenth St. 

President (Tel.—MA 3221) 
FACILITIES—250,000 sq. ft. Fireproof and mill 
construction, eprinkler at mad Insurance rate 9.3c. 


Free switching from all railroads 

SERVICE FEATURES—Merchandise and houschold 
stored—Pool car distribution—Motor freight 

terminal—State wide motor freight service daily. 


REPRESENTED BY—Distribution Service, Inc.; 
American Chain of Warehouses. 


ASSOCIATIONS—A.W.A.; Cole. Tir. & Whsemen’s Assn. 


Incorporated 


WASHINGTON, D. C. 
Terminal Refrigerating & Warehousing Corp. 


Established 1870 
Jerry P. Johnson 4th and D Sts., S. W. 


Secretary (Tel.—National 9515 
FACILITIES—(1) 4th & D Sts., S. W., 


cold and 
: 260,000 sq. ft. Floor load 450 Ibe. Ins. “— 
33.3, cold, 16.29%. P. R. R.. 6 care ca 

ewitch. Sou. Ry. &O.S ALAC LR FE 

P.R.R. (2) lith & E Sis., s. 2k noe 

oe Ins. 19.7c. Both: Prop. ewned: Brick 
alarm; watchman. Cap. 24 trucks. 

SERViCA 1CEPool cars. 2,500,000 cu ft. cold stge. 

D BY—Anmerican Chain of Whees 

ASSOCIATION —- W.A. ‘Cold and Mdee. Div.) 


WASHINGTON, D.C. 


The Terminal Storage Company of Washington 


Established 1903 Incorporated 


First & K Sts.,N. E 
ow: E. = ond * ieee wean 


FACILITIES—10 buildings, 243 .000 aq. ft. of which 
1 . ft. is construction. Private 
Floor load 250-600 Ibs. Sidings, 

. R. R.; capacity 20 cars: Motor platform— 


sekvi ay, 5° FEATURES—Pool car distributors. 
ASSOCIATION AWA. Uiniec.). 


HICAGO, ILL. 
Currier-Lee Warehouses, Inc. 


Established 1913 
* F Castle * 427-473 W. Erie St. 


President (Tel.—Superior 9066) 


FACILITIES—250,000 eq. ft.; heavy joist const. 
A.D.T. rinkler alarm; watchmen. "bank owe 
peat ae. on C. M. St. P. & P.. cap. 21 cars; 
switch. it. motor platf.: Cap. 18 
SERVICE FEATURES—Bonded: State; 
U S. Whee. Act. Pool car dist. oghoter freight 
for Sontens Sepenans OGies . Financial 
lize in food products. Cool rooms. 
ASSOCIATIONS—A.W -A. (Mdse.); Tl. Asse. Mdse. Whemn 


oe 


SECTION 


District of Columbia - 


lilinois Serial Page 335 


CHICAGO, ILL. 


Crooks Terminal Warehouses 


Established 1912 * D Incorporated 
433 W. Harrison St. 
-™ ee oe 


New York O 
H. J. Lushbaugh, Mer. wen Madison Ave. 


South Side Werehouses—On the Belt Ry. of Chicego 
edjecent to the Greet Clearing interchenge Freight Yard. 


Ins. rate. 
“ips 60 care; direct rail wi 


Downto Warehouse, ay Ww. y °* ymag ~ 
on me 100,000 


ft; Stoel const : Floor load, 250 Ibs. Siding on 
of Chis capacity. 50 cars. Waber Beate Comat 
r ft.; drafe. 20 ft. 


Service Features 


Bonded: U. S. Customs; State. Pool car distributors. 
Motor tra service available. Eq 


nsport 

for handling any vessel or barge, plus 

storage facilities trap car service. 
Associations 

A.W A. (Mdee); Ill. Asso. Mdse. Warehousemen. 


eee lay Advertisements on 
Front Covers! 


HICAGO, ILL. 
Griswold-Walker-Bateman Co. 


Incorporated 
ellingten 


aero KX STS 


FACILITIES—Prop. owned. (1)1530S. Sangamon St. 
ft, mdse, & 30,000 ey. ft. cold etge. (2) 1524 
mdse. Both whee.; 3 


P BY—. 
MEMBER—A. W. A.; Ill. jog Mdse 


CHICAGO, ILL. 
Midland Warehouses, Inc. 


1500 S. Western Ave. yr Fei Comat Gor 


FACILITIES. -1500 S Western Ave., thy 7 po ft. 
concrete steel conat.; 1929 W. 43rd St. 132.000 oq. ft. 
brick mull const . 1534S. Western Ave., 67, oq. ft. 
brick. mill const —. rates as low ae 4c. 

ADT Watch. Serv. & Sprinklered. aeeat connec. 
all Chi Rys. Sidings on 


city. Ample Motor 7 Tr 
SERVICE FEATURES—U. S. C 
Bond. Pool car dist. Office & Whee. 
LCL freight a on 
MEMBER—Amer Chain 


arn, oat 
7 Warcheesee—A.W.A. (Mdse.) 


A Wonderful Service 


**You have been and are providing a won- 
derful service. We therefore use Merchan- 
dise Warehouses for the convenience of 
customers for storing excess stocks or bulk 
goods, and for distribution purposes.” 
—Traffic Manager, Owensboro, Ky. 





























































the Institute, in part, said: 


P.& P. U.Ry. and Peoria er teway the rest of the world combined.” In announcing the publicatio 
—Always Open— 


The tasks of transportation are naturally veiled in the utmos 
secrecy so that little popular credit is given to the merchant maring 
L, Ae, As Frank J. Taylor, president of the Institute points out in the ‘ord 
Prieta ‘a, A “yy ve ui ) word, ‘“‘the private companies who manage and operate the ya, 
? Mine f° armada and the men who sail the vessels, go about their appointe, 
tasks with the minimum of fanfare; theirs is a silent, secret joh whicl 
history will record one day as a miracle of accomplishment,” 
= = The brochure states that those accomplishments have not Produced 
Es ong = x St a boom business for the steamship companies. It quotes Admir 

—— Emory S. Land, War Shipping Administrator as saying: “Pop th 
first time in history, the earnings of steamship companies will haye de 
clined in wartime.’’ The booklet substantiates that with a review o} 
the present position of the companies—managing and operating mor 
vessels than they ever had before and doing it for the account of thd 
government under terms which permit the accumulation of no gy, 
stantial reserves for replacements, once the war has ended, 


a 3 i - On the question of post-war shipping plans, the Institute point 
PEORIA GATEWAY ‘ d u that there will be plenty of work for all the tonnage afloat when va 
PEORIA & PEKIN UNION RY. 


has been declared, particularly in repatriating troops and in the ex 
E F Stock Tr Mgr Peoria i bteteyt= change of vital materials thrown out of eccnomic balance by th 


wwe 


Lakers! 






restrictions of warfare. 





SHIP CHARTER PROGRAM 


Prime Minister Churchill received a letter from Presiden 
Roosevelt outlining the plan under which from 15 to 20 ghipg 
a month will be ‘‘bareboated”’ to ‘the British. The letter wa; 
substantially along the lines of the letter sent by Admirs 
Land, War Shipping Administrator, to the chairmen of the mer 
chant marine committees of Congress (see Traffic World, Jul 
al, pi. Zen). 


AN |! 
Rail — 


NAVIGATION REGULATIONS 

Admiral Waesche, commandant of the coast guard, has, 
made public a long list of amendments to the inspection and 
navigation regulations, approving and withdrawing approval 
. of miscellaneous items of equipment for “the better security 
Lackawanna Dependable Freight Serv- of life at sea.” The amended regulations were published in thd 
ice aids shippers .. + plays its part in Aug. 3 issue of the Federal Register. 
helping America’s total war effort. ——_ ee a 


assed beets 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

Writ 6 time, 13 time, 26 tHe, and $2 time.Classified di Hscount rates 


* 





BUY WAR BONDS 
AND STAMPS 


LACKAWANNA 





TRAFFIC EXECUTIVE, 41, married, desires change. Law graduate 


e 
| I. C. C. practitioner. 23 years’ experience all domestic traffic functions 
seeking greater opportunity; location immaterial. Box 141, Trafig 


World. 








WANTED—Several experienced railroad rate and division me, 
familiar with either freight or passenger rates and divisions. = 
e ° ° . office employment with large railroad in California. Seniority, fitness 
Center of Pacific Coast Shipping and ability govern assignments and promotion. Must have good know: 

* * edge of Transcontinental Tariffs and Western Classification. Give ful 
particulars as to experience, age, draft status and salary desired. Wa 
Manpower Commission Availability Certificate required. Address Boj 
142, Traffic World, Chicago address. 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS WANTED—Traffic man. The man we want will be an experienced 


and capable rate man now well employed who is interested not only it 
permanence, but also in the chance to obtain broad experience, and th 
greatest possible skill in all phases of this profession. Box 148, Traffid 
World, Chicago address. 


Ferry Building, San Francisco, Calif. 











| 

| 

| POSITION WANTED—As general manager or traffic manager 0 
| short line railroad by young man 35 years of age, draft exempt, lf 
years experience short lines. Now employed, desires change. 4 
references. Box 149, Traffic World, Chicago address. 








POSITION WANTED—Traffic manager, 30 years experience railroad 
and industrial traffic functions, including transit privileges, ICC prac 
titioner’s license; midwest area preferred. Box 150, Traffic Worldi 
Chicago address. 


Freight Moves. 
PASTELS SA 
Than Ever 2 
Before 





EMPLOYMENT WANTED by Rate and Division clerk. Experi 
| enced with interline accounts and claims. General experience in bot 
| Traffic and Accounting. Box 151, Traffic World, Chicago address. 














oll | - 
< 
a || 33rd St. and Huber Pod General Office ™ 
Over the > | | S.Wabash Ave. ath & Kentucky $6} |?) 
| Chicago Louisville, Ky. ; 





INCORPORATED 
Daily Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points in Kentucky, Tennessee, North Carolina, South Carolina and Georgia 


Rich mond, Fredericksburg 
and Potomac Railroad 


